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THE CANADIAN EXPERIMENT 

Canada has been forced to a policy of government 
ownership of railways as a means of preserving them. 
\s we understand it, the adoption of the policy has not 
come about through any political chicanery or dema- 
goguery or because of the prevalence of socialistic ideas, 
but merely as a last resort and in the hope that, with the 
government owning the stock and Sir Henry Thornton 
at the helm, safe port may be found. 


It would be a very narrow person who could hope 
ior failure of this experiment because of antagonism to 
acertain theory with respect to paternalism in the oper- 
ation of the railroads, since it has come about as it has, 
and yet it is only truthful to say that the experiment in 
Canada—regardless of the appreciation we may have of 
the plight of the railroads that have been taken over by 
the government, our realization of the motives that have 
prompted the course, and our sympathy with the Can- 
adian people needing transportation facilities and with 
Sir Henry himself, confronted with this herculean task—- 
is being watched in the United States with considerable 
lear that it may succeed. This may sound selfish and 
ingenerous, but men are selfish and ungenerous, often, 
ad one may not hope to check human nature. Besides, 
there is more than selfishness in that point of view. 
The fear is based on apprehension of disaster in this 
country as the result of trying to emulate 
another country. 


a success in 


In the United States, the propaganda for government 
*wnership of railroads comes only in small part from 
disinterested persons who are qualified to hold and advo- 
tate economic theories. It comes, in the first place, from 
labor, whose ideas are distorted as to the benefits it might 
receive from a paternally administered railroad system. 


And perhaps its ideas are not so distorted after all. 
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Under war-time government operation of our railroads, 
labor got everything it asked and some things it did not 
have to ask. Labor has always been powerful in our 
politics, as was illustrated when it pushed the nefarious 
Adamson law through Congress. It has visions of high 
wages and easy working conditions under government 
administration. 


It comes, in the second place, from demagogues in 
Congress who feed on the ignorance of the public and 
who seize on every shortcoming of the railroads, every 
item that makes for discomfort or possible injustice to 
railroad patrons, as an argument for a radical change— 
that change being to government ownership—thereby 
winning votes for themselves from the ignorant, who 
think the champions they have chosen are fighting the 
people’s battles, and from labor, which is avowedly in 
favor of the government taking hold. 

We read with considerable interest an address re- 
cently made by Sir Henry Thornton before The Traffic 
Club of Pittsburgh. He was quite frank in pointing out 
that the success of the experiment being tried in Canada 
depended on freedom from political interference. He 
said : 

“Freedom from political interference has been guar- 
anteed on behalf of the government, and it is the distinct 
understanding that the Canadian National Railways 
shall be administered in exactly the same way and on 
exactly the same principles as would be the case with 
any private railway company. The success or failure of 
this experiment will hinge very largely upon the fidelity 
with which this arrangement is executed, because it is 
obvious that the intervention of political influence will 
at once create a lack of confidence and an inefficiency 
which, in their turn, must inevitably invite failure. I will 
say frankly that thus far there is every evidence that the 
government intends scrupulously to stand by the assur- 
ance which was given me before I undertook my present 
task. But there is another form of political interference 
which is more dangerous and more difficult to avert than 
the ordinary or garden type, and that is that form of 
sectionalism which translates itself into terms of political 
influence. For example, some section of the Dominion 
desires to have some particular thing done, and in the 
effort to promote its accomplishment brings to bear very 
strong political influence, because it must be remembered 
that the national railways are required, under present 
conditions, to ask the House of Commons for a large 


sum each year to make up their deficits. So long as that 
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condition exists the door will always be open to undue 
political interference and influence. Consequently, the 
elimination of political and other undesirable influences 
from the administration of the Canadian National Rail- 
ways depends quite as much upon the wishes of the 
people of Canada as it will upon my personal powers of 
resistance. The people have thus far indicated that it is 
their ardent desire to keep politics of every form out of 
our railway system, and I have no reason to suppose 
that they are going to change their minds; but there 
always will be the question of sectionalism to be en- 
countered. Naturally, of course, the political representa- 
tives of different communities are and should be the 
spokesmen of those communities they represent, and 
ought to put forward the views of their people; indeed, 
itis their bounden duty so to do; but it should end at 
that. As I have said before, it rests almost entirely with 
the people of Canada themselves to say in what fashion 
they wish the railways administered. If they are pre- 
pared to support me in my efforts to keep politics out, 
and other influences as well, the problem will be reia- 
tively simple.” 


Now, it may be that the people of Canada are in- 
herently more likely to permit and to insist on politics 
being kept out of the administration of their railroads 
by their government than would be the people of the 
United States under similar circumstances. Indeed, we 
think they are. Moreover, their experiment is being un- 
dertaken under such exigencies that the need of tabooing 
politics is probably apparent to them and, at least at 
first, it is to be expected that the operation of their 
national government railroad system will be little, if at 
all, hampered by politics and politicians. 


3ut in the United States things are different. In 
the next Congress, which convenes in December, there 
is a radical element that sees red. It is the apparent 
determination of this element to turn the railroads over 
to the government, or at least to make conditions so 
impossible for the railroads that the government will 
have to take them over. In this determination they are 
cheered by the plaudits of the ignorant multitude and a 
few long haired doctrinares, who may be conscientious 
enough, but who ought to go to night school. If the 
government takes over the railroads in this country it 
will be done as the result of a political movement—not 
as the result of a pressing need. And we think none but 
the most innocent or the most dishonest person who has 
opportunity to know the citizens of the United States 
will argue that politics could be kept out. It would be 
an absolute impossibility, with our political system, for 
the government to operate the railroads of the United 
States without the interference of politics. 


One hears it said by advocates of government own- 
ership that that did not prove true in the war period 
when the government took over and operated the car- 
ners. Did it not? Who was it that was chosen Director- 
General of our railroads with power approaching that of 
the one time Czar of Russia? Was it a Sir Henry 
Thornton, who won his spurs, not when royalty tapped 
him on the shoulder, but when he showed the world 
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what he, as a practical railroad man, could do, and to 
whom knighthood is merely an appreciation of his worth 
—the badge of his merit? It was not. It was William 
G. McAdoo, son-in-law of the president, who knew no 
more about railroading than any other politician. True, 
he did not remove railroad managers and appoint poli- 
ticians in their places. The time was short and he was 
under the pressure of war to get things done. It is true 
that he did not rally around him a lot of ward-heelers 
and former senators and representatives—the lame ducks 
of Congress—to run the railroads; what mistakes were 
made—and there were plenty of them—he made himself. 
But does anyone suppose that if our government opera- 
tion had been made permanent, any different sort of 
person would have been chosen to head the railroads or 
that he would have continued to refrain from rewarding 
the leaders in his party and their friends with choice 
plums in the railroad offices? He who does is by no 
means acquainted with our people and our customs. 


It is not to be wondered at if some of our people 
view with something approaching alarm the possibility 
that government ownership will be successful in Canada 
and its success in Canada be used as a powerful argument 
for its adoption.in the United States. Of course, the fact 
that it has been good medicine for Canada would not at 
all prove, to thinking people, that it might also be good 
medicine for our weaker stomachs—but we are not deal- 
ing—for the most part—with thinking people. 


When one hears, then, citizens of the United States 
make sneering remarks about government ownership in 
Canada due allowance should be made for human nature, 
which leads man to hate what he fears. For our part— 
and we think that ought to be the attitude of all fair- 
minded people—we shall watch the experiment in Canada 
with interest and sympathy, hoping—since it has been 
decided to be the only way out of the situation that con- 
fronts that country—that it will be successful and that 
Canada will have two magnificent railroad systems 
stretching across the country, one owned by the govern- 
ment and one owned by private capital, both making 
money and giving service, and both being operated on 
business principles by honest-to-God railroad men. Only 
we shall hope that some day, in some way, when the gov- 
ernment-owned system is out of the woods, it will get 
back into private hands where, we believe, all business 
ought to be. And we shall hope, in the meantime, that 
some way will be found to defend the United States from 
a policy of government ownership, even if it proves suc- 
cessful in Canada. 


HARDING TO DISCUSS RAILROADS 


The Trafic World Washington Bureau 


President Harding, in all probability, will discuss the rail- 
road problem in speeches on the trip which he is planning to 
make to Alaska this summer. This was authoritatively indi- 
cated at the White House, April 10, after the first cabinet 
meeting since the President’s return from Florida. 

It was said the President thought it probable he would 
discuss several so-called non-partisan questions and that he 
knew of nothing so important before the country today as 
the railroad problem. It was not indicated what phases of the 
“problem” would be discussed nor from what angle it would 
be approached. 


The President’s tentative plans provide for leaving Wash- 
ington about June 20. 
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MILEAGE BOOK INJUNCTION CASE 


A hearing in the mileage book injunction suit brought by 
the eastern roads against the United States was held April 12, 
at Boston, in the District Court of the United States for the 
District of Massachusetts. The hearing was originally set for 
April 6, but was postponed until the later date. 

In his answer to the allegations of the railroads, P. J. Farrell, 
chief counsel for the Commission, said the findings in the case 
had been made after notice and hearing and that they were 
fully supported and justified by the evidence submitted. 

“The Commission further alleges that, in making said re- 
port of January 26 and said supplemental report and order of 
March 6,” Mr. Farréll continued, “it considered and weighed 
carefully, in the light of its own knowledge and experience, 
every fact, circumstance, and condition called to its attention 
on behalf of the parties to said proceeding by their respective 
counsel, including all matters covered by the allegations of the 
petition herein. * * * The Commission further alleges that 
the rate at which the carriers named in said order of March 
6 are required to establish, issue and maintain, and keep in 
force, the non-transferable interchangeable scrip coupon ticket 
referred to in said order, will furnish to the carriers covered 
by the order. including the petitioners herein, full, reasonable, 
fair and just compensation for the services to be performed 
by them and included in said rate.” 

Mr. Farrell asked that the petition of the carriers be dis- 
missed. He reviewed the facts on which the Commission based 
its order and said that the carriers now had in effect commu- 
tation, convention, excursion, and summer and winter fares, 
which were less in each instance than the standard fare, and 
that some of these fares were 3314 per cent less than the 
standard rate of 3.6 cents per mile. 

Mr. Farrell contended it was not incumbent on the Commis- 
sion to report the “minor facts” upon which its conclusions of 
fact were based but that the contrary of that proposition was 
correct. 

Saying that counsel for petitioners seemed to base his con- 
tention that the rate of fare prescribed by the order was non- 
compensatory on the Commision’s finding that for class I steam 
roads for the year 1921 the operating ratio for passenger serv- 
ice was 85.24, Mr. Farrell declared the Commission proceeded 
on the theory that the issuance and sale of the scrip coupon 
ticket would increase the passenger business of the petitioners 
and other carriers to an extent sufficient to offset, and more than 
offset, any loss in revenue which would otherwise result from 
a reduction in the rate of fare. 

“If this view of the Commission proves correct, it is evident 
that the contention that the rate of fare specified in the order 
is noncompensatory will have no foundation upon which to rest,” 
he added. 

Referring again to reductions in rates on certain classes of 
travel, Mr. Farrell said it was a fair assumption that the car- 
riers would not have made such reductions if they had not 
been of the opinion that the reductions would result in a benefit 
to them. 

As to the carriers’ contention that the order would require 
them to establish and maintain a rate of fare which would be 
unjustly discriminatory and unduly preferential and prejudicial, 
Mr. Farrell said that contention appeared to be based on the 
view that, as a matter of law, the Commission might not classify 
separately the passenger traffic under consideration and apply 
to it a rate of fare less than the standard fare. 

“Making classifications, however, is one of the adminis- 
trative duties imposed upon the Commission by the interstate 
commerce act,” said he. “Carriers also are continually exercis- 
ing judgment and taking action in this connection. And that 
the making of classifications is something which necessarily in- 
volves the making of discriminations is a proposition that no one 
acquainted with the facts will attempt to deny. Every freight 
classification discriminates as between the different classes 
of freight traffic, but such discriminations are not unneces- 
sarily unjust. Whether such injustice exists, as a fact, in a 
particular case, is a matter to be determined by the Commis- 
sion, subject to review in court for the purpose only of deter- 
mining whether, in reaching a conclusion in the premises, the 
Commission has acted beyond the power duly conferred upon 
it by the law under which it operates.” 

Mr. Farrell contended that the Commission, in making the 
classification involved in this case, simply complied with the 
mandate of Congress contained in the act of August 18, 1922. 
He also insisted that a statement that Congress did not expect 
the Commission to prescribe a fare less than the standard fare 
would not harmonize very well with matters of which the 
court would take judicial notice. He also contended that trial 
of the prescribed tickets would show whether or not they should 
be continued in effect. 

Counsel for the Commission also said the order was not in 
conflict with the duty imposed on the Commission by section 
15-a of the interstate commerce act, reasserting that the Com- 
mission would not have made the order had it not been con- 
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vinced that compliance therewith would increase the passenger 
business of the carriers to an extent sufficient to offset and 
more than offset any loss in revenue which would otherwise 
result from.a reduction in the rate of fare. 

Mr. Farrell contended that the order did not apply to the 
transportation of passengers wholly within one state. He said 
it was true that the order was not, by its terms, restricted to 
interstate commerce, but that it was also true that it did not 
by its terms include intrastate commerce. He said the court 
would not presume that the Commission intended to make the 
order apply to matters not within its jurisdiction. 


NO MILEAGE REARGUMENT 


In No. 14104, the interchangeable mileage ticket investiga- 
tion, the Commision has denied petitions for reargument and 
reconsideration filed by the American Farm Bureau Federation 
and the western, southwestern, and transcontinental carriers 
and the Baltimore & Ohio. No reason was assigned for ihe 
action taken. 


PETITIONS FOR REHEARING, ETC. 


The carriers in Official Classification territory, defendants in 
No. 13540, Boston Wool Trade Association vs. B. & A. R.R. et al., 
have petitioned the Commission to give further consideration of 
the record therein, for reargument before the full Commission 
and for a postponement of the effective date of the order entered 
in the case, stating in support thereof, that the “principle in- 
volved in this case is one of the gravest concern to the petition- 
ers, because it endangers the fundamental basis upon which rates 
on all commodities between the territories east and west of the 
Mississippi River are constructed,” and further alleging that “not 
only does it imperil the present basis of rates in effect on Trans- 
Mississippi River traffic, but it would also seriously affect the 
arrangement in effect on traffic moving from and to the territory 
south of the Ohio River, upon which rates are now based upon the 
north bank points of the Ohio River, as they are upon the east 
bank points of the Mississippi River on traffic to and from the 
West.” 

The Director-General of Railroads has petitioned the Com- 
mission for reargument and reconsideration of that portion of 
its decision in No. 12732, Helena Traffic Bureau et al. vs. Di- 
rector-General (77 I. C. C. 198), which finds that the town switch- 
ing rate applied prior te April 25, 1919, was unreasonable. They 
state in support thereof that the Commission erred in the state- 
ment that “the switching limits at Helena were not defined 
in the tariffs,’ and, therefore, erred in looking to the “area 
within which the carriers actually render switching service,” to 
determine the switching limts. 

The Commission is in receipt of an application filed by the 
Daugherty Coal Company, J. W. Davis Coal Company, Hoosier 
Coal and Supply Company, Hulman & Co., Sparks Milling Com- 
pany and M. C. Strole, for modifications of findings and order 
in No. 11894, Indiana Rates, Fares and Charges, with respect 
to the charges for switching coal from within the city of Terre 
Haute, Ind., switching limits and yards limits to and within 
the city of Terre Haute, Ind., switching limits and yard limiis. 

The Missouri Pacific Railroad Company has petitioned the 
Commission for a rehearing or reconsideration of No. 11063, 
Holly Ridge Lumber Company vs. Director-General and Mo. 
Pac. R. R., alleging, among other things, that the order entered 
therein is in violation of the provisions of the Constitution of 
the United States as taking defendant’s property without due 
process of law. 





CHANGES IN DOCKET 


Hearing in Finance Nos. 2717 and 2739, assinged for April 
11, at Lansing, Mich., before the Public Utilities Commission 
of Michigan, was reassigned for April 13. 

Hearing in No. 14230, Duluth Iron & Metal Company vs. Di- 
rector General, No. 14438, Duluth Boiler Works, Inc., vs. A. T. & 
S. F. Ry. et al., and No. 14438. Sub No. 1, Duluth Boiler Works, 
Inc., vs. A. T. & S. F. Ry. et al., assigned for April 12, at Duluth, 
Minnesota, before Examiner W itters, was postponed. 

Hearing in No. 14462, Badger Bag & Paper Company VS. 
M. D. & W. Ry., Director-General, et al., assigned for April 11, at 
New York, before Examiner Keene, was postponed. 

Hearing in No. 14497, Muscatine Shippers’ Association et al. 
vs. C. M. & St. Paul Ry. et al., assigned for April 9, at Mus- 
catine, Ia., before Examiner Keeler, was canceled. 


GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
ury that $2,913.48 will make good the guaranty to the Fourche 
River Valley & Indian Territory Railway Company which has 
received $16,500 in advance payments. 

The Commission has certified to the Secretary of the 
Treasury that $4,780.81 will make good the guaranty to the 
Union Stock Yards Company of Omaha, Ltd., which has receiv ed 
an advance payment of $65,000. 
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Harding’s Talk Plans Distasteful—Men who have always 
peen well wishers of President Harding hope something will 
come up to make him change his mind so that he will not talk 
about the so-called railroad problem as he journeys across the 
continent on his way to Alaska. They feel he can do nothing 
to solve it, if it needs solving. His present determination to 
talk reminds them of the fatuous hope of President Taft that 
he could ask his enemies to revise the tariff in such a way as 
to help him cure a stipulation he seemed to believe had to be 
cured at any cost. Therefore he called a special session in 
1909. He called it against the advice of those who had had 
much experience. What happened to him as a direct result 
of that special session is not yet old enough to be called history. 
| gave aid and comfort to those from the middle west calling 
themselves Republicians who upset the apple cart in 1910, in- 
cluding in the mess Uncle Joe Cannon and the rules for the 
government of the House of Representatives that had served 
the country well for a century, even if it did seem to put au- 
tocratic power into the hands of the Speaker of the House to 
say what legislation should and what should not be brought for- 
ward. The revision for which Taft asked was not approved 
by an ownerwhelming majority of his own followers. Taft lost 
the support of the straight-laced partisans and did not gain 
that of those calling themselves progressives. He afforded op- 
portunities to his enemies. They improved it to such an ex- 
tent that from election day in 1910 to election day in 1918 
Taft’s political enemies were in control of the House and of 
the Presidency from March 1913 to March 1921. Taft and his 
party might have been defeated even if he had not asked ‘for 
legislation at the hands of a Congress politically not in com- 
plete sympathy with him, although it bore his own party label. 


Men who voted for the transportation act in 1920, with no 
notable exception are standing by it. Brookhart and some of 
the other men elected last fall on so-called Republican tickets 
are yowling for revision. Why, many of Harding’s well wish- 
ers are wondering, does he give them aid and comfort by mak- 
ing speeches on the subject. Why not, they ask, leave it alone 
to work out as its supporters believe it will work out. If the 
President intends making speeches to show that Brookhart, 
Capper, et al. do not know what they have been talking about, 
that would not be so distasteful a program, although the neces- 
sity therefor at the hands of the President, is not admitted by 
those who think that ninety per cent of the speeches made by 
Brookhart, Capper and the men of their kind are based on mis- 
statements of fact, utterly ludicrous misconceptions of fact and 
law and foolishness generally. President Harding has not been 
so plainly accurate on the subject himself to make his deter- 
mination to discuss it, even from the point of view of the man 
who knows Brookhart’s foolishness, a matter for expressions 
of great delight and thanksgiving. If they could get his ear 
for half an hour and then keep him away from some of the ill- 
informed advisers he has around him, some of them believe they 
could Show him why silence on the railroad problem would be 
golden, and that it would be a waste of lather for him to un- 


dertake to shave some of the asses that are running about 
unbridled. 





_ What Harding Might Do.—There are some men who think 
it would not be positively harmful if the President were to 
make one or two speeches on the subject of railroad problems, 
to the effect that there has been too much talk already and 
that the recovery of the country would be hastened if the sub- 
ject were left alone for a while. It has been suggested that 
he might tell the voters in Iowa and Kansas that any man who 
insinuated the dividends, income, net earnings or anything 
else of the railroads was guaranteed was a liar, within the 
meaning attached to the words by the dictionary—namely, one 
who was wilfully telling a falsehood to persons entitled to 
know the truth, with intent to deceive such persons He might 
Make that a bit stronger by saying the characterization, while 
seneral, specifically applied to United States senators. He 
might add that any senator who spread the notion that rates 
were so high that they left nothing for the farmer who shipped 
stuff was equally as low in the moral scale, because it 
ae been shown that rates constituted but a small part of the 
ih ce at which good products sold in the market. Another 
ought on the subject of what he might say profitably, was 


that percentage increases in rates, undoubtedly, had hurt farm- 
ers far awa 


be soon at 
would see it 
the evils of 
mm railroad 


y from markets and that he hoped the time woulda 
hand when the Interstate Commerce Commission 
S way clear to do more than it has done to mitigate 
rates increased in that way, by allowing the west- 
Ss that are willing to take the chance, to reduce 
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their rates. The Commission has held up rates railroads were 
willing to cut. It has argued that Congress made it responsible 
for charges calculated to give the railroads a return on their 
investment less than farmers and others in the west have to 
pay as interest on loans secured by first mortgages on the best 
kinds of farms. He might tell them that and suggest that if 
the farmers really wanted to do something for themselves, they 
would retire to private life all members of Congress, both 
Senators and Representatives, who made common cause with 
organized labor leaders in behalf of legislation forcing the rail- 
roads to put more men on their trains than are really needed. 
He might tell them that every bit of legislation that shortened 
the hours of men on the railroads or forced the railroads to 
hire more men than really needed tended to send the wages 
of farm laborers up to $7 and $8 per day. 





Age of Accountancy.—When the historians find it necessary 
to give the present age a name, it probably will not be the age 
of electricity, although that might be taken as the obvious 
thing to do. Electricity, however, is an understandable thing, 
comparatively speaking. As time goes on it probably will be- 
come obvious. One who listened to the statisticians, who neces- 
sarily are accountants, testify about ways to state rates for the 
express company during the past week are inclined to believe 
the historians will set this age down as the era made con- 
spicuous by the men who set up appreciation and depreciation 
accounts, and, by figures drawn from those suppositions things, 
proved that something was something else. Leipsic is the place 
where they specialized in accountancy and that fact puts an- 
other count in the indictment against the recent enemy empire. 
At this hearing, Ulysses Grant Powell was the man of figures 
who held the first place. At the December hearing, L. E. 
Wettling was the star. Years ago they were associates in that 
kind of work in Nebraska. Now they are usually on opposite 
sides of the case. That, kowever, seems to mean little. They 
can agree upon the supposed fundamental things and yet arrive 
at destinations far apart, amiable and smiling. Each has a fol- 
lowing that swears it understands everything its hero does and 
that there is nothing at all mysterious in any phase of the 
matter. 





Case of the Orient.—A siraight thinking man, it is believed, 
can draw a number of inferences from the efforts the Commis- 
sion has had to make to keep the Orient from dying. The most 
obvious, apparently, is that the road is too expensive for the 
country it serves. It may be a three-story organization in a 
two-story community. It did not become so until after the 
government had had control of the railroads and until after 
Congress increased the wages of the men by means of the 
Adamson law. Inasmuch as wages constitute about half the 
expense of operating a railroad the query naturally might be 
expected as to why communities that cannot afford to pay the 
wages demanded by the national organizations of railroad work- 
ers should not be left free to hire men and pay them what they 
considered the services worth, without giving two whoops as 
to what like service would be worth in New York. The govern- 
ment regime brought in the rule that a man performing a cer- 
tain kind of work in the rural districts of Louisiana should be 
paid as many dollars for it as the man working in Chicago. 
The Orient is so burdened with wage scales that it would die in 
a few days were the other railroads of the country not per- 
suaded to contribute out of their means to keep it going. Cap- 
ital is not willing to furnish any help for it. Capital already 
in the Orient may be flogged to its tasks by the Railroad Labor 
Board and the trade unions. It is like a galley slave chained 
to the ears. But new capital will not go in. Much the same 
kind of a situation exists it is believed on the Missouri & North 
Arkansas. The citizens along its rails, however, appeared to 
have come to the conclusions that they would not be terrorized 
by the striking shopmen. Apparently some of them emulated, 
in a very small way, what was done at Herrin, Ill., by sym- 
pathizers with organized labor, if not by labor itself. They 
hanged a striking shopman suspected of arson and other forms 
of sabotage. Their idea_appeared to be that they had a right 
to run their railroad at expenses that could be borne by the 
community. That is, they appeared to have an idea that, in 
the last analysis, the value of the service to them, should be 
the controlling factor, and not the value of like service some 
other place. Harrison, Ark., was just as lawless as Herrin. 
Ill., only not so many human lives were taken to enforce the 
local idea of what constituted justice. 





Minimum Wage Law Unconstitutional_—The Supreme Court 
of the United States has declared unconstitutional a statute 
intended for application only in the District of Columbia, ap- 
pointing a board to say what should be the minimum wages of 
women and minors. The recently enfrancised women leaders, 


therefore, have talked about the court as if it, and not the 
Constitution, were responsible for that piece of legislation go- 
ing by the board. Few, even of the women who have admitted 
to practice law, have had the grace to say the court did right 
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and that the way to give the state control over contracts for 
employment and wages was to change the fundamental law. Not 
one of them. has thought to say that the right of contract, guar- 
anteed by the Constitution, was written into the fundamental 
law so as to make it impossible for a governmental body to 
fix maximum wages. Under English law the county authori- 
ties, by means of juries, used to establish maximum wages and 
provide mines for masters or mistresses who paid servants more 
than the maximum wages. Samuel Gompers, president of the 
American Federation of Labor, at the time the Adamson bill was 
under consideration said organized labor was opposed to any 
legislative settlement of a labor dispute. He observed that if 
Congress could fix wages upward it could fix them downward. 
Therefore he said organized labor was opposed to legislation 
to settle labor disputes. Minimum wage laws now mean in- 
creased wages. Were a wage board to cut wages, the women 
now crying out against the court, it is believed, would denounce 
the tribunal that tried to make the rule work both ways. When 
the Railroad Labor Board tried it, the shopmen went on strike, 
although they pretended the cause of the strike was something 
else. Had they won the strike last Summer, it is believed, the 
railroads before this time, would have been up against a de- 
mand for the restoration of the old rates of pay. But the shop- 
men lost in many places. 





Angora Approves American Concession.—Theoretically Am- 
ericans should be joyful because Kemal Mustapha’s govern- 
ment at Angora has approved the so-called Chester concession 
in Asia Minor that was made by its predecessor Ottoman em- 
pire. The concession is supposed to give a great outlet for 
American capital for the development of railroads and oil re- 
sources. It is possible, it is believed, for the new government 
to play in such a way that Americans who put money into the en- 
terprises made possible by the concession, may get it back. How- 
ever, about a half a billion American dollars went into Mexico. 
Practically none is coming out because the United States gov- 
ernment does not feel it would be good for it to make the 
Obregon administration govern itself, in respect of the con- 
cessions, chiefly oil land titles, in the way the concessionaries 
and their lawyers think the terms of the concessions and the 
laws of Mexico should be construed. It has never appealed to 
Americans as the proper thing to do, to protect the dollars of 
other Americans invested in foreign undertakings. Dollar dip- 
lomacy has never been popular. Therefore, unless Americans 
can persuade foreign governments to construe contracts and 
statutes, they lose their investments. Americans who invested 
in Mexican oil lands, as a rule, believe the Mexican administra- 
tions that have followed that of Porfirio Diaz have simply stolen 
the money sent to Mexico for the development of the Mexican 
resources. It makes no difference whether they were stolen or 
whether the Americans made bad bargains, the fact is that 
millions have been lost beyond any reasonable prospect of re- 
covery, and that notwithstanding the fact that the oil resources 
of Mexico have been developed, by Americans, to amazing totals 
of money. An American administration that sent troops into 
Mexico to make the Mexicans return the dollars, it is generally 
felt, would be overwhelmingly defeated at the polls on that issue 
alone, regardless of the merits of the controversy. The query 
is as to whether the Angora concession will be any better 
in the event it should be shown to cover oil worth while in a 
commercial sense. A 50. Eh. 





MORE ORIENT RELIEF 


The Trafic World Washington Bureau 


As a matter of policy and not as a thing of compelled by 
law, the railroads of the country have agreed to make a further 
effort to keep the Kansas City, Mexico & Orient in operation. 
In so far as they can be bound by a committee of executives 
composed of such men as Julius Kruttschnitt, Samuel Rea, 
Howard Elliott and A. H. Smith, they have agreed that further 
help should be extended to the Orient through a modification 
of the scheme of differentially lower rates for the Orient than 
for its connections so as to force traffic to move by its rails. 

At the request of division 4 of the Commission, composed 
of Chairman Meyer and Commissioners Eastman and Potter, a 
committee of executives composed of the men already men- 
tioned and C. H. Markham, president of the Illinois Central; 
Hale Holden, president of the Chicago, Burlington & Quincy; 
EK. E. Loomis, president of the Lehigh Valley; W. B. Storey, 
president of the Santa Fe; L. J. Spence, traffic director of the 
Southern Pacific, and A. B. Spencer, accompanied by Alfred P. 
Thom, counsel for the Association of Railway Executives, talked 
the matter over with Messrs. Meyer and Eastman, Mr. Potter 
being out of the city April 7. They came to the conclusion that it 
would be in the interest of the more prosperous railroads to 
agree to a differential adjustment, which, theoretically, at least, 
would result in throwing more traffic to the Orient, with a re- 
sultant increase in its revenues. 

The task of working out a differential adjustment calculated 
to do that was intrusted to Edward Chambers, vice-president 
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in charge of traffic of the Santa Fe, and Mr. Spence of the 
Southern Pacific, the traffic men of the Orient’s two direct con- 
nections, who are believed to be in a better position to suggest 
measures of relief than any other traffic men in the country, 

Revenues insufficient to pay the operating expenses of the 
Orient were the immediate cause of the conference. Reports 
as to the effect of relief measures initiated by the Commission 
for the good of the Orient are sent to the Commission nearly 
every day, so that it has been in touch with the fortunes of 
that carrier practically all the time. The plan of differentials 
for the Orient has not resulted in such an increase of the reve. 
nues as to enable the receiver to pay the operating expenses. 
The thought now is that if it can be kept going until the heavier 
movement of traffic some plan for disposing of the question 
raised by its»condition may be worked out. There is no plan 
now and the road is living from hand to mouth, with one crisis 
treading on the heels of another. 

The Commission’s plan to have the direct connections of 
the Orient increase their divisions to it has been permanently 
enjoined by the court to which the connections appealed for 
relief. The case will be carried to the Supreme Court, but the 
Orient is not taking in money enough to enable it to live until 
the case can be disposed of finally, even if it be assumed the 
plan will be approved by the highest court, and that the in- 
creased divisions will be followed by such increases in revenue 
as to enable it to live. 

While the executives who attended the conference were 
chary with expressions of opinion, what was said by some of 
them was taken as indicating that there is a feeling among a 
considerable percentage of the executives that, as a matter of 
policy, it is desirable for the more prosperous roads to make 
sacrifices in an effort to keep the Orient going, at least until 
such time as it can be determined that there is or is not a pos- 
sibility of its ever getting upon its feet. The thought among 
such is that the railroads should do everything possible to 
make the plan of Congress, embodied in the transportation act, 
a success, rather than to oppose it at every turn. A good many 
of the executives sense the political significance of the fact 
that the public has been misled into believing the earning of 
fair return has been guaranteed to them and that every time 
they oppose relief to some of the weaker roads they are accused 
of greedily taking all the good granted in the plan of Congress 
but bitterly, if not churlishly, refusing to bear any of the 
burdens imposed by that plan of supposed guaranty of an ade. 
quate return on the value of the property devoted to the service 
of transportation. 


Flowing from that realization of the political significance 
of the erroneous impression is a belief that it will be good 
policy for the big railroads to help the Commission in its efforts 
to keep the Orient and other “weak sisters” going until some 
plan can be made for disposing of them, either by abandonment 
of parts of them or their complete absorption by stronger roads 
that could use them and break about even on the venture. 


RELIEF ASKED IN GEORGIA 


(Special correspondence from Atlanta, Ga.) 

A hearing has been set for April 21 on the petition of the 
Georgia, Southern, and Florida Railway and the Southern Rail- 
way, which seeks relief from the alleged unreasonable and un- 
warranted rulings of the Georgia Public Service Commission. 


The specific relief prayed for is from the ruling of the 
commission, which becomes effective May 1, specifying that 
freight moving over two or more railroads under the same con- 
trol shall be moved for the same rate for freight moved by 4 
single road, for similar hauls. 


The petition alleges that each of the complainants make 
individual returns for taxation, that each pays separate cor- 
poration taxes, and that they handle joint or interline freight 
with each other on the same basis as with other railroads, al- 
though the Georgia, Southern and Florida road is controlled by 
the Southern system. 


The petition alleges that operating under the freight rule 
complained of will result in a loss to each of the petitioners. 


Present hardships are complained of by the Georgia, South- 
ern and Florida, the allegation being that, since it was 
turned back from government control, the road has fallen 
short of operating expenses by $1,326,396.70. The loss of rev- 
enue which, it is alleged, will result from enforcement of the 


commission’s rule, it is stated, will impose an additional hard- 
ship. 


A total of 26,988 of the 37,680 shares of stock in the Georgia, 
Southern and Florida is owned by the Southern road, accord- 
ing to the petition, which also stated that the latter road holds 


one-third of the $6,000,000 bonded indebtedness of the smaller 
road. 


Under the federal law, two other judges will be require 
to sit with Judge Samuel H. Sibley, of the United States Cou! 
for the Northern District of Georgia. 
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GRAVEL RATES TOO HIGH 


The Commission, in a report on No. 12005, Police Jury, 
Parish of Caddo, State of Louisiana, vs. St. Louis Southwestern 
et al., opinion No. 8331, 78 I. C. C., 235-7, found the rates on 
gravel, from Millville, Gravel Pit and Bearden, Ark., to Lucas, 
La. unreasonable, awarded reparation and ordered the carriers 
to establish a rate for the future that would not exceed 8 cents 
per 100 pounds, not later than June 11. It found that the rate 
io have been applied between April 24 and June 14, 1920, was 
99.5 cents, but that it was unreasonable to the extent it exceeded 
4.5 cents. When the shipments first began moving the carriers 
assessed a rate of 21 cents. The police jury, which is what 
would be called the board of county commissioners in other 
parts of the country, refused them, so the charges were reduced 
to 11.5 cents. The railroads had quoted a rate of 7.5 cents, 
says the report of the Commission. If that rate was quoted 
the carriers did not bill the gravel at that rate but asked 21 
cents and compromised at 11.5 cents. 

The Commission said there was no doubt about the right 
of the carriers to depart from their published tariffs because 
they were empowered by section 22 to haul freight for govern- 
ments, free if they so elected. 

The police jury, however, did not stand upon its right to 
receive transportation without charge but insisted the rates col- 
lected were unreasonable to the extent they exceeded those which 
would have accrued under the Commission’s decision in the 
Shreveport case, 48 I. C. C. 312. It showed that under that 
scale the rate prior to June 25, 1918, would have been 6 cents 
for the distances involved in this complaint. The Commission, 
however, made the point that the scale applied between Louisi- 
ana and Texas and not between Louisiana and Arkansas. It 
held that 6.5 cents would have been a reasonable rate for the 
past and 8 cents for the future. 


NEWSPRINT PAPER INCREASES 


The Commission, in i. and S. No. 1726, paper and paper ar- 
tides from Canada and New England, to Nashville, and I. and S. 
No. 1556, newsprint from Canada to Nashville, the latter re- 
opened, opinion 8336, 78 I. C. C., 258-64, condemned as unjusti- 
fied proposed increased carioad rates, by way of the Ohio River 
crossings, On newsprint paper and some kindred commodities, 
from points in Canada and New Emgland, to Nashville and or- 
dered the schedules cancelled. The proposal was to add 10 cents 
to the existing rates so as to bring them to the level of rates 
from Boston. ‘The carriers said the increase was necessary to 
comply with the Commission’s decision in Murfreesboro Board 
of Trade vs. L. & N., 55 I. C. C. 648 and the related case. Rates 
to and from Nashville, 61 I. C. C. 308, the cases which caused 
an upward revision in southeastern rates. It was also designed, 
they said, to eliminate fourth section violations, as required in 
Rates to, from and between Points South of the Ohio River, 64 
IC. C. 306. The rate proposed for Nashville was 57 cents, the 
same as the rate from Boston. 

In the consideration of the case it was found that the issue 
was really a question of relationship of rates on newsprint ‘to 
Nashville and Memphis, with the fact, as an influential if not 
controlling consideration, that the rate from the Minnesota mills 
clr was 9 cents lower than the proposed rate to Nash- 
ville, 

_ The Commission said that the proposed -rate, inasmuch as 
it was applicable through Virginia Cities or the Ohio River 
crossings did not meet the fourth section requirements because 
the Nashville, Chattanooga & St. Louis participates in traffic 
through both sets of gateways and that on traffic via the Virginia 
Cities the proposed rate to Nashville would not meet the fourth 
section requirements because Nashville, on that route, is inter- 
mediate between Virginia Cities and Memphis. If said fourth 
section order No. 3866 did not give authority for the proposal. 


COKE INCREASES CONDEMNED 


In a report on I. and S. No. 1711, coke from Chicago and 
. Louis to Kansas and Missouri Points, opinion No. 8334, 78 
. C. C., 248-50, the Commission condemned as having not been 
justified, increased rates on coke from Chicago, Peoria and St. 
Louis to destinations in southwestern Missouri and eastern 
Kansas, They were published to become effective December 
. 1922. They were suspended on the protest of the United 
ton Works, Inc., of Kansas City and the St. Louis Coke & 
hemical Company at St. Louis. The schedules proposed in- 
creases of 84 cents from Chicago and amounts varying from 48 
‘0 85 cents from Peoria and St. Louis. 


Decisions of Interstate Commerce Commission 


This case was the outgrowth of revisions made by the car- 
riers after the Commission’s decision in United Iron Works vs. 
Director-General, 63 I. C. C., 184. In that case the Santa Fe 
was denied authority to continue to charge higher raies on pig 
iron and coke from Chicago and Duluth to Iola, Kans., and other 
intermediate points than to Girard, Kans. The Commission’s 
order in that case provided that the rate on coke from Chicago 
to Independence should not exceed the rate to Girard by more 
than 30 cents. The respondents reduced the rates on coke 
from Chicago to the intermediate points to the Girard level, 
effective December 1, 1921, and reduced the rate on coke from 
Chicago to Independence to the basis of a differential of 30 
cents over the rate from Chicago to Girard. Upon complaints 
from St. Louis and Peoria their rates were reduced to the in- 
termediate points and Independence so they would not exceed 
the new rates from Chicago. By the schedules under suspen- 
sion the Commission said the carriers appeared to restore the 
rates from Chicago. At the hearing, the Commission said the 
carriers admitted the proposed rates would amount to a re- 
versal of its decision in the Iron Works case. They said they 
proposed to do that without asking for a re-hearing in the Iron 
Works case, on the theory that, upon complaint, the situation 
would be corrected, because they considered the Commission’s 
decision in that case erroneous. 

Answering that the Commission said no sufficient reason 


had been shown for changing its conclusion in the Iron Works 
case. 


FRESH FRUIT REPARATION 


In a report on No. 11472, California Packing Corporation et 
al. vs. Director-General, opinion No. 8327, 78 I. C. C., 190-206, the 
Commission found rates on canned goods and returned empty 
boxes, in carloads and less than carloads; empty cans and re- 
turned empty crates, in carloads; and fruit pits in less than car- 
loads, between points in California during federal control not 
unreasonable or unduly prejudicial. The Commission, however, 
found that overcharges had been made and ordered refund. 

It found rates on fresh fruits and vegetables and wine 
grapes, in carloads, between points in California during federal 
control unreasonable and awarded reparation. A similar finding 
was made as to fresh fruits and vegetables, in less than ecar- 
loads, and on fruit pits in carloads, during the same period in 
the same state, and the Commission awarded reparation. 

This report also embraces No. 11329, Jacobs, Malcolm & 
Burtt vs. Director-General and Southern Pacific Company; No. 
11329 (Sub-No. 1), Jacobs, Malcolm & Burtt vs. Director-General 
and Atchison, Topeka & Santa Fe Railway Company; No. 11643, 
Sunlit Fruit Company et al. vs. Director-General, Southern Pa- 
cific Company, et al.; and No, 11215, Sunlit Fruit Company vs. 
Director-General and Southern Pacific Company. 

The complaints grew out of the application of General Order 
28 in June, 1918. The commodity rates were increased 25 per 
cent. The Director-General abrogated the class rates provided 
by exceptions to the Western Classification for application to 
fresh fruits and fruit pits, returned empty boxes, returned crates 
and empty cans, and said the minimum class scale should be 
used, in instances where the rates were lower than the minimum 
scale. The complainants did not attack the minimum class 
scale as a class scale. They contended that the exceptions to 
the classification made the resulting rates commodity rates and 
that they should not have been increased more than 25 per cent. 
They asserted that any increases in excess of 25 per cent sub- 
jected them to unjust discrimination because in many parts of 
California there were commodity rates that had been increased 
only 25 per cent. In support of their assertion that the rates 
made by exceptions to the classification were merely commodity 
rates they cited a statement by a witness for the railroads in 
Rates on Fruits and Vegetables, 30 I. C. C., 56, to the effect that 
the application of the class C basis to the movement of fresh 
fruits and vegetables by exception sheet publication constituted 
an easy and convenient method of publishing commodity rates. 
One of the witnesses for the Director-General, who had given the 
testimony upon which the complainants relied said his former 
testimony meant that “this method of publication was the pub- 
lication of rates which should have been in effect commodity 
rates.” ‘ 

The Commission went into the history of the rates, and the 
former cases in which it had considered rates on traffic such as 
herein involved and made the following findings: 


We find that the rates assailed were not unreasonable, unjustly 
discriminatory or unduly prejudicial, except that the rates -assailed 
on fresh fruits and vegetables, in carloads, were unreasonable to the 
extent that they exceeded the rates in effect on June 24, 1918, in- 
creased by 25 per cent, subject to a minimum of 7.5 cents per 100 
pounds; that the rates assailed on wine grapes, in carloads, were 
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unreasonable to the extent that they exceeded the rates established 
by the director general subsequent to June 25, 1918; that the rates 
assailed on fresh fruits and vegetables, in less than carloads, were 
unreasonable to the extent that they exceeded the rates in effect on 
June 24, 1918, increased by 25 per cent, subject to a minimum of 15 
cents per 100 pounds; that the rates assailed on fruit pits, in car- 
loads, were unreasonable to the extent that they exceeded the rates 
in effect on June 24, 1918, increased by 25 per cent, subject to a mini- 
mum of 5 cents per 100 pounds; that complainants and interveners 
made shipments as described and paid and bore the charges thereon 
at the rates herein found to have been unreasonable; that they have 
been damaged thereby in the amount of the difference between the 
charges paid and those which would have accrued at the rates herein 
found reasonable, and that they are entitled to reparation, with in- 


terest. The exact amount of reparation due can not be determined 
on this record. 


QUARTZ ROCK REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 13240, Maine Power Sales Company vs. 
Director-General and Maine Central, opinion No. 8328, 78 I. C. C., 
207-8, as to a sixth -class rate of 13 cents on quartz rock on 31 
carloads shipped between July 3 and October 1, 1918, from Danville 
Junction, to Rumford, Me. The Commission said it was unreas- 
onable to the extent it exceeded a commodity rate of four cents, 
established October 2, 1918. The complainant contended that 
before its plant was established in 1918 the Maine Central as- 
sured it a commodity rate of three cents would be established. 
None was established until after the shipments in question had 
moved and then, instead of three cents, the rate was made 
four cents. The Director-General admitted the rate was un- 
reasonable but contended that eight cents would have been 
reasonable. 

This is the case argued before the Commission by Miss A. 
D. Hechmer, the first woman to appear before the Commission 
in which the issue was a particular rate. Other women have 
appeared in general inquiries in which the matter was not so 
technical as that handled by Miss Hechmer. 


VEGETABLE OIL ADJUSTMENT 


In a report on No. 11117, Magnolia Provision Company vs. 
Director-General, Atlantic Coast Line et al., opinion No. 8322, 78 
I. C. C., 151-8, the Commission found rates on peanut and cotton- 
seed oil, in carloads, from points in the southeastern states, and 
from points in Arkansas and Louisiana, to Houston, San Antonio, 
Dallas and Sherman, Texas, unreasonable, ordered the carriers to 
establish new ones not later than June 5, and awarded repara- 
tion. The report also covers No. 11495, Same et al. vs. Abilene & 
Southern et al. 

The allegation in the first mentioned complaint was that the 
rate charged on seven carloads moved between November 21, 
1917, and January 4, 1918, was unreasonable and unjustly dis- 
criminatory. In No. 11495 the allegation was that the commodity 
rates from southern producing points to Texas refining points 
were unreasonable, unjustly discriminatory and unduly prejudi- 
cial in comparison with rates accorded to competitors at New 
Orleans, Memphis, Chicago and other points. 

Refiners in various parts of the country intervened in the 
cases but, according to the report, only indicated that they de- 
sired equitable rates from the point of view of the industry as 
a whole. The complainant contended the use of the St. Louis 
combination was the most feasible way of stating the rates in 
question, although that method of constructing the rates to the 
southwest was devised to apply on manufactured articles from 
the north and east to the southwest, but not for application to 


agricultural products. The Commission made the following 
findings: 


_This record will not support a finding of undue prejudice to com- 
plainants and undue preference of their competitors in official classifi- 
cation and western trunk line territories, nor of unjust discrimination 
as to intermediate Mississippi River points. 

We find that the rates assailed on peanut and cottonseed oils to 
Houston, San Antonio, Dallas and Sherman are and for the future 
will be unreasonable to the extent that they exceed the following 
rates from points east of the Mississippi River in the before desig- 
nated territories as defined in F. A. Leland’s tariff I. C. C. No. 1331, 
viz., Memphis territory 47.5 cents, St. Louis territory 59.5 cents, Nash- 
ville territory 65-cents, and Macon territory 68 cents, subject to the 
general reductions of July 1, 1922. 

We further find that the rates assailed from mill points in Arkan- 
sas and Louisiana to Houston, San Antonio, Dallas and Sherman are 
and for the future will be unreasonable to the extent that they exceed 
for corresponding distances the rates prescribed by us in Procter 
& Gamble Co. vs. A. C. R. R. Co., 64 I, C. C., 213, subject to the gen- 
eral reductions of July 1, 1922. 

And we further find that complainant made the shipments de- 
scribed herein, and paid and bore the charges thereon, and that said 
charges were unreasonable to the extent that they exceeded 41.5 cents; 
that it has been damaged thereby in the amount of the difference 
between the charges paid and those that would have accrued at the 
said reasonable rate, and is entitled to reparation, with interest. 


RECONSIGNMENT RULE CASE 


In disposing of No. 13155, Romann & Bush Pig Iron & Coke 
Company vs. Director-General, Western Maryland et al., opinion 
No. 8323, 78 I. C. C. 159-61, the Commission held the reconsign- 
ment rule authorizing only one change in destination at the 
through rate was not unreasonable or otherwise unlawful. It 
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said the carload of smithing coal from Benton, W. Va., to lit. 
ton, Ariz., was overcharged $40.10 and awarded reparation. 

The assault in this case was upon the reconsignment rule. 
The complainant alleged that that part of the rule permitting 
only one reconsignment at the through rate was unreasonable 
and in violation of section 4 in that it resulted, when combina. 
tions resulted from its enforcement, in charges higher for the 
shorter than for the longer haul. The shipment involved in this 
case, made in June, 1919, was a carload of smithing coal, starteq 
from Douglas, W. Va., to Benton, Ill., reconsigned first to Tulia, 
Tex., and then to Clifton, Ariz. It was sold in transit and re. 
consigned to Tulia. Before it arrived there the customer failed 
in business, so the car was sent to Clifton. 

The complainant, according to the summary Contained jn 
the report, asked for a rule permitting one reconsignment on 
the line of each carrier participating in a through movement. 
The complainant said the car was billed to Benton to enable 
it to change the name of the consignor, and that the subsequent 
movement to Tulia was a reshipment. 

As in prior cases, the Commission said it had considered 
the reasonableness of the reconsignment rule in which the facts 
were substantially the same as in this one, hence its finding 
that the rule was not unreasonable or otherwise unlawful. 


RATES ON PAPER LABELS 


A finding of unreasonableness and an award of reparation 
have been made in No. 12507, Carnation Milk Products Com 
pany vs. Director-General, Atchison, Topeka & Santa Fe et al.,, 
opinion No. 8321, 78 I. C. C. 145-50 (Traffic World, April 7), as 
to rates on paper labels, in carloads, from groups D and F in 
eastern defined territory to north Pacific coast points. The alle- 
gation was that since March 15, 1918, the rates on the labels 
in question, from groups A to F, inclusive, were unreasonable 
and unduly prejudicial to the extent they exceeded the rates 
contemporaneously applicable to a group of paper articles, called 
the miscellaneous item, which theretofore had included. paper 
labels. The Commission was asked to prescribe rates and to 
award reparation on shipments which moved between March 
15, 1918, and October 1, 1920. 

On the first mentioned date paper labels were left out of 
the miscellaneous group and fell into the higher rated “printed 
matter, N. O. S.,” carrying a rate of 140 cents, from November 
15, 1914, to March 14, 1918, on a 30,000-pound minimum. The 
miscellaneous item carried a minimum of 40,000 and a rate of 
120 cents. Rates were increased by the various orders to 
higher levels. 

The carriers asserted the rates on labels were increased 
on March 15, 1918, because manufacturers whose products took 
the rates on “printed matter N. O. S.” referred to the labels 
as comparable articles. They said that the miscellaneous item 
referred to articles of standard manufacture for sale to the 
general trade, while labels printed and specially prepared for a 
particular customer were in the nature of advertisements, as 
were many articles in the printed-matter item. Therefore, they 
insisted, the rates should be the same. 

After the hearing in this case the rates on paper labels 
were reduced to fourth class, the reduction being made on 
August 31, 1921. 

The Commission found the rates on paper labels, from 
groups D and F, since December 31, 1919, had not been unrea- 
sonable or otherwise unlawful, but that they were unreasonable 
between March 15, 1918, and June 24, 1918, to the extent they 
exceeded 145 cents from group D'and 140 cents from group F, 
minimum 50,000 pounds, and between June 25, 1918, and Decem: 
ber 30, 1919, to the extent they exceeded 181.5 cents from group 
D and 175 cents from group F, minimum 50,000, and that the 
complainant was entitled to reparation to the basis mentioned. 


OIL ADJUSTMENT UNCHANGED 


The Commission, in its disposition of I. and S. No. 1663, 
Petroleum and Petroleum Products between Points in Official 
Classification Territory No. 14174, Indiahoma Refining Co. Vs. 
Ann Arbor et al.; No. 14161, Roxana Petroleum Corporation Vs. 
Chicago & Alton et al.; No. 14225, White Star Refining Co. VS. 
Illinois Terminal et al., and No. 14338, St. Louis Chamber of 
Commerce vs. Ann Arbor, opinion No. 8324, 78 I. C. C. 162-177 
(Traffic World, April 7), left the adjustment as it is now. In its 
report, written by Commissioner McChord, it held the local rates 
on petroleum and its products from East St. Louis, Wood River 
and Roxana, IIl., all within a few miles of each other, to destina- 
tions in Official Classification territory east of the Illinois-Indi- 
ana line, were not unjust, unreasonable, unjustly discriminatory, 
or unduly prejudicial to refineries situated in the East St. Louls 
district or unduly preferential of refineries situated in the mid- 
continent field. That finding was the Commission’s answer to 
the formal complaints filed by the refiners in the East St. Louis 
district. 

In respect of the schedules involved in the suspension pro 
ceeding the Commission held the cancellation of the proportional 
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rates between points in Official Classification territory, and from 
Rast St. Louis to destinations east of the Indiana-Illinois line 
had not justified, required the railroads to cancel the schedules 
and discontinued the proceedings. 

The net effect is to leave rates from the mid-continent field 
to destinations east of the Indiana-Illinois line on a basis which 
the Bast St. Louis refiners think unjustly discriminatory against 
them and unduly preferential of the mid-continent refiners. The 
railroads which proposed the cancellation of the proportionals 
from the Hast St. Louis district, at the hearings in the case, 
contended that the proper way to make rates between the east 
and the west was by combination of the local rates to and from 
the Mississippi, instead of the combination of proportionals to 
and from the Mississippi, as at present. In answer to that con- 
tention Commissioner McChord pointed out adjustments which 
he said were and are not on that basis and that therefore the 
Commission’s refusal to permit the cancellation of the propor- 
tionals to which the East St. Louis district refiners objected, 
would not have the effect of creating an exception to a universal 
ractice. 

: Had the suspended rates been allowed to become effective, 
Mr. McChord said, the rates on refined and fuel oils from the 
mid-continent field to destinations in Indiana, Ohio and Michigan, 
made on the East St. Louis combination would have been in- 
ereased from 2.5 to 3 cents. He said that many users of refined 
and fuel oils (including gas oil within that destination) testi- 
fed that the increase in cents per gallon would have been so 
small that it would have been impossible for them to pass it on, 
and that therefore it would have to be borne by them. He said 
the amount of the absorption by them would have been large. 

The formal complainants favored the cancellation of the pro- 
portionals and urged in support of such cancellation that the 
services rendered by the carriers east of the Mississippi under 
the local rates and under the proportional rates would be sub- 
stantially the same and that “the proper rate basis on this traf- 
fic calls for a single rate to each destination, from East St. Louis, 
applicable alike to local and through traffic.” Mr. McChord said 
the record did not sustain that contention, although the state- 
ment was made by the carriers that the service was substan- 
tially the same. In setting forth its conclusions and the reasons 
therefor, the Commission said: 


We must, moreover, consider not merely the proportional rate in 
and of itself as compared with the local rate but also its use as a 
factor of the through rate from the mid-continent field. There have 
been numerous decisions with respect to the propriety of the estab- 
lishment of proportional rates less than the local rates and many 
rates have been so established. The establishment of through charges 
upon the basis of the aggregate of proportional rates is but one 
method of stating such charges. If the carriers east of the river 
and the carriers west of the river were to establish joint through 
rates equal to the present through rates and cancel the separately 
published proportionals the service of the carriers east of the river 
would not be different from what it is now and complainants’ allega- 
tions of discrimination and undue prejudice because of the existence 
of lower proportionals east of the river would obviously have no 
foundation. 

_ Upon all the facts as disclosed in this record we are of the 
opinion and find that the rates on petroleum and its products from 
East St. Louis, Wood River, and Roxana, IIl., to destinations in official 
dassification territory east of the Illinois-Indiana State line, are 
not unjust, unreasonable, unjustly discriminatory, or unduly preju- 
dicial to refiners located in the East St. Louis district, or unduly 
preferential of refiners located in the mid-continent field. 

We also find that the cancellation of proportional rates on petro- 
leum and its products between points in official classification terri- 
tory and from East St. Louis, Ill., and other Mississippi River cross- 
ings and related points on shipments originating at points west of 
the Mississippi River destined to points in official classification terri- 
tory is not justified. The suspended schedules will be canceled and 
the proceeding discontinued. 


EXPRESS RATES AND ROUTES 


In a report on 12784, Southeastern Express Company vs. 
American Railway Express Company, and No. 12786, Southern 
Fisheries Association vs. Same, et al., opinion No. 8320, 78 I. C. C. 
126-44, written by Chairman Meyer, the Commission said there 
should be additional through routes and joint rates between 
Points on the lines of the two express companies and that a 
shipper had a right to route his shipments. It held that para- 
raph 4 of section 15, forbidding the short-hauling of a railroad 
without its consent did not apply to express companies. No order 
was issued. The companies are expected to work out through 
Toutes and joint rates so as to give shippers the choice of routes 
Wherever possible. If they fail to agree or refuse to make the 
‘fort, the Commission will undertake the task, which is recog- 
nized as a big one. 

r In a broad way of speaking, the decision is against the 
oper and in favor of the contentions of the shippers and 

e Southeastern. They contended that even if one company had 
—e line between two points it was the duty of such express 
ompany where a two-line route of reasonable mileage could be 
Worked out to provide for joint line routes. 

The decision of the Commission is intended to provide ship- 
a with two routes wherever possible, between every point so 
. 0 give them a choice. The Commission therefore held that 

ere two routes were possible they should be establishd. One 
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was to be on the basis of junctions selected by one company 
and the other on the basis of junctions chosen by the second 
company. Application of that rule will require the establish- 
ment of two routes between New York and Atlanta, although 
the American has an all-American route via Potomac Yards and 
the Seaboard, over which it is routing solid cars of express mat- 
ter on practically the same schedule as is maintained by the 
Southeastern via Potomac Yards and the Southern. Under the 
rule, however, the American is to become a party to a route 
via Potomac Yards and the Southern which must be used when 
the shipper says so. 

The Southeastern’s complaint alleged violation of the first 
four sections of the act, the sixth section and the fifteenth. It 
prayed the prescription of through express routes and joint rates, 
charges, rules and regulations’ for the operation of the routes; 
that all available routes be kept open, that the same rate be 
made applicable between the same points regardless of the route 
of movement; to require the observance, by the American, of 
routing instructions given by the shipper, and to permit the 
use of through express cars over joint routes whenever business 
made it necessary. The Southeastern also asked for equitable 
divisions on all business moving subsequent to May 23, 1921, 
the day the complaint was filed. At the hearing it was agreed 
that the entire question of divisions should be reserved for 
future consideration. 

The complaint of the fisheries association made both express 
companies defendants on issues raised in the complaint of the 
Southeastern. The complaints were consolidated and the fish- 
eries association was treated as an intervener in the main case. 
The disagreement between the two express companies caused 
complaints by the shippers of fish. They therefore asked the 
Commission to provide universal joint through routes and the 
observance of shipper instructions. Southeastern traffic and 
commercial associations intervened in the cases but presented 
no testimony. They expressed the opinion, however, that it 
would be in the public interest that all direct routes be made 
available, that the shipper should have the right to route, and 
that through such competition the public would obtain better 
service. 

As a foundation for its report, the Commission recited the 
history of the formation of the American as a war measure, 
and the incorporation of the Southeastern in 1921, chiefly by 
men connected with or interested in the Southern Railway Sys- 
tem; and the installation of its service on May 1, 1921, over the 
lines composing that system and two other railroads, the Mary- 
land and Pennsylvania between Baltimore and Harrisburg, and 
the Washington, Baltimore & Annapolis, an electric line. 

The newcomer undertook to concur ‘in all the tariffs of the 
older company but the latter refused to permit concurrence and 
tried to handle business to competitive points over railroads 
with which it had contracts. In all instances, the Commission 
said, it undertook to procure either the entire haul or the longest 
possible haul, and in cértain instances the Commission said, 
traffic was hauled over circuitous routes. 

In a law sense the big question involved in the case was 
whether, in view of paragraph 4 of section 15 the Commission 
could order through routes and joint rates that would “short- 
haul” the express company. It claimed all the benefits of that 
prohibition, asserting that even if the prohibition did not inure 
to the benefit of an express company, the Commission would 
not be warranted, on the showing made in this case, to order 
such through routes and joint rates. 


Although the decision was made on a case involving the 
employers’ liability law, the Commission founded its conclusion 
that the short-hauling prohibition was not for the benefit of an 
express company, on Wells Fargo & Co. vs. Taylor, 254 U. S., 
145, in which the Supreme Court of the United States held that 
the term “common carrier by railroad” as used in the employers’ 
liability act of April 22, 1908, did not include express companies. 
The paragraph in question uses the term “carriers by railroad.” 
The Commission in disposing of the question said: 


In discussing this case, the American urges that the question 
there considered was the application of the federal employers’ lia- 
bility act, which regulated the liability of raiiroads for personal 
injuries; that the present case deals with the express business which 
is a part of the franchise obligation of a railroad, and an act of Con- 
gress conferring administrative powers over express companies or 
earriers by railroad which has a broader and more general pupose; 
and that the part of the act under consideration has a purpose broad 
enough to include property carried by express. 

he express company does not own or operate lines of railroad. 
In its business the separate lines of each railroad are not observed, 
but by contract the express company operates as a unit over the lines 
of the various companies. Section 15 (4) by its terms refers to ‘‘car- 
riers by railroad,’’ and does not include express companies. Nor can 
it be said that the principle there announced should be applied to ex- 
press companies. 

It is our conclusion that the provisions of paragraph (4) of Sec- 
tion 15 do not apply to express companies, and it is unnecessary to 
discuss cases cited in which the courts and this commission have 
applied the law in dealing with routes established and connections 
required to be made between “carriers by railroad.”’ 

Aside from the construction placed upon paragraph (4) uf Section 
15, the American claims that under paragraph (4) of Section 1, if it 
provides through routes and reasonable facilities for their operation, 
it has fulfilled its common-carrier duty to the public, and that we 
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can not require it to establish additional joint through routes which 
would short-haul it. 

Prior to 1910 our authority to establish through routes was lim- 
ited by the following language: 

“Provided no reasonable or satisfactory through route exists, and 
this provision shall apply when one of the connecting carriers is a 
water line.”’ : 

This limitation has now been removed, and we are required to 
establish through routes whenever deemed by us necessary or desir- 
able in the public interest, and it is for us to determine on the basis 
of a proper record what express routes are reasonable and in the 
public interest. 


The American contended it would be unreasonable to require 
through route and joint rate arrangements which would per- 
mit routing that would require it to turn any of its New York- 
Atlanta business over to the Southeastern at Washington, D. C., 
or such arrangements that would deprive it of its long haul from 
the Washington gateway in instances where the traffic was go- 
ing to an interior point in the southeast reached only by the 
Southeastern. It pointed out that the Southeastern, without 
tariff authority, had protected the through rate in a number of 
instances, although it had attempted to handle such traffic by 
publishing proportional rates in some instances. The violations 
were of what the express companies called the “common to ex- 
clusive office” rule. The Commission said that matter would 
be inquired into. 

The Commission, in its report, set forth a few typical situa- 
tions to show with what it was dealing and why it came to the 
conclusion there should be through route and joint rate arrange- 
ments. It quoted from its own decision in the express case, 24 
I, C. C. 380, to show that its purpose was to treat all express 
companies as a unit, so as to have express matter moved over 
direct routes, and to make applicable the same rate regardless 
of what route was used. It said that it accomplished its pur- 
pose and that under that unified system the express companies 
prospered. 

It said that upon the consolidation of the express companies 
the same direct routes were used, showing the plan to have 
been good. But when the Southeastern was created, the Amer- 
ican ceased to use certain of the direct routes over which it had 
handled traffic and substituted therefor other routes, the Com- 
mission said. 

“The fact that the discontinued routes were used by the 
American when it had access to all routes over all carriers, indi- 
cated that they were reasonable routes in and of themselves, 
although they may not have been the only reasonable routes 
over which express could have been handled,” said the Commis- 
sion. “Because the American has worked out other reasonable 
routes is not a sufficient reason for permitting reasonable routes 
in connection with the Southeastern to be closed. The funda- 
mental principles laid down in the Express Cases were prescribed 
at a time when there were eleven express companies. They 
should be followed now. 

The testimony shows that the express service at common 
points has improved since the formation of the Southeastern. 
This improvement is probably due to competition. There is no 
competition as to rates because all rates are the same under the 
block system. The only exception to this is the Southeastern’s 
rates on fish, referred to above, but they are applicable only to 
Southeastern local points. When fish originate at or are des- 
tined to American points the American rates apply. In consider- 


ing competition, time is not the only important element. Compe- 


tition tends to make each company improve its general treat- 
ment of the public, its practices, rules, and regulations in re- 
gard to its methods of doing business. Taking all of these 
things into consideration and the fundamental principles laid 
down in our two decisions in the Express case, we find as a 
fact that it is in the interest of the public to order established 
reasonably direct joint express routes.” 


ALABAMA COAL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 13092, Sloss-Sheffield Steel & Iron Co. vs. 
Director-General, opinion No. 8319, 78 I. C. C., 123-5, as to rates 
on coal, from Brookside and Drifton, Ala., to Sloss, Ala., during 
federal control. The Commission said they were unreasonable 
to the extent they exceeded $1 from Brookside and $1.10 from 
Drifton, the rates that were made effective in the latter part 
of 1918 after the shipper had protested against the way in which 
General Order No. 28 had been applied to the traffic in question. 


WOOL COMPLAINT DISMISSED 


The Commission has dismissed No. 13128, Boston Wool 
Trade Association vs. Boston & Albany et al., opinion No. 8325, 
78 I. C. C., 178-86, finding that the proportional rates, from New 
York to Boston, on wool, camel’s hair and mohair, in the grease 
and scoured, received by steamship at New York from points 
in the United States, through the Pacific and gulf ports, not 
unreasonable or otherwise unlawful, except to the extent they 
exceeded, on camel’s hair, prior to August 1, 1921, the contem- 
poraneous rates on wool in the grease and scoured, respectively. 
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It awarded reparation on shipments of camel’s hair on which 
the higher rates were imposed. 

A further finding in the report written by Commissioner 
Lewis was that the rates between New York and Boston on the 
like commodities, exported and imported, to and from South 
America, Mexico and the West Indies, were and are not unreg. 
sonable or otherwise unlawful. 


OLD TIN CAN REPARATION 


Reparation on account of an unreasonable and illegal rate 
on scrap tin cans, flattened and valuable for scrap purposes 
has been awarded in No. 13610, Henry Knight & Sons ys. 
Director-General and Southern Railway, opinion No. 8326, 7% 
I. C. C. 187-9. Two carloads were moved from Chamblee, Ga, 
to Sewaren, N,. J., in January, 1918. A rate of 66 cents, fifth 
class, was collected. The Commission said sixth class of 54 
cents was applicable. It said, it was unreasonable, however, to 
apply sixth class on a shipment of that kind and used a com. 
modity rate it found applicable on similar movements for pur. 
poses of comparison and figured out that 38 cents would have 
been a reasonable rate. Reparation is to be made to that bass, 


WOODEN STAVE RATES 


A revision of rates on wooden tank staves and heading, 
including iron and steel fixtures, not exceeding 30 per cent of 
the total weight, not later than July 6, from DeLeon and Ranger, 
Tex., and Tulsa, Okla., to Bowling Green and Winchester, Ky,, 
has been ordered in a report on No. 12138, Parkersburg Rig 
& Reel Co. vs. Missouri, Kansas & Texas et al., opinion No. 
8332, 78 I. C. C. 238-42. The Commission held the rates in 
question unreasonable to the extent they exceeded the contem- 
poraneous rates on lumber of the kind from which the staves 
were made, more than 10 per cent. Rates on that basis are to 
be established not later than the day mentioned. 

The Commission held the rates on wooden tank staves and 
heading, from Albany, Tex., to Bowling Green and Scottsville, 
Ky., not unreasonable, unjustly discriminatory or unduly preju- 
dicial. The Commission found overcharges and directed their 
refunding. 


FILING OF COTTON TARIFFS 


The Trafic World Washington Bureau 


In a six-to-five decision in Docket No. 6672, the application 
of the Central of Georgia for permission to continue the opera- 
tion of the Ocean Steamship Company of Savannah, and the 
latter to be free from publishing rates on export traffic from 
Savannah, and the Southern Pacific’s application for like per- 
mission respecting cotton, the Commission has held that the 
interstate commerce law does not require the Ocean Steamship 
Company to publish and file its rates on cotton, cottonseed and 
naval stores moving on export bills of lading. The decision 
means that the Southern Pacific may move cotton from the 
Gulf ports to New York or any other port, for export by a 
steamship company, without filing the tariffs with the Com- 
mission. The Ocean Steamship Company was given that per- 
mission in 1916. When the Southern Pacific asked for it, the 
Ocean Steamship case was reopened and the whole subject 
again considered. The five dissenters, who think the law re- 
quires the export rates to be published, are Commissioners 
Daniels, Hall, Eastman,. Campbell and Esch. 


PAYMENTS TO RAILROADS » 


Payments to railroads under the transportation act totaled 
$249,423.93 in March, according to a statement issued by the 
Treasury Department. ‘These payments brought the total pay- 
ments to $795,286,258.77, of which $6,355,326.91 was on account 
of reimbursement of deficits, $457,702,264.86 on account of the 
guaranty, and $331,228,667 on account of loans. Repayments 
on loans totaled $144,972,597.64. The March payments were 


as follows: 

Section 204 (Deficits)— 8.64 
Combs Cass & Bastern Railroad Co.......e.cceseeeeeees $ 7,718. rH 
Mount Jewett Kinzua & Riterville Railroad Co...........- 11,708. Fy} 
Pajaro Valley Consolidated Railroad Co............+e-++: pega 
Santa Maria Valley Railroad Co........cssceeeecceeeseees 25,1 
Toledo Angola & Western Railway Co........--+++ss+e+: 3,339. 


Section 209 (Guaranty)— 


Boyne City, Gaylord & Alpena Railroad Co...........++- a1 3t1t 
Coal Belt Blectric Railway Co.....ccccccccccccccccccscces it 298 
Hill City Railway Company........ccsececscccsccceeesees 399,06 
Northampton & Bath Railroad Co..........ceeee eee eeeees 3 Pen 
Rio Grande Southern Railroad Co.........ceeeeeeeeeecees etre 
Toledo Peoria & Western Railway Co........+.sseeee-ee oO 150 
Tug River & Kentucky Railroad Co...........-eeeeeeeres 504.04 
Union Freight Railroad Co.......cccccccccccccccscccceeers 18,504. 


REIMBURSEMENT OF DEFICITS 
The Commission has certified to the Secretary of the 7 
ury that $18,603.79 is due the Reynoldsville & Falls Creek = 
road, and that $1,985.85 is due the Lake Erie, Franklin & 
ion under section 204. 
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UPPER MERION A COMMON Cc ARRIER jee of that right by awarding reparation directly to the prin- 
Attorney Examiner William B. Hunter, in a report on No. He said the award of reparation should be to the com- 
a 14129, Upper Merion & Plymouth Railroad Co. vs. Pennsylvania pjainant, as agent in trust for the Western Naval Stores Co., 
an et al., has recommended a finding that the complainant is a com- the undisclosed principal in the sale and shipment of the 16 
mon carrier subject to the act and entitled lawfully, to receive, cars of rosin involved in the complaint, who was authorized to 
+ from its trunk-line connections, reasonable compensation for maintain the complaint and receive damages. He said the naval 
a services performed in connection with interstate shipments, stores company should be permitted to come into the case as an 
att, either in the form of divisions of joint rates or absorptions of  jntervenor. 
f 54 the switching charges imposed by it. ae eee 
r, to The hg md Ragin be eee ae an = te “~ cen da REPARATION ON COAL 
i: held by or for the Alan Wood, Iron an eel Co. operates ae a 
ce: JB ie mites of trace mn Montgomery ‘County, Penasvivania, ono, du, No; 4006, Sesbeard By Produ Coke Company, ve. Vises 
Ri each side of the Schuylkill river, with a bridge across that finding that rates on. bituminous coal from points in West Vir- 
ASIS, stream. Its chief shippers are the proprietary company and ginia to Elizabethport and Jersey City, N. J., were unreason- 
ci the Rainey-Wood Coke Company, whose capital stock is owned able to the extent that they exceeded $4 70 per long ton and that 
half-and-half by the Wood company and the W. J. Rainey Com- the complainant was pcm to the ‘extent that the charges 
pany. Three manufacturing establishments, not related in any _ & ~ ded those which would have accrued at the rate of 
ding, way to either of the proprietary interests, also ship over the $4.70 + oe 15 cents per long ton for dumping, and that repara- 
nt of Upper Merion, which owns ten locomotives and 23 steel cars, tio 4 ld b arth psn hasis Combination rates of $6.20 
ager, the latter not used in interchange. The road began switching a a aes we wine . : ‘ 
Ky for the Pennsylvania and the Philadelphia & Reading in 1921 and $6.30 were charged. The defendant admitted the rates ware 
Rig ad . : wate vie Da to = oe a rapt oom eo of 
4.70 via Potomac Yards over the direct lines. e dumping 
a, 3 GALLONAGE MINIMUM CONDEMNED charge was not assailed. 
item- In a report on No. 13801, National Petroleum Association Oe ae gee a 
Laves etal. vs. Atchison, Topeka & Santa Fe et al., Examiner Lawrence REPARATION ON IMPORTED PEANUTS 
re to Satterfield has recommended a finding of unreasonableness as to Examiner J. O. Cassidy in a tentative report on No. 13981, 
the rule in Transcontinental Freight Bureau westbound tariffs ,jpers Bros. Milling Company vs. Director-General, as agent, 
s and that weights and charges on petroleum and its products in tank has proposed an award of reparation on a finding that a rate of 
ville, cars to Pacific coast territory shall be based on 6,000 gallons $1.75 per 100 pounds on imported peanuts, in carloads, from 
reju- ninmum. The general rules respecting tank car minima is full Vancouver B. C., to Marshall, Tex., during May, 1919, was un- 
their shell capacity. In the tariffs in question the transcontinental reasonable to the extent that it exceeded the import commodity 
carriers, desiring to get more revenue from small tank cars, ate of $1.50 subsequently established. The examiner said the 
inserted the 6,000 gallon minimum which the examiner thinks issues presented in the case were identical with those in Mitsui 
should be condemned, especially in view of the fact that many of & Co. vs. Director-General, 58 I. C. C., 322, in which the rates on 
the tank cars that would fall under the condemnation of the rule imported peanuts from Seattle and Tacoma Wash., to Houston, 
ne are of railroad ownership, and therefore the shippers are in no inex were attacked, and in which the Commission awarded rep- 
ation way responsible for their retention in service. He said that so aration on the basis of the rate of $1.50. 
pera- re “ the yoo eae ae we a such small tank cars 
e shippers s i i 
tthe trend ould not be penalized for using the equipment REPARATION ON CANNED GOops 
» per: ge ee Examiner - _ Cassidy in + — oe on No. gra 
’ H. G. Prince ompany vs. Director-General, as agent, has 
a. UNDISCLOSED PRINCIPAL S AGENT recommended an award of reparation on a finding that a ship- 
1 and Attorney Examiner John McChord, in a report on No. ment of a carload of mixed canned goods from Fruitvale, Calif., 
vision 14108, Sales Department Gillican-Chipley Co., Inc., vs. Director- to Tyrone, N. M., in December, 1919, was misrouted, and that a 
» the General and Gulf & Northern, said the Commission should hold rate of $1.061%4 should have been charged instead of $1.66. 
by a unreasonable rates on rosin, from Wiergate and Chireno, Tex., aie deniare, Samanta Ser 
Com- ogee a: ——, a — Fagin: in March and FERRO-MANGANESE RATE UNREASONABLE 
er- Ti, , to. the exten ey exceede cents. The rates im- n 6 
the fg bsed were 84 cents from Wiergate and 7.5 cents from Chireno. arg of ferromanganese from Seattle, Wash. to Minnequa, Colo., 
ibject € report covers a subnumber, Same vs. Same. ‘ during the period from December 9 to December 29, 1919, was 
w re- The Director-General made the point that the complainant unreasonable to the extent that it exceeded 65 cents, Examiner 
oners vas not the owner of the rosin and, therefore, that it did not pay) ©. Carter has recommended an award of reparation in No. 
bay and bear the charges. Thereupon the Western Naval Stores 44198 D. Fairfax Bush et al. vs. Director-General, as agent, North- 
Co, asked leave to intervene and receive whatever reparation ern Pacific et al. A rate of 65 cents was made effective Decem- 
might be awarded. The Director-General objected to that on ber 31, 1919. ' 
onal aon bce the statute of limitations had run before the , ——-—_—_— 
otale lon for leave to intervene was made. 
y the Mr. McChord said the Commission should hold the complain- ‘ etn ON PEANUTS ? 
| pay- ant had an actual legal interest in the proposed damages be- A denial of reparation has been recommended by Examiner 
count cause its commission on the rosin sold in England was 1.5 per F. W. McM. Woodrow in a tentative report on No. 14177, The 
of the cent of the sale price. He said the facts differed from those in Southern Cotton Oil Company vs. Director-General, as agent, be- 
ments Oden & Elliott cause the complainant failed to show that it paid and bore the 
vs. S. A. L. 57 I. C. C., 698, and other cases re . : : h 
were ferred to therein, because it appeared that the complainant in ‘reight charges on the shipments in issue. He found that the 
this transaction, acted in its own name both with respect to ¢@tload rate paid on shipments of peanuts in bulk from Selma, 
sale and shipment. The evidence at the hearing disclosed for 4! to Columbus, Ga., which moved prior to June 25, 1918, was 
the first ti inci unreasonable to the extent that it exceeded 22 cents and that the 
718.64 time the undisclosed principal, the Western Naval = ge : 
700.43 tores Company, which appeared as consignor of some of the rate paid on shipments which moved after the date was unreason- 
(379.90 cars, able to the extent that it exceeded 27% cents. 
Pte . The examiner called attention to the fact that in Young- Te eT 
“= = ae oe oo: ee a a | a ee ee Oe ee INTERLOCKING DIRECTORATES 
eri a N., 29 I. C. C., 394, the Commission has held that an informal Henry Hildreth Pease has been authorized by the Commission 
949, 98 mplaint filed by a commission merchant, in its own name, as to hold the positions of treasurer of the Allentown Terminal 
899.08 gence, prevented the running of the statute against the Railroad Company, secretary, treasurer and director of Campbell 
ae . nsighor as owner, who paid and bore the charges and was sub- Hall Connecting Railroad Company, and Pochuck Railroad Com- 
1754.50 ally awarded damages on his formal complaint. The pany, secretary and treasurer of Lehigh & New England Railroad 
3504.04 naa, the commission merchant in this instance, the Company, vice-president and secretary of the Lehigh Coal & 
— ner said, prosecuted separate informal complaints on the Navigation Company and vice-president, secretary and treasurer 
> pments from Wiergate and Chireno. In Memphis Freight 


of the Nesquehoning Valley Railroad Company, Tresckow Rail- 
road Company and Wilkes-Barre & Scranton Railway Company. 

Daniel B. Wentz has been authorized to hold the office of 
director of the Interstate Railroad Company in addition to 
various offices previously authorized. 


wa hg vs. St. LoS. F., 57 I. C. C., 312, he said the Commission 
cir dal cotton factors had a property right or interest against 

cat Principals in the proceeds resulting from the handling of 
on, and that therefore, it could not justly or legally deprive 








840 THE 
EXPRESS RATE HEARING 4 


The Trafic World Washington Bureau 


Submission of testimony in opposition to increased express 
rates was begun in the Commission-initiated proceeding, docket 
No. 13930, at Washington, April 9. The original hearing in 
behalf of the higher rates was had in Washington November 22. 
Hearings have been in progress in various parts of the country 
since then, the express company having concluded its case and 
rested at Chicago, March 24. The lead in the opposition was 
taken by the committee of state commissioners representing 
express zones Nos. 3, 4 and 5, for which Commissioner Dwight 
Lewis, of Iowa, was spokesman. John E. Benton, speaking for 
the committee of the National Association of Railway and 
Public Utility Commissioners objected to any enlargement of the 
foundations laid by the express company at hearings in other 
cities. His objection was called forth by the announcement 
of Mr. Marx, attorney for the American Railway Express com- 
pany, that he expected to put in some additional figures at the 
Washington hearing. Mr. Benton called attention to the fact 
that the express company, at the conclusion of the Chicago 
hearing, formally rested. Mr. Marx said the figures to be sub- 
mitted would merely bring those submitted at other places 
down to date. He denied any desire or intention to enlarge the 
case in any way. 

Answering questions by Marx, Mr. Lewis made it plain 
that the committee for which he was speaking was making a 
presentation only in behalf of the states within express zones 
Nos. 3, 4 and 5, which, broadly speaking, constituted Western 
Classification territory. He said he was not pretending or 
authorized to speak for any other commissions, and the statisti- 
cal exhibit put into the record by U. Grant Powell, while cover- 
ing the whole United States, was presented, primarily, to show 
that users of express in the western part of the country, in 1922, 
paid enough for the service rendered them to give the railroads 
much more than 5.75 per cent return on the value of the property 
devoted by them to express service. 

As part of his exhibit, Mr. Powell included a table showing 
the results of railroad operation in the seven months, June to 
December, 1922, as related to express only. He said the table 
showed the railroad received a net income, equated for the 
twelve months of the year of $22,076,239, on a railroad invest- 
ment in road and equipment, devoted to the express business, 
of $176,689,000. On that investment, the witness said, the rail- 
roads were entitled, under the Commission’s definition of a fair 
return, of $10,159,617, or $11,917,125 less than they received. 

The witness also pointed out what to him were inexplicable 
differences in the reports made by the express company as to 
its payments to the railroad companies, and the reports made 
by the railroad companies as to what they had received from the 
express company. But that was not the only explained differ- 
ences found by him. He said an account kept by the express 
company purporting to show the payments to be made by it to 
various groups of railroads differed from the amount it reported 
to the Commission as having paid to the railroads and from 
the amounts the railroads reported to the Commissions having 
been received by them. The differences ran as high as $2,000,- 
000. The possibility of the sums representing different periods, 
and therefore being not comparable, was admitted. In January, 
1921, according to the Powell exhibit, the railroads reported to 
the Commission that they had received, as express revenue, 
$7,441,230. The express company reported as having paid to 
them $4,863,111. In a statement by the express company, kept 
to show what it owed the railroads, the amount was $5,584,261. 
The differences were so great, the suggestion was made that 
the explanation might be simple, but the witness said he had 
not been able to account for them. 


A revision of the method of stating express rates that would 
have as one result an increase of rates in the east and a lower- 
ing in the west was proposed by Mr. Powell. He put two methods 
for that revision into the record. He and the committee that 
worked on the express case decided they needed constructive 
work and not mere opposition to an increase in revenue desired 
by the express company. Under either method of stating the 
rates, the witness figured, the revenues of the express company 
would not be materially increased or lowered. 

Distortion of the method put into use in 1914 by the use of 
geographer’s blocks instead of plain mileages was alleged. That 
distortion was accentuated by the percentage increases, Mr. Powell 
and his associates held, and they suggested that this would be 
a good time to put the cost of the service on that part of the 
eountry where the expense is incurred and give the whole country 
a method for stating the rates that would not be subject to the 
criticism of being governed by a rule in surveying and _ cartog- 
raphy that could have no application to the publication of rates 
by a common carrier. 

In 1914 when the Commission prescribed the block and sub- 
block method of stating and applying rates, Mr. Powell said it 
adopted blocks following the lines of meridians and parallels. 
The result was the prescription of blocks along the gulf coast 69 
miles wide and along the Canadian line about 44 miles wide, al! 
of which was due to the convergence of the parallels as they neared 
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the north pole or their divergence as they came nearer the 
equator. 


New Block System Suggested 


As a substitute Mr. Powell advocated a block and sub-block 
system in which the block should be 50 miles wide and a whole 
disregard of mileage, having the rates measured by the number 
of blocks traversed between point of origin and destination. 
Under that method the New York-Chicago distance would be 
seventeen blocks, which reduced to miles would be only 850 miles 
or about 58 miles less than the distance that is regarded as the 
short-line mileage. But that would be due to the fact that Chi- 
cago was on the edge of one of the blocks. The loss in that 
instance, in theory at least, would be made up by the gain made 
some place else, the witness suggested. 

The other suggestion was to have a system that provided for 
a block of 60 miles and. sub-blocks of 30 instead of 25 miles. 
Under the present system. the blocks and sub-blocks, owing to the 
convergence of the lines of parallel, are of varying widths. 

At present there are 294 scales. Under either of the pro- 
posed substitutes the witness said the number of scales would be 
88. Under the 50-mile block system, scale No. 1 would provide a 
first class rate for distances of 1 to 25 miles. It would be 83 
cents for 100 pounds, progressing in scale No. 2 to 97 cents for 
distances of 26 to 50 miles; 111 cents for distances up to 75 miles; 
125 cents for distances up to 100 miles; 139 cents for 125 miles: 
153 cents for 150 miles; 167 cents for 175 miles and 180 cents for 
200 miles, in the first eight scales. 

The first part of the scale would really be for sub-blocks, 
After 200 miles had been reached the rates would progress, in the 
scales, 20 cents for each additional block, scale No. 88 providing 
a rate of 1780 cents for a distance of 4200 miles. 

In the second proposed substitute the charges would run, in 
scale No. 6, 165 cents for 6 sub-blocks each of 30 miles. Scale 
No. 7 would begin with 180 cents for four full blocks, with 20 
cents added for each additional block. That scale would run 
out with a rate of 1800 cents for 85 blocks. 

Suggestion of the substitution of one or the other plan for 
what is in existence now revived the old controversies as to how 
the Commission had arrived at the scheme it prescribed in 1914. 
The thought that the express rates were based in some way 
upon the first-class freight rate provoked a protest from. W. H. 
Chandler, who, it is admitted, suggested the sub-block system 
of stating rates for the hauls within a block or from one block to 
another. Mr. Chandler said there was no relation between an 
express rate and a freight rate and never had been. He said the 
express companies had always tried to make it appear there was 
some relation. Mr. Powell, who was the only witness of the day, 
said Mr. Ryan who had had charge of the express case that 
eventuated in the change made in 1914, explained to the Nebraska 
commission how, as he said, the federal commission had made 
the scheme of rates put into effect in 1914 and that if Mr. 
Chandler had doubt about the assertion of relationship of the 
first-class freight rate and the express rate, he would be glad to 
put Mr. Ryan’s explanation into the record in this case. Mr. 
Chandler expressed a desire to have it put in and Mr. Powell 
agreed to do so. 

“Eliminate either mileage or the block system,” said Mr. 
Powell. “If you have the block system, mileage has no place in 
the scheme. If you desire to use mileage, then the block system 
is useless. The only way to handle mileage is to ascertain the 
mileage between each two stations in the United States. It Is 
not such a herculean task. I did it for Nebraska, with the aid 
of two clerks, in about three weeks. Under the block system, the 
block determines the location of the point to or from which the 
transportation is to be made, and mileage should have nothing 
to do with it after the width of the block has been determined. 
Each block constitutes a group or blanket and that method of 
stating rates is not unknown in the United States for either 
points of origin or of destination.” 

The proposals of Mr. Powell as to methods for stating rates 
evoked considerable interest on the part of Mr. Marx, attorney 
for the American Railway Express Company, and George S. 
Lee, its general manager. They asked many questions about 
the application of both systems to situations about which they 
had knowledge, as well as about the application of the formule 
for calculating rates from one sub-block in one block through 
the corner of another block to a destination in a sub-block 
which it would not be possible to use the whole block scheme 
for calculating the rates. 

Mr. Powell said, without qualification, that rates would be 
increased, under either plan, in the eastern part of the country 
where the use of sub-blocks would be at the maximum. Under 
the 50-mile block system he said the maximum sub-block us¢ 
would be eight. That is to say, eight sub-blocks would have > 
be used as a maximum before going to the whole block part 
of the plan. Eight sub-blocks would yield a rate of 180 cents 
per 100 pounds. He said the maximum of sub-block rates — 
the parallel and meridian block plan would also yield a rate : 
180 cents. The greatest variation in rates between a” 
near each other, but in different blocks, he said, would be ‘ 
cents per 100 pounds. He pointed out that under the prese? 
structure of rates, points in Jowa certainly and other states 
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probably have variations as great as 69 cents per 100 pounds, 
although they may be only seven or eight miles apart. The 
yariation on account of sub-blocks, he said, would be 12 or 13 


nts. 

Elimination of the wide differences, he said, would be the 
chief effect in so far as the rates to points near each other 
were concerned. The wide variations now in existence he at- 
tributed to the disregard of the block system forced by the 
adoption, by the Commission, of certain key rates which were 
not in harmony with the general scheme. They caused the 
violent jumps in the rates. 

The witness said that in the use of the parallel and meridian 
block scheme it would be necessary to calculate rates on 
east and west, north and south, and diagonal lines, accordingly 
as the rail lines ran. He said no sub-block would be counted 
unless the distance traversed within it amounted to one-fifth 
of the diagonal distance across it. It would be necessary, he 
said, to have a scale divided into twenty parts to scale the dis- 
tance Within a sub-block. 


Express-Freight Relations Discussed 


Answering questions by Mr. Marx, the witness said there 
was no relation between rates on freight and express and should 
be none, but that by means of classification and penalty rates 
the things that should go by freight should be excluded from 
those which might properly be sent by express. ‘There should 
be a concerted move, he said, to keep freight off express trains. 
The witness admitted, in answer to a question by Mr. Marx, 
that the plans he had laid before the examiners sitting in the 
case, should be regarded merely as starting points and not as 
completed or fully detailed plans. 

‘If it was desired to increase the revenue of the express 
company would you accomplish that by a percentage increase?” 
asked Mr. Marx. 

“1 would not,” said the witness, with emphasis. “I would 
study the rates to determine whether the difference of 20 cents 
between blocks was too low or whether the difference of 12 
or 14 cents between sub-blocks was too low and then add a 
cent or two cents to the block or sub-block rates.” 

Answering a question as to commodity rates, Mr. Powell 
said he had not considered them at all, but said they would have 
to be considered and worked out in the light of the demands 
of the trade that was under consideration, and what was de- 
sired to be accomplished. But he said he did not consider the 
working out of problems as insuperable or even extremely diffi- 
cult. Calculating distances between all the stations in the 
country, he said, was not the task it was supposed to be, al- 
though there were 27,000 express offices. He admitted the task 
in the East would be more complicated than it was in Nebraska, 
where there were only 900 stations to be considered, and the 
number of junctions was much smaller, per~«square mile or 
other measuring unit, than in the more densely populated East 
with a far greater number of railroads and junctions. 

Examiner Barkley was not sure he understood how the 
blocks were to be counted in the calculation of the rates, so 
he asked Mr. Powell to again go over the ground. The witness 
said that if the meridian and parallel or 60-mile block were to 
be used, the counting would have to be done in four ways, at 
right angles and diagonals, but not on the 50-mile block scheme. 
To illustrate the difference between what is and what would 
be if one of his scheme were adopted, the witness said he had 
never been able to find out what was the controlling factor in 
the application of the present Interstate Commerce Commission 
scheme, distance or blocks. In some instances checked by him 
itseemed the blocks were the controlling factor, while in others 
the distance seemed to be the controlling factor. In his schemes 
blocks would control. 

Mr. Powell said he had never made any investigation to 
determine what would be a reasonable rate. He said he had 
taken what was in effect, weighed the different factors to de- 
termine ratios to be applied and then devised the scheme which 
provided for the same rates throughout the country, regardless 
of the difference in traffic densities. 

Answering a question by Mr. Lee, Mr. Powell said the vio- 
lent jumps and other inconsistencies or incongruities in the 
present structure would be corrected. 

The second day of the last hearing in the express rate case 
was divided between Mr. Powell and L. R. Bitney, the latter 
the Statistician for the South Dakota railroad commission. Mr. 
Bitney submitted a book of 26 exhibits on depreciation, to show 
the data upon which Mr. Powell had founded some of the 
figures used in his exhibits. Mr. Bitney’s analysis of depre 
¢lation accounts was in the nature of an answer to the figures 
but into the record by C. A. Lutz, the vice-president of the 
‘xpress company, December 19, 1922. Mr. Lutz’s figures were 
is answers to a questionnaire sent out by the Commission. 

Interruptions for explanations, some by Mr. Marx, the at- 
torney for the express company, and some by counsel for vari- 
ous state commissions, and some by attorneys for shippers, 
made it impossible for Mr. Bitney to complete an outline of his 
exhibits the day he took the stand or to make any _ general 
statements as to what the figures were intended to prove. 
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The whole of April 11, except a few minutes at the close of 
the day, was devoted to the explanation of Mr. Bitney’s deprecia- 
tion exhibits. The inference to be drawn from them, Mr. Bit- 
ney indicated, was that the American Railway Express Company 
was not in need of more revenue. The accumulations from funds 
set aside for depreciation of equipment and buildings, he pointed 
out, was greater than spent for repairs and replacements. Under 
the agreement between the express company and the railroad 
companies, it was pointed out by the express men, if there was 
any excess it was divided between the railroad companies. In 
other words, if the reserves set aside by the express company are 
too large, the sufficiency being measured by the actual expendi- 


tures, the money must go, not to the express company, but to the 
railroads. 


Introduces Cost Figures 


At the close of the day, V. E. Smart, rate expert for the 
North Dakota railroad commission, began unfolding cost studies 
of business done by the express company, March 28, 1923, at 
Bismarck, N. D., to show how profitable the business was as 
shown by the studies to be put into the record. The western 
states contend that rates could be reduced in the West if the East 
were compelled to pay the cost of service performed for it. 

The purpose of Mr. Smart’s testimony was to show, first, 
the money derived from rates as they now exist, and the amounts 
that would be obtained were the rates made on the bases set 
forth in Mr. Powell’s testimony. His showing, for the one 
day taken by him was that there would be a reduction of about 
15 per cent in the revenues in the western part of the country. 
Such a reduction, the commissioners in western states contend, 
would be reasonable, because they had made a showing that 
the express company was obtaining more than a reasonable 
return from existing rates, from the business done in the west- 
ern states. 

The general case was interrupted for a short time to allow 
Kar] K. Gartner, in behalf of the American Racing Pigeon Union, 
to show why the classification rating on birds of that kind, 
used, they said, largely for food in the form of squabs, should 
be reduced from first to second. It was explained that while 
some of the pigeons of that breed became very valuable, the 
traffic in question was not that composed of the birds prized 
for their flying qualities, but on the birds that it had been 
shown would not develop. into exceptional individuals and 
therefore had been condemned to be used as food. 

After that case had been finished, Mr. Powell was recalled 


for cross-examination, which was expected to last for a day or 
two. ‘ 


TERMINAL POINTS OBJECT 


The Trafic World Washington Bureau 

A new kind of fight between the Pacific Coast terminals on 
the one hand and Spokane and other inter-mountain points on 
the other has been started by the Portland Traffic and Trans- 
portation Association, the Seattle Chamber of Commerce, and the 
Trade and Transportation Bureau of the Tacoma Chamber of 
Commerce. They have protested against and asked for the 
suspension of supplement No. 23 to Countiss’ I. C. C. No. 1102 
and Supplement No. 1 to his I. C. C. No. 1118, effective April 
17. They have asked for suspension on the ground that the 
tariffs, if permitted to become operative, would unduly prefer 
Chicago and other points of origin in the middle west and 
Spokane and other points of destination in the inter-mountain 
or intermediate territory, to the prejudice of the Pacific Coast 
terminals. 

The supplements against which protest has been lodged pro- 
pose to reduce rates on a long list of commodities on the ground 
of water competition. J. N. Teal, speaking for the protesting 
organizations, said that the rates proposed were substantially 
the same as those condemned in transcontinental cases, 1922, 
74 I. C. C. 48, the condemnation being based on the ground 
mainly that they would cause too great a loss of revenue. 

The transcontinental carriers, in the schedules condemned 
in the case just mentioned, proposed to make low rates to the 
terminals without flattening them at the intermediate points. 
Objection to them was raised by the intermediate points and the 
Commission condemned them. Now, according to Mr. Teal, the 
carriers are proposing rates, which, if permitted to become opera- 
tive, will cause an even greater loss of revenue, besides doing 
more, at Spokane, for instance, than meeting water competition. 

According to the protestants, the supplements propose re- 
ductions on a large number of commodities from a limited num- 
ber of points in group C on the Illinois Central and on the Chi- 
cago, Terre Haute & Southeastern, an integral part of the Mil- 
waukee system, and from all poitits in groups D and DBD, to rate 
basis Nos. 1, 2, and 3, which are more particularly described by 
the old terms, terminals, interior terminals and inter-mountain 
points. 

In substance the proposal is to blanket reduced rates west from 
a line along the western boundary of the Dakotas, through Den- 
ver on the east to the Pacific coast. The protéstants averred that 
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to the extent that the proposed rates to intermediate points were 
less than reasonable or lower than competition made necessary 
they discriminated against the Pacific Coast terminals and, if 
permitted to become effective, would give to the manufacturers 
and jobbers of the middle western cities and the intermediate 
territory an unjust advantage, and preference over the coast 
terminal cities. 

“The rates, if permitted to become effective,” the protestants 
said “will arbitrarily limit the distributive territory of the Pa- 
cific coast cities whose eastbound rates are now on a very much 
higher basis than they are westbound from all eastern points 
of origin, and in that event, would be relatively still higher.” 

Mr. Teal said the proposed rates would disrupt established 
trade relationships tending to impair the investments made at the 
terminal cities for manufacturing and jobbing on rate relation- 
ships that would be destroyed by the proposed charges. He said 
the proposed rates would be out of all proportion to those main- 
tained by the same carriers for the rail haul from the terminals 
to points in the interior as to which no reductions had been pro- 
posed. He calls attention to the fact that the average distance 
from the terminal cities to Spokane is 355 miles or 19 per cent 
of the distance from Chicago to Spokane. Yet on articles of 
iron or steel, such as nails, the proposed rate from Chicago to 
Spokane is $1.00. The rate on nails from Pacific Coast points 
to Spokane is 70 cents. Therefore, he said, although the distance 
from the Pacific coast terminals to Spokane was only 19 per 
cent of the distance from Chicago, the proposal was to maintain 
a rate on nails from the terminals to Spokane that was 70 per 
cent of the Chicago-Spokane rate. 

From Pittsburgh to Spokane via Baltimore and Portland, 
he pointed out the rate was $1.45, made up of the 75 cent rail- 
and-water rate to Portland and the rail rate of 70 cents to Spo- 
kane. The proposed rate on nails from Chicago to Spokane was 
only $1.00, so that if water competition were the reason for the 
proposed reduction the proposed rate to Spokane would be 45 
cents less than necessary. 

“If the proposed rate of $1.00 is claimed to be forced by 
water competition,” said Mr. Teal, “nevertheless it is graded 
down from Missouri River points to 90 cents, and to such a 
point as Spokane it is 55 cents less than is necessary to meet 
the cost of delivering said iron and steel articles that have 
moved to Pacific Coast terminals by water and thence by rail 
to Spokane, whereas the proper method of meeting the situation 
presented was through the application for fourth section relief.” 

Continuing illustrations to show the handicap that would 
be placed on the Pacific terminals, Mr. Teal pointed out that 
the proposal was to reduce rates on different kinds of glassware, 
which could now move to Spokane by water and rail through 
Portland, from $1.78, $1.915 and $2.05 so that Spokane could 
get those different kinds of glassware from Chicago at an all- 
rail cost of $1.15. He said the proposed adjustment would give 
Spokane copper wire from Chicago at a cost of $1.20 as against 
a rail-and-water cost via Portland of $1.315; nails, wire and 
wrought iron pipe, all-rail from Chicago at $1.00 and rail-and- 
water via Portland $1.08. But he said glassware, nails, wrought 
iron pipe and copper wire were not all produced at the Atlantic 
ports. Therefore, he said that in order to obtain a proper view 
of the proposed situation, the Commission would have to add 
31.5 cents, the rate from Pittsburgh to the Atlantic ports, to the 
cost via Portland. The reductions as estimated by him amounted 
to about 20 per cent. 

Crane Company filed a petition in favor of the proposed re- 
ductions, saying it would welcome an opportunity to ship all- 
rail from Chicago and other points of origin in the middle west 
in competition with points of origin in the east. 


CHICAGO TERMINAL LITIGATION 


Application for an injunction to break up the New York Cen- 
tral’s control of the Chicago stock yards terminal railroads 
has been filed in the United States court for the eastern divi- 
sion of the northern district of Illinois, in behalf of the Balti- 
more & Ohio, Pennsylvania, the Grand Trunk Western, Chicago, 
Indianapolis & Louisville, Chicago & Erie, Pittsburgh, Cincin- 
nati, Chicago & St. Louis and the Wabash. Being an applca- 
tion for an order to set aside or annul an order of the Commis- 
sion, it will be heard by a three-judge court. Luther M. Walter, 
John S. Burchmore and Nuel D. Belnap appear as solicitors for 
the complainants. 


After alleging many failures on the part of the Commission 
to observe the law and several positive traversals thereof, the 
complaining railroads bring themselves squarely before the 
court, as an equity body, by alleging that the Commission’s 
grant of what they call a monopoly in terminals to the New 
York Central will not only curtail the independence of shippers 
located on the exclusive terminals, but will result in an annual 
loss of “net earnings” to. them exceeding $10,000,000 a year, 
through the control, by the New York Central, of competitive 
tonnage. They asserted that one of the prime purposes of the 
New York Central in undertaking to obtain control of the there- 


tofore neutral terminals was to secure the line haul and the 
revenue resulting therefrom, on such competitive tonnage. 

Alleging they did not know what the New York Centra] 
and the other roads involved in the matter had done pursuant 
to the order of the Commission of May 16, 1922, the complain. 
ants asked the court to direct the respondents to inform the 
court whether the New York Central had made the purchases 
executed the leases and done the other things supposed to 
have been authorized by the Commission’s permission of May 
16, 1922. Then they asked the court to issue a preliminary 
interlocutory order or injunction setting aside the sale of cap- 
ital stock and restoring control and officers of the stock yards 
railroads as they were immediately before the changes, and 
forbidding the New York Central to exercise any control over 
the properties. 


The applicants for injunction said they had been informed 
and believed the fact to be that immediately after the decision 
of May 16, 1922, the New York Central acquired control of the 
Chicago River & Indiana and that that road acquired, by lease, 
the other properties for 99 years, the lease to be renewable 
in perpetuity, in accordance with the general plan. 

Broadly speaking, the application asserts the Commission 
acted as if the New York Central and the terminal roads had 
filed an application for a certificate of public convenience and 
necessity, when, as a matter of fact, none had been filed, and 
decided that the public interest required the consolidation, when 
as a matter of fact the testimony showed the public interest 
would not be served because the consolidation would convert 
the hitherto independent into exclusive, monopolistic terminals, 
On that point, which apparently is the chief substantive alle- 
gation, the petitioners said: 


Piaintiffs further show that the River Road and the Junction on 
May 16, 1922, were and always have been neutral belt railroads, un- 
controlled by any trunk line carriér, and as such were used by all 
railroads entering Chicago, impartially and without discrimination; 
that the acquisition of control approved and authorized by the Com- 
mission in its order of May 16, 1922, will. substitute monopoly of 
control and operation for the neutral control and_ opera- 
tion of the Junction Railroads which prior to May 16, 1922, 
served alike the public, the shippers located thereon, and all railroads 
reaching Chicago; that the acquisition of control approved and author- 
ized by the Commission in its said order will of necessity greatly cur- 
tail, if not ultimately destroy, the independence of shippers located 
upon the lines of the Junction and the River Road in the choice of 
routes and sources of car supply since preference will naturally be 
given to the placement of cars of the Central to the exclusion of those 
of your plaintiffs, its competitors; practically all of the tonnage 
originating at, or destined to, points on the Junction and River Roads 
is competitive tonnage in that the same could be haulted over the lines 
of railroad constituent parts of the New York Central System, or over 
the lines of one or more of your plaintiffs. One of the prime purposes 
of the Central in acquiring control of the Junction and the River 
Road was to secure the line haul and the revenue resulting there- 
from on such competitive tonnage; that the acquisition of control 
approved and authorized by the said Commission in its said order will 
result in diverting a large portion of said competitive tonnage from 
the rails of your plaintiffs to the rails of the Central, or other routes 
in the New York Central System; that such diversion, with consequent 
loss of revenue to plaintiffs, will constitute irreparable loss and injury; 
that the loss in net earnings to plaintiffs which will result from the 
acquisition of control approved and authorized by the Commission in 
its order will exceed $10,000,000 per annum. 





TRANSPORTATION CONFERENCE 


The Trafic World Washington Bureau 


The special committee on governmental relations of the 
Transportation Conference of the Chamber of Commerce of the 
United States held its first meeting this week. This committee 
is one of the five appointed by Julius H. Barnes, president of 
the chamber, to make studies for the Transportation Conference 
which will later formulate suggestions for a national trans- 
portation policy to cover highway, waterway and rail carriers. 
The general committee of the conference will be appointed later. 

The governmental relations committee discussed the pril- 
ciples which it believed should govern the attitude of govern- 
ment toward any transportation medium in order to insure ade- 
quate transportation facilities at fair cost to shippers. _ Con: 
sideration also was given to the working out of the provisions 
of the transportation act and other existing legislation governms 
transportation and the conditions under which they have been 
applied. 


In addition to George A. Post, chairman, the committee mem 
bership includes the following 


Wm. D. B. Ainey, chairman, Pennsylvaia Public Service Comms: 
sion, Harrisburg, Pa.; Thos. C. Atkeson, Washington representathyé 
National Grange, Washington, D. C.; O. E. Bradfute, president J 
can Farm Bureau Federation, Chicago, Ill.; Roy D. Chapin, presente 
Hudson Motor Co., Detroit, Mich.; W. B. Cole, president Nasny oe 
Chattanooga & St. Louis R. R., Nashville, Tenn.; Samuel Dunn, € "2: 
Railway Age, Chicago, Ill.; J. S. Frelinghuysen, Washington, D. D 
Howard Heinz, H. J. Heinz Company, Pittsburgh, Pa.; pdmgy ie 
Hines, former Director General of Railroads, New York, City; ill: 
Holden, president Chicago, Burlington & Quincy R. R., Chicago,, “4 
Edwin T. Meredith, former Secretary of Agriculture, Des ee 
Iowa; Edwin B. Parker, Washington, D. C.; L. E. Sheppard, gg 
Order of Railway Conductors, Cedar Rapids, Iowa; Samuel M. | oa 
clain, president The Baldwin Locomotive Works, Philadelphia, New 
Paul Warburg, former member of the Federal Reserve Boar ’ alti- 
York A> & Daniel Willard, president Baltimore & Ohio R. R., Ba 
more, 4 
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PORT CHARGES CASE 


The Trafic World Washington Bureau 


The Shipping Board has asked the Commission to reopen 
and Widen the scope of No. 12861, the inquiry it instituted into 
charges for wharfage, storage and other accessorial services at 
south Atlantic and Gulf ports at the request of the War Depart- 
ment, in 1921, and on which Examiner John B. Keeler made a 
proposed report in January of this year. The board, through 
John Nicholson, a member of its bureau of law, made a formal 
motion to that effect April 11, when the Commission had as- 
signed the case for arguments on the report submitted by Exam- 
iner Keeler. His motion was to divide the issues in the inves- 
tigation and extend the hearings so as to cover north Atlantic 
ports and also hold further hearings in the south Atlantic and 
Guif ports. The motion came as a surprise. The Commission 
has taken the matter under advisement. 

The board had no objections to the recommendations made 
by Keeler as to the charge of 35 cents a ton for the handling 
of fertilizers and fertilizer materials at the south Atlantic and 
eastern Gulf ports, nor to the recommendation that a finding 
of undue prejudice be based upon the fact that the railroads 
absorb wharfage and handling charges on sewer pipe coming 
from the Ohio River crossings, but refuse to absorb such charges 
on traffic of that kind originating at Chattanooga. It therefore 
excepted those recommendations from its motion to reopen and 
extend the inquiry. 

Commissioner Esch asked whether the board was not rep- 
resented at the hearings and Mr. Nicholson said it had not 
peen. Captain Chambers, one of the navy’s accounting officers, 
said that the army engineers who appeared for the War Depart- 
ment at the hearing at each port co-operated with the Shipping 
Board and that the board, to that extent, was represented. Mr. 
Nicholson explained that the representation mentioned by Cap- 
iain Chambers was not such representation as might be inferred 
from the way in which Captain Chambers first stated the mat- 
ter. Captain Chambers explained that he did not mean the 
poard had been represented by counsel or in the way “repre- 
sented” is understood when it is used in respect of a matter 
of this kind. 

Mr. Nicholson’s motion to divide the issues and reopen the 
case was unusual, in the practice before the Commission, in 
both form and substance, especially in that it expressed a belief 
that the interests of the communities involved had not been 
adequately represented and in that the charge was made, by 
implication, that shippers in the interior were prevented by 
practices of the railroads, from shipping over any steamship 
lines they chose. Mr. Nicholson’s motion, other than that per- 
taining to the Keeler recommendations about charges on fer- 
tiizers and sewer pipe, was as follows: 


With respect to all other findings and recommendations of the 
examiner, aS presented in his proposed report, the United States 
Shipping Board respectfully requests and moves that they ,be 
divided from the issues mentioned above, and that they be reserved 
for further investigation and consideration, not only as being in con- 
flict with the suggestions and contentions of the War Department 
as presented by the original letter, dated March 25, 1921, from the 
Secretary of War to the Interstate Commerce Commission, and which 
letter was concurred in by the United States Shipping Board, but 
also because such findings and such conclusions of the examiner 
have not been founded upon adequate investigation. 


Because of competitive conditions existing at and between various 
Atlantic ports, not only as between south Atlantic ports and ports 
on the Gulf of Mexico, but also as between south Atlantic and 
north Atlantic ports, the issues originally presented to the Interstate 
Commerce Commission for its inquiry and consideration, by the War 
Department and the United States Shipping Beard, can be more 
equitably and adequately determined if and after the hearings are 
extended so as to include not only north Atlantic ports, but any 
other ports of the United States which it may seem should properly 
be included in such investigation, and to that end the United States 
Shipping Board respectfully requests and moves that the hearings 
be re-opened and extended to such other ports of the United States. 

Believing that the interests of the varicus communities at which 
the hearings have thus far been held were not adequately presented 
at such hearings, it is also requested and moved that the hearings 
€ re-opened so as to extend to and also include further hearings 
at the south Atlantic and Gulf ports to the extent that such further 
hearings may seem necessary and proper. 


_ To guard against any question hereafter arising whether the 
issues originally brought to the attention of the Interstate Commerce 
ommission are broad enough to extend to and include the matters 
Which it is the desire of the Shipping Board to have determined, it 
is also moved that the hearing be extended so as to include any and 
all matters which are essential to or bear upon the principle and 
Practice which should exist with reference to all rail-and-water 
terminals at ports; namely, 

n the one hand, a shipper in the interior should have full 
°pportunity to forward goods for their ocean transit by any_ line 
shinee ships he desires, no matter on what trunk line railroad the 
whanents may originate. This option of the shipper’s should be 
: lolly untrammeled by any monopolistic powers the railroad, if un- 
fpttained, may exercise in favor of a water terminal it may happen 
ono in favor of any particular steamship line in which it may 
ae cally interested or with which it may have preferentiai working 
éreements, 

On the other hand, every steamship under the American flag 
. arriving at a port should have equality of opportunity to berth 
tice, terminal in such port, subject of course to equitable priori- 
pa as between vessels; and, the terminal thus used should have 
ged contact with all interior points, no matter on what trunk 
= railroad they may be located, and to that end the terminal 
reer ave proper belt line and switching facilities connecting all 

Tminals with all trunk lines, and available for use by all terminals 
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on a basis of absolute equality, and should be linked up with all 
trunk line railroads. 


Should the Interstate Commerce Commission concur in the sug- 
gestion and request now made, viz., that the hearings be opened 
and resumed, and that they be extended to include north Atlantic 
ports, as well as other ports of the United States, so far as neces- 
sary to adequately solve the problem presented; and also that their 
scope be extended to all facts essential to be known for a proper 
application of the principle set forth next above; then it is respect- 
fully requested that the Shipping Board be given an opportunity to 
suggest more in detail provisions which may he deemed appropriate 
for. the order to be entered in the premises. 

However, should the request and motion now made not be 
granted and the Commission thereupon decides to now pass on the 
proposed report and its recommendation, in their entirety, then, in 
that event, the Shipping Board respectfully requests that it be 
given further opportunity to argue, if not orally, at least by brief, 
that the report, with respect to those matters in which the Shipping 
Board is especially interested, as hereinbefore set forth, should not 
be adopted, because the findings and conclusions of the examiner are 
neither required nor justified by the evidence. 


Railroad Attorney Speaks 


Filing of the motion did not change the course of the argu- 
ments. Attorneys proceeded to a discussion of the case as in- 
tended, making several references to it. Those for the railroads, 
generally speaking, said that further investigation in the South 
would be useless because, as they saw the matter, the phases 


of the subject as to that part of the country had been fully 
treated. 


In behalf of the Atlantic Coast Line, Frank W. Gwathmey 
said the carriers would interpose no objection to the motion to 
extend the inquiry to the north Atlantic ports; that as a matter 
of fact they had made such a suggestion at the hearings. They 
objected, however, to further hearings in the South, and in the 
motion to set aside Keeler’s report. He said that in the main 
it was satisfactory and based upon sound principles. 


“So far as the charges are concerned, we are between the 
upper and the nether millstones,” said he. “On the one hand, 
the War Department and the public warehousemen say charges 
are too low and that they should be made higher so as to invite 
capital into the construction of port terminals. Shippers, on 
the other hand, say they are too high, especially on fertilizer 
and fertilizer materials. We feel they are about right.” 


After reciting the history of terminals and the making of 
charges for their use, he said the testimony was almost unani- 
mous that the facilities were reasonably adequate. 

“Constructing facilities does not make a port,” said Mr. 
Gwathmey. “I want to call your attention to the effort of the 
Atlanta, Birmingham & Atlantic to develop Brunswick, Ga. In 
1907 it spent about $2,000,000 in constructing facilities, but they 
have never been used to any extent. They are almost unused. 


“Charges have been averaged. Averages are needed to pro- 
mote uniformity. As we understand it, the theory of the War 
Department is that charges should not only cover the _ out-of- 
pocket cost, but also make a return on the investment. That 
means that charges would be different at each terminal and one 
port would have charges unlike another. That theory is also 
the theory of the warehousemen who furnish storage other than 


that incidental to transportation. We think the theory is im- 
practicable.” 


D. Lynch Younger, for the Norfolk & Western, opposed the 
Shipping Board motion. He said the Norfolk & Western—and 
he understood the Chesapeake & Ohio held the same view— 
felt the investigation should not have included the Hampton 
Roads ports because they compete with the north Atlantic ports 
in the handling of traffic from C. F. A., and not with the south 
Atlantic and Gulf ports in handling traffic from the southeast. 

As to Keeler’s recommendation that it be held unduly 
prejudicial for the Norfolk & Western to absorb the charges 
of the municipal terminal at Norfolk and decline to absorb the 
charges of private terminals, he said the Norfolk & Western, 
by making that absorption, extended its own facilities to the 
municipal terminals and made them its own. He said a finding 
of undue prejudice could not be founded on the fact that a 
carrier, in extending its own facilities, bought or leased such 
property as it felt it needed, and did not buy or lease all other 
similar property. He said the Norfolk & Western absorbed the 
switching charges no matter where the traffic might be going, 
in that respect treating all terminals alike. 

W.-J. McGehee, for the Southern, dealt only with the find- 
ing of undue prejudice as to sewer pipe from Ohio River cross- 
ings and from Chattanooga. He said the trouble lay, not in the 
absorption, but in the rate itself, and asked the Commission to 
leave the matter in such form that it could be corrected at 
the point where the inequality lay, namely, in rates on sewer 
pipe from the Ohio River crossings lower than from Chattanooga. 

C. D. Drayton, in behalf of the Gulf & Ship Island, objected 
to equalization of the Gulf ports. He said the situation at 
Gulfport, the one in which that road was interested, differs from 
that at Mobile and New Orleans in that there was really no 
such handling at that point as there was at the other ports. 
At Gulfport, he said, loading and unloading was all done by 
means of apparatus on marginal tracks. The Gulf & _ Ship 
Island, therefore, should not be required to make charges to 
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put Gulfport on a theoretical equality with ports where traffic 
is handled in a different way. 


Norfolk Protests Proposed Decrease 


In behalf of the Director of the Port of Norfolk, Va., Karl 
Knox Gartner excepted to certain findings of fact and to prin- 
ciples recommended by Examiner Keeler in his proposed re- 
port. He said the city of Norfolk, as the proprietor of municipal 
terminals, thought it had only an academic interest in the in- 
vestigation after charges for the handling of traffic, particularly 
fertilizers were increased, because the point it was making, 
and which the war department was making—namely, that 
charges should be high enough to assure a return on the invest- 
ment—had been conceded. 


Norfolk, however, became exercised when Keeler’s report 
was made because of his recommendation that the charges on 
fertilizers and fertilizer materials be reduced and the principles 
he said should be followed in disposing of the case. To protect 
its investment, Mr. Gartner said, the city filed exceptions and 


directed him to press them upon the attention of the Com- 
mission. 


The first exception was taken to the finding that there was 
no unlawful discrimination or preference inherent in the plan 
of the carriers at the South Atlantic and gulf ports to waive 
profit on their terminal services and that it was certainly not 
violative of the interstate commerce law for the carriers to fail 
to place their charges on a basis which would enable their com- 
petitors to take their business away. The second exception 
was to the statement and finding that the Commission could not 
require the southern lines to discontinue their absorption prac- 
tices on competitive business without also requiring changes in 
the practices of the northern lines. The third was to the Kee- 
ler declaration that existing facilities had been shown reason- 
ably adequate to accommodate the commerce that would nor- 
mally flow through the south Atlantic and gulf ports, and the 
fourth to the finding that 35 cents as a handling charge on fer- 
tilizer and fertilizer materials was unreasonable. 


A. P. Jones, of Jones & Co., public warehousemen at Nor- 
folk, and Clinton Robb, the latter for the American Warehouse- 
men’s Association, argued in favor of the proposition that the 
facilities at the south Atlantic and gulf ports, broadly speaking, 
were inadequate and were kept so by the failure of the rail- 
roads to make the charges high enough to bring a fair return 
on the investment made by themselves or by the warehouse- 
men at the ports who were willing to provide better facilities 


and ready to furnish the storage needed to supplement that of 
the railroads. 


Speaking for the fertilizer and cottonseed industries and 
the Coca Cola Company, Charles E. Cotterill said the charges 
on fertilizer and fertilizer materials were too high and that un- 
less they were reduced, the fertilizer industry probably would 
have to take steps to handle its goods through its own terminals. 
As he saw the question, the railroads in providing places for 
receiving freight at the water front, were doing no more for 
the shippers than the common law compelled them to furnish 
when shipments were being made between points in the in- 
terior. He said that, of course, part of a wharf was not a sub- 
stitute for the freight house and team tracks in the interior of 
the country. The part that was not was in the nature of a 
place for the receipt and delivery of goods to be transported 
by common carriers by water. For the use of that part of the 
facility the carrier by water should pay and at northern ports, 
he said, the ships did pay. Under the present practice, he said, 
the shipper paid the line-haul charge and then something addi- 


tional for the upkeep of a place of receipt and delivery of 
freight. 


W. H. Armbrecht, for the State Harbor Commission of Ala- 
bama, said the lack of facilities had been proved, notwithstand- 
ing the conclusion of Examiner Keeler that the facilities were 
reasonably adequate. He also supported the proposition that 
charges should be made high enough to assure a return on the 
investment so as to give the states and cities a reasonable re- 
turn on their investments in port facilities. 


Horace Turner, representing the Turner Terminal Co., of 
Mobile, the operator of one of the two large terminals in that 
city, said that twelve years of experience had shown him that 
the charges maintained by the railroads were not high enough 
to cover the cost of the service. He said he had imposed a 
dockage charge upon ships coming into Mobile, thereby emu- 
lating New Orleans and Galveston, where the terminal facilities 
were monopolies, one of the state of Louisiana, and the other 
of the Galveston Wharf Co. He said the terminals at those 
cities were the only successful ones in the south. The railroads, 
he said, collected 20 or 30 cents per ton for services that cost 
them ten or twelve times that much. 


R. C. Fulbright, for the Galveston Wharf Co., said that not- 
withstanding the charges of that company, the money collected 
was not enough to afford a reasonable return on the investment 
of more than $12,000,000, during any one of the last five years. 
He supported the War Department and warehousemen’s conten- 
tion for higher charges. 
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GREAT NORTHERN VALUATION 


A tentative valuation report on the properties of the Great 
Northern Railway Company and of the Montana Eastern Rail- 
way Company, made public by the Commission April 9, fixes 
final values as follows: Owned and used, $390,565,000; wholly 
owned but not used, $1,171,802; jointly owned but not used, 
$3,500; used but not owned, $4,788,655; total owned, $391,740,302: 
total used, $395,353,655. The Montana Hastern is leased to the 
Great Northern. Its final value is fixed at $4,550,000, which sum 
is included in the Great Northern totals. The values are fixed 
as of June 30, 1915. 

The report shows that the Great Northern wholly owns 7- 
089,215 miles of line, and wholly owns and uses 9,391.977 miles 
of tracks. It owns but does not use 18.418 miles of tracks and 
uses but does not own 94.624 miles of track. 

“The Great Northern had outstanding on date of valuation 
a total par value of $607,755,422.29 in stock and long-term debt, 
of which $249,133,313.20 represented preferred stock and $358,- 
622,109.09 funded debt,” the Commission says. 

“For the period from February 1, 1890, to date of valuation, 
the aggregate railway operating expenses were 56.7 per cent of 
the railway operating revenues. During the period of 10 years 
preceding date of valuation, annual dividends of 7 per cent on 
preferred stock, the only stock outstanding, were declared. 

“The original cost to date of all common-carrier property 
of the Great Northern cannot be ascertained as the necessary 
records are not obtainable.” 

The report says the investment in road and equipment, in- 
cluding land, on date of valuation, is stated in the company’s 
books as $384,273,853.22. If readjustments were made, the re- 
port says, this amount would be-reduced to $382,283,398.35. 

Cost of reproduction new of total owned property is stated 
as $394,530,689; total used, $397,544,471. Cost of reproduction 
less depreciation of total owned property is stated as $329, 
390,215; total used, $332,830,863. 

The report shows the Great Northern owns and uses for 
common-carrier purposes 144,342.32 acres of lands and owns 
but leases to other carriers, 243.51 acres. It says the total 
original cost of the lands cannot be ascertained, but that the 
original cost of a portion of the lands, so far as supported by 
accounting records, is $14,046,274.07, less an undetermined por- 
tion thereof that is assignable to parts of parcels sold for 
proceeds of $1,332,914.45. It also shows the Great Northern 
owns and holds for non-carrier purposes 7,647.19 acres of lands 
on which a present value of $7,816,445.01 is placed. The re- 
port says, however, that the company owns and holds for non- 
carrier purposes certain other lands of unknown acreage in 
Minnesota, North Dakota and Washington which were not ap- 
praised. The present value of the owned and used lands is 
stated as $42,042,022.40. 

The Great Northern, the report shows, has investments in 
other companies, consisting principally of securities, which are 
held for non-carrier purposes. Their par value is stated as 
$192,110,504.26 and their book value stated by the Great North- 
ern as its net investment in other companies is $227,076,312.83. 

From 1891 to 1915, inclusive, the report shows, the Great 
Northern paid total dividends of $195,975,867.70. 

To date of valuation, the report says, $215,227,000 of bonds 
were issued by the Great Northern and Northern Pacific for 
the purpose of acquiring the capital stock of the Burlington, 
the Great Northern’s proportion of the liability for these bonds 
being $107,613,500. 

On September 24, 1915, the Great Northern’s stockholders 
numbered 24,415, the report shows. Of that number 22 held 
10,000 shares or more, 312 held from 1,000 to 9,000 shares, and 
24,081 of them held less than 1,000 shares each. ‘The largest 


holder was the Curtis Securities Company, which held 56,150 
shares. 


DELAWARE & HUDSON VALUATION 


As of June 30, 1916, the Commission, in a tentative valuation 
report made public April 9, has fixed the final value of the Dela- 
ware & Hudson Company as follows: Wholly owned and used, 
$57,195,100: owned but not used, $37,312; used but not owned, 
$38,639,879; total owned, $57,232,412; total used, $95,834,979. 
The totals include the leased properties of the Albany & Susque- 
hanna; Rensselaer & Saratoga; Albany & Vermont; Rutland & 
Whitehall; Saratoga & Schenectady; Northern Coal & Iron; 
Ticonderoga; Chateaugay & Lake Placid; and the Plattsburgh 
& Dannemora. 


The report shows that the Delaware & Hudson owns and 
uses 342.258 miles of first main track, 69.435 miles of second 
main track, and 219.873 miles of yard tracks and sidings. It 
leases from the other carriers named above 445.749 miles of first 
main track, 212.104 miles of second and other main track, and 
426.547 miles of yard tracks and sidings. The grand total used 
is stated as 788.007 miles of first main track, 281.539 of second 
and other main tracks, 646.420 of yard tracks and sidings, and 
1,715.966 of all tracks. P 

The company has issued and assumed a total of $150,602, 
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996.28 in stocks, bonds and other long-term debt of which $106,- 
127,600 was outstanding on date of valuation, the report says. 

the securities outstanding, $42,502,600 are in common stock 
and $63,625,000 in first-mortgage and other bonds. The carrier 
has also issued a total of $155,829,247.33 in short-term notes of 
which $2,703,533.51 were outstanding on date of valuation. 

During the years 1833, 1834, 1840 to 1876, inclusive, and 1881 
to date of valuation, inclusive, the report says, cash dividends 
were paid at rates varying from 314 to 20 per cent, to the aggre- 
gate amount of $122,016,674. In addition stock dividends were 
distributed during the years 1857, 1865, and 1866, at rates vary- 
ing from 4 to 16% per cent to the aggregate amount of $2,787,- 
40, and during the years 1848, 1868 and 1890, stock was dis- 
tributed to stockholders at rates of discount varying from 5 3-5 

cent to 40 per cent, equivalent to the issuing of stock divi- 
dends for the amount of the discount, to the aggregate amount 
of $3,817,410. 

Investment in road and equipment, including land, on date 
of valuation, is stated in the carrier’s books to be $68,642,567.68. 
if certain readjustments were made, this would be reduced to 
$67,596,908.68, the Commission says. 

Cost of reproduction new of wholly owned and used prop- 
erty is stated in the report as $58,432,710; owned but not used, 
$36,395; used but not owned, $37,248,090; grand total owned, 
$58,469,105; grand total used, $95,680,800. 

Cost of reproduction less depreciation of wholly owned and 
used property is stated as $43,249,387; owned but not used, $28,- 
131; used but not owned, $29,732,690; grand total owned, $43,- 
917,518; grand total used, $72,982,077. 

The report shows the carrier owns and uses as a common 
carrier 6,243.54 acres of lands, the present value of which is 
stated as $5,874,635.39. Used but not owned lands total 5,889.73 
acres with a present value of $6,935,739.93. The carrier owns 
1,032.93 acres of lands classified as non-carrier, the present value 
being stated as $3,181,358.41. 

The carrier had recorded investments in other companies at 
a par value of $53,577,137.56, which it carried at a book value 
of $49,501,712.82. The report says there is shown in the appendix 
the sum of $10,280,864.44 as representing a balance shown by the 
carrier's books, consisting of coal lands and other items named, 
but that no part of this property is included in the property 
reported as held for purposes other than those of a common Car- 
rier and investments in other companies. 


LOREE SAYS VALUATION IS NOT FINAL 


The Trafic World New York Bureau 


The valuation of $95,834,979 placed upon the Delaware & 
Hudson properties by the Interstate Commerce Commission is 
not final and subsequent changes will show considerable in- 
creases, according to a statement issued by L. F. Loree, presi- 
dent of the company. Mr. Loree said: 


The statement of the Interstate Commerce Commission that a 
tentative valuation of $95,834,979 has been placed upon the railway 
properties of the Delaware & Hudson Co. does not indicate that that 
figure has been fixed as the final value which the Commission is 
required to ascertain under the act of Congress of March 1, 1913. 

Considering the figure of $95,834,979, it should be understood that: 

(1) The value of the right of way and other land is estimated on 
the actual area and at prices supposed to represent the per acre value 
of adjacent farm lands, etc., with no allowance for special adapta- 
bility to railway uses or for the cost of acquisition. : 

(2) Nothing is included to represent railways located in Canada 
which are a part of the system. 

(3) Nothing is included to represent anthracite bearing lands 
owned or interests in coal property. 

_ (4) Nothing is included to represent any other of the extensive 

nnrests of the Delaware & Hudson Co. in other than railway under- 
ngs, 

_ () There is a substantial withdrawal of value by the misapplica- 

lon of the theory of “straight line’ depreciation. 


Mr. Loree said further that the first of the excluded items, 
the Supreme Court expressly ordered the Commission to ascer- 
tain in the suit of the Kansas City Southern Railway Company 
against the Interstate Commerce Commission, 252 U. S. 178, 
holding that its refusal to do it was in violation of the law, but 
later, at the request of the Commission, its requirement was 
repealed by special acts of Congress. This legislation did not, 
however, deprive the company of its constitutional protection, 
he said. Further, Mr. Loree said: 


; Moreover, the figures of $95,834,979, which is to be contrasted with 
$123,081,363 reported by the company, is stated as of June 30, 1916, 
but the price applied as those estimated for June 30, 1914. The Com- 
po ape ag a no finding as to charges and additions to the prop- 
nce t 
j The records of the company show additional investment since 
site 30, 1916, and to February 28, 1923, in railway property of 
418,413,680, which added to the minimum of $95,834,979, would give 
12,248,659 for railway property alone. 
whe Supreme Court has repeatedly and recently held that the 
~ uations used under regulative statutes must be in accordance with 
"rent cost of construction. 
wep Ot less than 60 per cent would have to be added for enhanced 
peroduction costs under existing conditions, thus indicating totals in 
considers ge 120+ 000,000, or $200,000,000 as the contrasting estimates ‘are 
low ptese data show that the capitalization of the company is very 
of ye comparison with its assets, even if regarded only from the point 
view of the Commission’s bureau. 
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CANADIAN OPERATING REVENUES 


The Trafic World Ottawa Bureau 


The monthly statement of the operating revenues, expenses 
and statistics of Canadian railways for the month of January, 
issued April 11, showed a net operating revenue of $851,979, as 
compared with an operating deficit in January, 1922, of $861,- 
526. Freight revenues increased $4,080,657, or 19.8 per cent, and 
showed an increase of 36 per cent in traffic; passenger reve- 
nues increased $393,971, or 7.9 per cent, and showed an in- 
crease of 6.5 in traffic; and total revenues increased $4,553,492, 
or 15.8 per cent. 

Operating expenses increased $2,839,986, or 9.6 per cent, 
transportation expenses accounting for $1,813,174 of this, while 
maintenance of way and structures increased $340,009, and 
maintenance of equipment $566,942. Increase in the total pay- 
roll was $1,623,798, or 9.4 per cent, with 8,945, or 6.3 per cent 
more employes. Average train loading increased 58.5 net tons, 
with car loading increased by 1.8 tons. 

Average receipts per ton mile declined from 1.080 cents to 
.951 cent, a decrease of .129 cent, or 12 per cent, while pas- 
senger receipts per passenger mile showed a slight increase. 
The operating ratio was 97.43 per cent, as compared with 103.01 
per cent for January, 1922. 


Canadian National 


The operating reports of the Canadian National, beginning 
with this report, will show the data for the combined railways 
in Canada under the management of the Canadian National 
Railway Board, including Grand Trunk Railway of Canada, 
Grand Trunk Pacific, Canadian Government Railway, Hudson 
Bay Railway, and the former Canadian Northern system. The 
1922 data is stated to be directly comparable with that of 
1923, but, on account of adjustments, will not be in all cases 
the sum of 1922 figures as reported in that year. Total reve- 
nues showed an increase of $2,032,139, or 15 per cent, with an 
increase of 33 per cent in revenue freight traffic and 6 per 
cent in passenger traffic. Operating expenses increased $983,- 
752, or 6 per cent, reducing the operating deficit from $1,853,798 
in January, 1922, to $805,410 and the operating ratio from 113.67 
per cent to 105.16 per cent. Average train loading increased 
63.1 net tons and 3.4 cars, with car loading 1.3 tons heavier 
than last year. Average receipts per ton mile declined from 
1.024 cents to .912 cent, a drop of 11 per cent, while average 
passenger receipts per passenger mile showed a slight increase. 


Canadian Pacific Railway 


Freight and passenger traffic both showed seasonal declines 
on the Canadian Pacific, but, compared with January, 1922, 
showed increases of 40 per cent and 5 per cent, respectively, 
while freight revenues were increased by 19 per cent and pas- 
senger revenues 5 per cent. Total revenues were increased 
$1,631,162, or 14 per cent, with operating expenses $1,559,202, or 
14 per cent more than last year. Maintenance of equipment 
increased $625,310, or 24 per cent, and transportation expenses 
increased $711,162, or 12 per cent. Total payroll increased 
$679,389, or 11 per cent, with an increase of 2,838 employes. 
Average train loading increased 42.6 net tons, but revenue de- 
clined 56 cents per train mile, the average receipts per ton mile 
showing a drop of .165 cent, or 15 per cent. 

The average number of passengers per train mile, passenger 
revenue, and average receipts per passenger per mile, all showed 
a slight increase. The operating ratio showed practically no 
change, being 95.91 per cent, as against 95.96 per cent for 
January, 1922. 


CANADIAN RAILWAY BOARD REPORTS 


The Trafic World Ottawa Bureau 


The annual report of the Canadian Board of Railway Com- 
missioners for the year ending December 31, 1922, was presented 
to parliament April 11. During the year the Board held 52 pub 
lic sittings, at which 204 applications were heard, 32 of the sit- 
tings being held in the province of Ontario. The applications 
included a great variety of matters falling within the jurisdic- 
tion of the Board under the railway act, varying from the com- 
plaint of a private individual to weightier matters of general 
public interest. Of a total of 3,348 applications and complaints 
received and dealt with 94 per cent were disposed of without 
formal hearing. 

In accordance with the provisions of the railway act of 1919 
provision was made that the sum of $200,000 each year for ten 
consecutive years from April 1, 1919, be appropriated for the 
purpose of aiding in the providing by actual construction work 
of protective safety and convenience for the public in respect of 
highway or crossings of the railway at rail level, such sums to 
be placed to the credit of a special account known as the railway 
grade crossing fund to be applied by the Board to the cost of 
actual construction work for the purpose specified. 

In dealing with such crossings the Board issued from April 
1, 1919, to December 31, 1922, 505 orders providing protection 
for 563 crossings, including the following: 262 electric bells, 116 
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gates, 55 subways, 25 overhead bridges, 40 diversions of high- 
ways, 17 closing of streets, 14 removal of view obstructions, and 
49 bell and wig-wags. Under the new consolidated railway act 
provision was made that the total amount of money to be spent 
on any one crossing shall not exceed $15,000, and that appropria- 
tion shall not be made for more than six crossings per year on 
any one railway in any one municipality. 

During the year there were four appeals made from the de 
cisions of the Board to the Governor-in-Council and one to the 
Supreme Court of Canada. Two of the former were dismissed, 
one was referred back to the Board, and one is still pending. 
The appeal to the Supreme Court was allowed. 

The total number of orders issued for the year was 1,320. 
The number of general circulars directed to all railway com- 
panies subject to its jurisdiction was three. The general or- 
ders as distinguished from other orders of the Board are those 
affecting all railway companies subject to its jurisdiction, and 
were 20 in number. The total number of applications was 3,348. 


In the traffic department the number of tariffs received and 
filed for the year was as folows: 


Freight tariffs, including supplements...................csece-0s 
Passenger tariffs, including supplements 
Express ‘tariffs, including supplements............. ae 
Telephone tariffs, including supplements..................- 
Sleeping and — car, including supplements 
Telegraph tariffs, including supplements 


Total 


ee ey 


| 


The total number of schedules filed from February 1, 1904, 
to December 31, 1922, was 1,132,553. 

The Engineering Department of the Board made 280 inspec- 
tions covering the whole of Canada and ranging from the open- 
ing of a railway to inspections of culverts, crossings, bridges, etc. 


Accidents Increase 


Accidents to the number of 2,588, including 243 persons killed 
and 2,856 persons injured, were reported to the Board during the 
year, as compared with 1,821 accidents for the previous year, 
including 243 killed and 1,928 injured. Five passengers were 
killed during the year, an increase of one, and 376 were injured, 
an increase of 136. The number of employes killed in 1922 was 
83, a decrease of 8; and the number injured was 2,084, an in- 
crease of 740. Out of 155 others killed, 71 or 46 per cent were 
trespassers and out of 396 others injured 90 or 23 per cent were 
trespassers. The number of passengers carried was 46,793,251, 
of which only 5 were killed and 376 injured. 

During the past five years there have been 821 highway 
crossing accidents, in which 293 were killed and 991 injured. 
Crossings protected by gates account for 20 killed and 66 injured; 
crossings protected by bells, 39 killed and 99 injured; those pro- 
tected by watchmen, 11 killed and 41 injured. Crossings unpro- 
tected, accounted for 223 killed and 785 injured. There were 
194 accidents at protected crossings covering 70 killed and 206 
injured, and at unprotected crossings there were 627 accidents 
with 223 killed and 785 injured. Accidents at highway crossings 
totaled 183, with 66 killed and 237 injured. Automobile-cross- 
ing accidents totalled 109, as follows: 


PPO Tee Ee Ce ee 
Crossings protected by watchman 
Crossings protected by bell 
Crossings unprotected 





ee 


Horse and rig-crossing accidents numbered 46, made up as 


rah Ste a alot «ug aCe dk UKM e eden itele ec eleeeusle émies ewblets. ce der 0 
NEE. AIOKy 3s. a fatd Sve ware AES WREST TORS. 6:0 CCE RTERS Cale Hue o wR den edewes 2 
lia iat aie. taste tailed WER es wre oder ki oleae eee we 6 AANA IHES 8K ECDs Beige wee ewe 6 
NE 6. dca ke Sate eR ae eae ek ee ne wed ene eb heh akinebbednewh@weeae 38 


Pedestrian-crossing accidents numbered 28, as follows: 


Gates 
Watchmen 
Bell 


It was noted that 33 out of 183 accidents occurred at unpro- 
tected crossings. 


Fire Inspection 


The local inspection of the Fire Inspection Department has 
been handled under cooperative arangements with the several 
dominion and provincial forest protective organizations on the 
ground. During the year 97 officials or employes of such or- 
ganizations acted under authority of the Board as local officers 
of the department under the direction of the Chief Fire Inspec- 
tor. During the year, owing to strikes in Alberta, it was im- 
possible to secure adequate supplies of the usual grades of bitum- 
inous coals and it became necessary in order to maintain train 
service to permit the use of non-coking grades of coal in non- 
forested sections of the prairies, but coking grades were still 
stipulated for use in forest sections. During this period a large 
number of fires attributed to locomotive sparks, occurred in 
Alberta and British Columbia. Bfforts have been made by the 
railway management to develop a spark-arresting device that 
should work satisfactorily with light-bodied, non-coking coals, 
but these have not yet reached more than a partially satisfactory 
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conclusion. During the year, 9,897 miles of fire-guards were maip. 
tained by the railways in non-forested sections -of the prairies, 
A total of 1,598 fires from all causes were reported as originating 
within 300 feet of railway lines in forest sections. Of this tota] 
75.4 per cent were definitely attributed to railway causes. A total 
area of 118,012 acres were burned over, of which 89.9 per cent 
was chargeable to railways. The total damage by all these fires 
is estimated at $222,593, of which railways are charged with 83.9 
per cent. This was an increase over the previous year due to 
weather conditions. 


The record of the Department was as follows: 


Number applications made ‘ 
a So ENG SUN, 2 ess Sula c 0a Silvio no wileldld Misiclblo es Oba éSuiecc 34,749 
BS re Cee re ee 
Number orders issued 


CANADA MONTHLY TRAFFIC REPORT 


A statement of revenue freight by principal commodities 
carried by the railways of Canada in November, 1922, is pub- 
lished in the attached table. In addition to the headings shown 
in the table, information may be obtained on application to the 
Dominion Bureau of Statistics for the following: Tonnages for- 
warded ex Canadian connections—rail and water; tonnages for- 
warded ex foreign connections—destined to Canadian points; ton- 
nages forwarded ex foreign connections—destined to foreign 
points; tonnages terminating delivered to Canadian connections 
—rail and water. 

Summary Statement for Provinces 


TOTAL REVENUE FREIGHT CARRIED 
(Tons 2,000 Ibs.) 


oo 
te Z #8 : 
$y ae “ se 3 S. 
se 2 £5 BSH0 fog HEDE 
Province f26 2u%d _8&§2 seo oMods 
“Ms OBOE BCom be Ee: gd a 
— @ VORS 2 Bor - 3 SHER 
bet gd Go OOO OLkS Oo. Loos, 
O8n MeeO BRO Hen AONE 
3) eee 16,420 18,899 
Nova Scotia ...... 612,153 1,370 613,523 554,065 32,055 
N. Brunswick .... 211,046 18,079 229,125 136,613 134,898 
Ns au 6 prerdss wterds 921,978 591,433 1,513,411 1,233,175 997,554 
I 6s. aie age evele % 2,028,418 2,199,704 4,228,122 4,248,539 1,346,152 
aaa 633,667 20,735 654,402 512,344 a1: 
Saskatchewan .... 1,601,441 26,827 1,628,308 359,773 43,120 
OE eee 1,036,453 1,434 381,854 1 


Br. Columbia .... — 399,373 29,614 ; ,619 
Dom. of Canada....7,460,949 2,889,236 10,350,185 7,736,881 2,777,633 
AGRICULTURAL PRODUCTS 


Originating Received Total 
i From Foreign Freight 
Canada Connections Handled 

Tons Tons Tons 
BME oa. ga. oh scit'd biel o:8 ei ee 2,494,944 32,837 2,527,781 
BN. on ods doe heh sos ced oe 26,160 132,785 158,945 
er eee ere rere 231,577 56,017 287,594 
EN. wclac qe a d.1lesrar ena doles 79,842 2,320 82,162 
PEE 6 alee a. & dave peak on BR TG © eis 100,783 16,256 117,039 
i ar eerere irae 30,503 39 30,542 
T, SE DCG. ke cco ceecesive 11,179 4,911 16,090 
i I sate 5 Saas ee a e016. 89.9-4 224,114 84,008 308,122 
9. Other mill products ..... 96,817 63,656 160,473 
10. Hay and straw........... 66,089 11,197 77,286 
De eo iisdc chee 6 824,905 682 46,507 47,189 
2S.. Bees CIEPEGR) on vecicciene 57,947 6,866 64,813 
13. Other fruit (fresh) ...... 2,765 34,901 37,666 
14, POCAtOes. ... oo vecvercevnee 44,576 10,199 54,775 
15. Other fresh vegetables .. 16,612 6,435 23,047 
16. Other agricultural prod.. 52,864 49,245 102,109 
MEU, | Godin's Cle kscmnns ene 3,537,454 558,179 4,095,633 

ANIMAL PRODUCTS 
TR AR 253 Sh Risin he weet 8,233 187 8,420 
18. Cattle and calves........ 97,811 3,564 101,375 
pe 9,452 2,926 12,378 
SO eer ee 29,047 5,598 34,645 
21. Dressed meats (fresh).... 10,442 50,403 60,845 
22. Dressed meats (cured or a 
OD ro cir cic Ae 55:0 8,692 18,451 27,143 
23. Other ackin house 2 
euibacs a . Viend Sretaios Sia 4,591 13,696 18,287 
SE OES oc eae Cee Eee 586 7,911 bp 
ET ee a eee 1,437 6,539 pets 
26. Butter and cheese....... 6,809 9,972 re 
i UE. aiSip dai ea ic.0.6 0 os a ose wie 1,056 4,631 ete 
28. Hides and leather....... 7,395 11,729 er 
29. Other animal products... 3,317 7,222 10,538 
eo ard wee eldtaee we 188,868 142,829 331,697 
MINE PRODUCTS 

30. Anthracite coal ......... 10,217 661,786 672,003 
31. Bituminous coal ........ 1,111,194 555,350 1,666,540 
So. Blawite Goal .........05.- Ce ere i an aa6 
We I 8 45% Goal wo bee ser Wea Reise 17,220 60,510 TT 95 
ee ee te eee Peres 8,533 462 8,990 
35. Other ores and concen- ; 96.348 
ere 88,370 7,978 73°035 

a. ae pe and Fy oo 2,980 55 o 

37. ay, ravel, sand, stone 

lorunived Ses Se 359,252 51,430 410,682 
38. Slate-dimension or block 9 993 
PS eae eee 34,685 18,308 ote 
39. Crude petroleum ......... 1,569 25,795 15°197 
Ft i eae 11,566 3,631 1079 
ee ee eee 10,895 16,684 al 200 
42. Other mine products..... 395 7,125 _ 5708" 
PONE. Sear Sahasins eee es 1,751,176 1,409,114 3,160,290 
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Originating Received 
in From Foreign 
Canada Connections 
Tons Tons 
‘ rg, osts, poles, cord- 
paige are Seanad 189,602 2,245 
MOPPLOR. cidlete ard nls o Fetes o's Ne 56 11,497 1,782 
Be PUINWOO, «.034.65.0 oisi0 ore suse 188,685 199 
46, Lumber, timber, box 
shooks, staves, heading 433,117 95,333 
{7, Other forest products.... 44,909 9,247 
Wie ies on oR es > 60s 867,810 . 108,806 
MANUFACTURES AND MISCELLANEOUS 
Ref. petro. and its pdts.. 62,825 41,613 
.. peer Rs ata 2 24,021 27,172 
50. Iron, pig. and bloom...... 15061 24,723 
51. Rails and fastenings .... 11,811 1,135 
52, Bar and sheet iron, struc- k 
tural iron and iron vee 43,114 74,354 
53. Castings, machinery, an 
hee fhe coped 26,249 26,213 
US OUNE © oc eGo 5's 's.0.0)s 52,410 2,173 
55. Brick and artificial stone. 73,344 14,173 
6 Lime and plaster ........ 25,130 4,224 
57. Sewer pipe and drain tile 8,632 1,723 
58. Agricultural implements 
and vehicles other than 
MEE eas so woe oe see ene 6,187 3,863 
59. Autos and auto trucks... 7,609 61,802 
60. Household goods ........ 12,324 900 
Me MPIIUUDOS. ~ c5 cies oir ce-e canes 4,780 3,617 
62. Liquor beverages ........ 8,892 1,621 
63. Fertilizers, all _—— Brat 19,942 1,230 
64. Paper, printe matter, 
ean Bela wlan yo Pears bar esi 89,399 40,613 
WOO SUIS sic cos «css ees 137,828 12,337 
66. Fish (fresh, frozen, cured, 
UO rss pater e eo oho ea 6153 7,459 1,790 
if Canned MCAtB .....cccces 1,845 141 
68. Canned — ‘ne —— 
food ts., other an 
aoeet? apis oh econ 17,256 18,427 
39. Other manufactures and 
miscellaneous I os ta 216,411 204,093 
70. Merchandise ............ 243,112 102,371 
NE cheats aleiskne 00 1,115,641 670,308 
Gram@ t6tal 22.2.6: 7,460,949 2,889,236 
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FOREST PRODUCTS 


Freight Carried by Railways in Canada 


AGRICULTURAL PRODUCTS 


THE 


Total 
Freight 
Handled 

Tons 


191,847 
13,279 
188.884 


528,450 
54,156 


976,616 


104,438 
51,193 
39,784 
12,946 


117,468 
52,462 
54,583 
87,517 


29,354 
10,355 


10,050 


35,683 


420,504 
345,483 


1,785,949 
10,350,185 


Delivered 
to Foreign 


in Canada Connections 





Terminating 
Commodities Tons 
eS IF Fe er oe a Re 2,142,769 
ey se ere rt oer eee 5,906 
MO as aie: suse ot phage ler vicaswrar Sule tetsh op ahavekets avaiecwe te 242,771 
NE oo. asc Sie et dtd, tal ow SIAL Raia Ne RS 115,024 
| ES IIE ES ee Pe re eh ee 55,781 
TE e Slgsale cen aia aie. ARRAS or oto Aaa aes eeaee 
ge ae eee eee ae ne 23, 
UCI oe te prea cota UI alan o's, aNistan feieer ouatiet a Sats 153,344 
Other mail? PreG@Ucts. ...'.. oc iiececcsss 72,496 
TT SO NN iSong. « 0's 65d c.9c- ese sites 61,044 
MOI tr on ein coeur sein. 4 sia! aio epuae +04) 7,291 
TET GEN, pisbic a, 6.60 Bakes See wre cege Ss 43,955 
MPEP FUNC CERO) 6 6x0 osc ec sins ee ts 15,889 
PORMERON 5h oe che nie Oh bieie othe eo sare ers 32,259 
Other fresh wemetables .....6: cc ees es 10,963 
Other agricultural products........... 43,342 
OURES BS a a re a ree eaten 3,120,839 
ANIMAL PRODUCTS 
OOS: ib oochcsiesbivlak Heads Hairs ener ee 7,187 
CAEEIC BAUD GOEWGR, a owe % Clersi cis wkend pice See 106,587 
MOOD: | Scans cigditl isle ue eae <A ORGS ts 7,557 
je ee eer ie en Rar irr mer Pare 2 eae 25,307 
Dressed meats (fresh). «occ esccescs 13,139 
Dressed meats (cured or salted)...... 3,134 
Other packing house products........ 5,613 
eg RS EET NT AIT a 485 
ee CO: AE eC ae PET 1,681 
BSURGEOT “MING ORM Fishers ts be Hasee waeiens s 4,745 
WOOL: 5 050% atte Misia «Rise Zhiaidinisie cede athiewe 1,682 
EFIGOH .QHOUVUMAMER 6. 4:66.60.5-<. 6 odieai e855 6 6,089 
Other animal products ...;...... 0.00% 2,771 
Bota. Atccenstish oot owaies Qa westen 185,977 
MINE PRODUCTS 
Pett an aOheG: osc oce. cs scase enoratens cperieistt 402,324 
UCUNGEMOUR GOB), ona. Sicre) ocice.s: sree 5 suc niece 1,500,753 
RA MAVE COMME Lt tl cee ots uhocrmacts 31,787 
plata ryt a Pug PR Gate nb AS ME RR A 62,226 
SOUR, OM eso are ctuiccnn conn  eoce,o; «9 23,383 
Other ores and concentrates.......... 79,778 
3ase, bullion and matte.............. 8,078 
Clay, gravel, sand, stone (crushed)... 400,305 
Slate, dimension or block stone....... 75,251 
CYOGE: OIE, ooo Foe es hk ee eee 23.869 
PLM DENQTUCERE? cigs oe obs Srl oediew ice Pele we.e 8,520 
pd PER PRO ae ee SR en ia ape 17,897 
Other ‘mine: -progucts......5.5-.os50s0.. 36,466 
i oan teh oe ee ee ee on 2,670,637 
FOREST PRODUCTS 
Logs, posts, poles, cordwood.......... 209.650 
Be Ae ME SNA ARI Re 4,091 
PURE Pak io ak ois ickt clk cence. 58 


Tons 
400,056 
85,461 
91,038 
24,494 
22,471 
5,658 
5,755 
170,298 


1,083,478 


131 
16,656 
3,456 
5,756 
45,897 
17,941 
10,845 
8,170 
6,268 
10,450 
4,776 
11,437 
8,285 


150,068 


168,542 
151,301 
721 
5,320 
290 
7,260 
55 
50,281 
13,721 
52 


1,729 
7,254 
21,423 


427,949 
11,913 


2,570 
98,450 
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Delivered 
to Foreign 


in Canada Connections 
Commodities Tons Tons 


Terminating 





46. Lumber, timber, box shooks, staves, 

MITTS 5.3 ie a i8Ge bits wlscle s:d'e%s'6-0'e10.8's 267,942 266,852 
4 ee ee 28,302 25,645 

ME cat > Rates nate nee eh at ae eee 586,576 405,430 

MANUFACTURES AND MISCELLANEOUS 

48. Refined petroleum and its products... 89,186 13,055 
SNR Abpea 4 a ra ee 5 SR 32,182 22,447 
50. Iron, pig and bloom....... 15,061 24,723 39,784 
Sa. ; BAUM Ome TGUOMINES © 6. h.6se oki be wccess 15,844 1,407 
52. Bar and sheet iron—structural iron 

ener EN IS Gh 7-0 chs o'ele- om. o's oa > so 70,074 26,515 
53. Castings, machinery, and boilers...... 25,312 18,919 
SA CS oie Mabe d Wide, awd i beh yes)» 6b > 00 9 e's 66,859 7,138 
55. Brick and artificial stone............. 82,953 3,826 
ee =e ee ae 37,362 2,950 
57. Sewer pipe and drain tile............. 8,713 656 
58. Agricultural implements and vehicles 

UGE TE MOOD ov ccicivessccncecccs 3,925 6,178 
59. Automobiles and auto trucks......... 4,944 61,169 
CO, Fe I ois oa ain wie cs cs ces 11,640 1,776 
en. EN, orcs «wiles Slee bdiwleieicaldisip aces oes 3,769 3,364 
Co, BR TT ions 05 iie oo 00-0 0,0 9,340 1,424 
GS. PSressisern, Als BGs 6 oes ieccedecvis 10,287 11,631 
64. Paper, printed matter, books......... 27,148 100,828 
ik SS ee ee 36,088 107,718 
66. Fish (fresh, frozen, cured, ete.)....... 4,304 6,066 
O75 NEE RENEE SAS os 0's cele Siw arse bine wieielh’s 817 175 
68. Canned gocds (all canned food prod- 

WUCEH. OCMOL: TRAM TORE) 05 ce oc cwocsc cme 18,369 19,223 
69. Other manufactures and miscellaneous 279,057 202,194 
TOs | "SOUENOMNEN 05 'e's fw 55 06 oe a Ch OS we eae 296,974 81,276 

ae a a Pet Reon SY ee eee ee 1,172,852 710,708 

I I oe es bia eo cee eke 7,736,881 2,777,633 





The Trafic World Ottawa Bureau 

The Liverpool Corn Trade Association has been making 
complaints to the Canadian government of shortage in ship- 
ments of grain from the port of Montreal, and a special com- 
missioner will be appointed to investigate. A preliminary in- 
quory led the government to state that the charge could not be 
substantiated, but the Liverpool Association persisted in its 
charges. It is reported that traders overseas allege that a short- 
age of 2,700 bushels was found in one cargo. 

Montreal grain men are anxious to see the inquiry pushed, 
although they state that the grain men had nothing to gain 
from shortages, as they simply handle the grain for export on 
railway waybills and elevator receipts. 

The practice is to make a general allowance of about % of 
one per cent on weighing for shipment, while if grain on arriv- 
ing in British ports is more than one per cent short, shippers 
have to make good, which is generally done through an insur- 
ance system protecting the shippers as well as the consignees. 
Some of the largest shippers and international insurers of grain 
cargoes state that the variations of overages and shortages in 
cargoes from Montreal were not much different from those at 
such grain exporting ports as Boston, New York, and Baltimore. 
The general view is that there are both overages and short- 
ages but only the latter are heard about, and all are willing for 
a thorough investigation. 


FEES FOR RETIRING OFFICIALS 


The Trafic World Ottawa Bureau 


The Dominion Government will appoint a Royal Commission 
to investigate the circumstances connected with the granting of 
gratuities to the Grand Trunk board of directors in London, in 
December, 1919, and also gratuities voted to certain officials of 
the company in London and Canada. The government has is- 
sued a statement saying that, in view of the fact that these pay- 
ments were made just prior to the coming into operation of the 
agreement between the Grand Trunk and the Canadian govern- 
ment, it is considered in the public interest fully to investigate 
the whole transaction. The payments were made in December, 
1919, and under the agreement which became operative in March, 
1920, it was stipulated that the Grand Trunk Company could 
not dispose of any of its assets without the approval of the 
Canadian government. It also appears that the gratuities were 
paid out of a fire insurance fund which would have in its en- 
tirety reverted to the present Canadian National system had the 
monies not been so paid. 

“Everything which has taken place may be perfectly ex- 
plainable,” said Hon. G. P. Graham, Minister of Railways, “but 
there are, surrounding the payment of these gratuities, condi- 
tions which make it essential, in order that the people of this 
country who now own these properties may have the utmost 
confidence in them, that this should be cleared up. Our sole 
purpose is to clear the air of whatsoever clouds may surround 
the transfer of the Grand Trunk to the Dominion of Canada.” 

President Thornton has issued a statement to the effect that 
he had received a letter, signed jointly by Messrs. Dairymple, 
Robb, Galloway, Rosevear, Hansard, Bell and Martin, officials 
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of the Grand Trunk to whom gratuities were voted and who 
were continued in the service of the Canadian National Rail- 
ways, voluntarily offering to return to the company the amounts 
paid to them as gratuities. The amounts were as follows: J. E. 
Dalrymple, $16,500; W. D. Robb, $16,500; D. B. Galloway, $9,000; 
J. M. Rosevear, $12,000; H. H. Hansard, $7,200; G. T. Bell, $5,000; 
H. C. Martin, $5,000. The management has accepted this offer and 
expressed its appreciation and approval of it. The letter shows 
that the gratuities were granted and aecepted under circum- 
stances which apparently have been the reason for the govern- 
ment entertaining doubts which led it to appoint this Royal 
Commission of inquiry. The recipients were informed by the 
then president of the company that the amounts were a donation 
from the shareholders of the Grand Trunk, as a reward for 
long and faithful services. The receipts presented to them for 
signature bore the endorsement, “special gift from shareholders,” 
tending to corroborate the statement of the then president. The 
officials are to be allowed a reasonable time for the return of 
the money, which it is understood most of them have spent in 
such various ways as such a wind-fall might be. 


INTERSWITCHING ORDER 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners has adopted a report 
of the chief traffic officer as its decision in the application of 
the Dominion Cartridge Company, Limited, Montreal, for a 
ruling as to the application of the general interswitching order 
with respect to the company’s siding at Staynerville, the load- 
ing and unloading point on said siding being over the four-mile 
limit prescribed by the said order. The company’s case was 
that it pays the C. P. R. a rate of % cent a hundred for switch- 
ing of carload freight; its siding, which is 6,050. feet long, begins 
3.30 miles from the Canadian national interchange with the 
Cc. P. R., and, while the end of the siding where it takes 
deliver is over the four-mile limit, it thinks that the C. P. R. 
should accept freight from the C. N. R. and deliver it at the 
company’s plant, charging, in addition to the regular switching 
rate, only the regular interswitching rate of 1 cent a 100, as 
the company “practically charters the engine for the haul 
from the beginning to the end of their siding. If we had our 
own engine and took delivery at the commencement of our 
siding, there would be no question as to the application of 
the interswitching rate.” 

The judgment quotes the provisions of the order (October 
26, 1918) that are relevant, as follows: 

Section 1 (a) states: 


“1. For the interpretation, application and operation of this order, 

“(a) ‘Interswitching’ means the movement of freight in cars 
between the unloading or loading tracks of one carrier, hereinafter 
called the ‘terminal carrier,’ and the point of interchange with another 
carrier by whom, singly or jointly with a further carrier, the said 
traffic has been carried from its point of shipment or is to be carried 
to its destination, hereinafter called, singly or jointly, the ‘line 
carrier,’ both the terminal carrier and the line carrier which inter- 


changes with theterminal carrier being subject to the jurisdiction 
of the board.” 


In Section 3 it is stated: 


“Provided that no terminal carrier or intermediary shall be obliged 
hereunder to make any movement exceeding the distances herein 
specified at the tolls herein prescribed, and that the said distances be 


irrespective of the location of the interchange or of yard limits or 
boundaries.”’ 


In Section 5 it is provided: 
‘ “If the traffic is loaded or unloaded upon private sidings connect- 
ing with the railway of the terminal carrier * * * the toll of the 
terminal carrier shall not exceed one cent per 100 pounds for the 
actual weight thereof, subject to the minimum weight of the line 


carrier’s tariffs, for any distance within and including four miles 
from the interchange.” 


The question is whether, on traffic moving beyond four 
miles from the point of interchange, it is permissible to com- 
pute the tolls by applying the interswitching rate and the 
provisions of the order for the four miles nearest the inter- 
change point, plus some rate or charge for the additional move- 
ment. The chief traffic officer is of the opinion that the order 
covers the point at issue and that the provisions of the order 
do not apply to any movement over four miles from the point 
of interchange, as specifically stated in section 3. “Interswitch- 
ing” is taken as meaning the movement of freight in cars which 
is to be loaded or unloaded within the four-mile zone. ‘Where 
the order prescribes what traffic it embraces, any traffic not 
thereby covered is quite outside the scope and provisions of 


the order, and its provisions can have no application with re- 
spect thereto.” 


TICKET THEFTS 

Canadian Pacific officials deny the statement that $5,000,000 
has been stolen annually, during the past three or four years, 
by a ring of ticket thieves operating from coast to coast, with 
its center at Winnipeg. No such estimate has been given out, 
although it is admitted that losses have been heavy. Following 
investigation by Canadian Pacific authorities, Max Portigal, a 
Winnipeg storekeeper, was found guilty, by the courts, of selling 
stolen tickets and following his conviction came the dismissal 


of 19 train conductors, 8 sleeping car conductors and two 
porters, 
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WESTERN CAR SUPPLY 


The Trafic World Washington Bureay 


At the meeting of transportation officers of the eastern 
and southern roads with the car service division of the Ameri- 
can Railway Association, April 10, plans were agreed upon to 
provide an adequate car supply for the West this summer anq 
fall. It was announced that the car service division had issued 
an order the effect of which would be to bring about a west- 
ward movement, either loaded or empty, of all box cars of 
western ownership now located east of Chicago and St. Louis. 

The car service division of the American Railway Asgo. 
ciation authorized the following statement, after the conference 
April 10 on car supply for the West: 


Definite plans to bring about a reserve car supply west of the 
Mississippi river, in anticipation of the demands that will come this 
season for the movement of crops, were made at a meeting today of 
transportation officers of the eastern and southern railroads with the 
car service division of the American Railway Association. 

The plans call for the prosecution of a systematic program on 
the part of the carriers as a whole in order to enable the western 
roads to have on their lines all possible cars owned by them, which 
are especially adapted to meet agricultural and industrial requirements 
in the western districts, before traffic demands increase late this 
summer and fall. 

The car service division issued an order the effect of which will 
be to bring about the movement westward, either loaded or empty, 
of all box cars of western ownership now located on railroads east of 
Chicago and St. Louis. 

he order applies to all box cars belonging to carriers operating 
in the northwestern, central western and southwestern districts, in- 
cluding also the Illinois Central and Wabash railroads, which are 
terminating on eastern lines with loaded traffic originating in western 
territory. 

Under the provisions of the order all railroads east of Chicago 
and the Mississippi river are prohibited from holding box cars be- 
longing to western roads for prospective loading and also from moving 
such cars, either loaded or empty, in an opposite direction from the 
home line. This also applies to such cars now located in the Poca- 
hontas district and the southeastern part of the country. 

The meeting of the transportation officers today was one step in 
the general program agreed upon by the carriers last week in New 
York which is designed to bring about the greatest co-operation be- 
tween the railroads in order to prepare for handling during 1923 of 
what is expected to be the greatest freight traffic in history. It also 
carries out a policy recently announced by the car service division to 
anticipate as far as possible in advance the transportation needs of 
the agricultural sections of the country in order to facilitate the 
movement of crops to market. 


The text of the box car order requiring eastern and south- 


ern roads to return western-owned box cars to home roads 
follows: 


To all roads Eastern, Allegheny, Pocahontas and Southern district, 
Order Box 101: In order to relocate box car equipment to originating 
territory, and to prepare for movement of crops during the coming 
season, effective April 15, the following instructions will apply to box 
cars (except automobile cars) belonging to all roads in the North- 
western, Central Western and Southwestern districts; including also 
Illinois Central and Wabash ownerships: 


(1) Do not move loaded, or empty, in an opposite direction from 
home, even to obtain loading. 

(2) Do not hold for prospective loading. 

(3) Western cars on Eastern Group A roads will not be loaded 
locally or to destinations in territory east of Buffalo and Pittsburgh. 

(4) Allegheny and Eastern Group B roads in territory East of 
the Pennsylvania-Ohio State line will specialize on applying western 
ears for loading to destinations west of said State line. 


(5) Pocahontas district roads in territory east of Ohio River 
Crossings. will specialize on applying western cars for loading to 
destinations west thereof. 

(6) Western cars on Eastern, Allegheny and Pocahontas Roads 
in Ohio, Michigan, Indiana and Illinois, will be loaded only to or in 
the direction of the home road. 

(7) Western cars on Southwestern district roads will be loaded 
only to or in the direction of the home road. The use of these cars 
for loading to destinations in territory east of Pittsburgh and Buffalo 
in Eastern and Allegheny districts shall not be permitted. ’ 

(8) When proper loading as defined above is not immediately 
available, cars will be forwarded empty to home road under Car 
Service Rules. ; 

(9) In case home route record of cars covered by this order re- 
quires movement empty in a direction opposite to the home road, 
disposition will be made as follows: ; 

(a) Out-of-route western cars in New England may be delivered 
to Canadian roads at northern New England gateways or to Boston 
& Maine or Central Vermont for movement to such Canadian junc- 
tions; same to be used for loading on Canadian roads to western lines. 

(b) Out-of-route western cars in territory defined in paragrap! 
4 may be delivered to Erie, Wabash, Pere Marquette or Western 
Maryland, or to Canadian roads at any junction in that_territory. 

(c) Out-of-route western cars in territory defined in Paragraph 
5, may be delivered to Southern at Bristol or to N. W. at Lynchburs 
or Roanoke for movement to Southern at Bristol. } 

(d) Out-of-route western cars in territory defined in Paragraph 
6, may be delivered to Illinois Central, Big Four, Pere Marquette, 0! 
to any road in Northwestern, Central Western or Southwestern dis- 
tricts, subject to Note following Paragraph (e). : 

(€) Out-of-route cars on roads in Southeastern territory may be 
delivered to any road in the Southwestern, Central Western, 0! 
Northwestern districts (subject_to following Note) or to N. C. & St. 
L. for movement to I. C. or C. B. & Q.: to Central of Georgia oF 
Georgia R. R. for movement to N. C. & St. L., I. C. or St. L. & 8. Fs 
or to Mobile & Ohio -" 
NOTE—Car owned by roads named in Column 1 below should Dé 

eocenem in preference to roads named in Column 2: 


Box Cars. owned by Should be delivered to 
GN, NP, SP&S, C&S, FtD&DC............ CB&Q <aw 
BOONE § 0.655, cecimecncss csweccSstehoass IC, C&@NW, CM&StP, 0G 
ME TELe Cale dméimcigd ébR eB eeee se w terre ett C&NW, CM&StP, 1¢ 
IS nso Wb WEMES it 68s be-sseic.c es lebronree C&NW, CRI&F 
IN oon loth tt orks ok wre wie Rabat osdieelo we alae CRI& 
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(10) Unserviceable box cars belonging to roads to which this 
order applies will be handled in accordance with Car Service and 
Mechanical Division (M. C. B.) Rules, 


Each road addressed will acknowledge receipt by supplying 
copy of instructions making this order effective that are issued 
to local yard and station forces. 

L. M. Betts, manager of the closed car section of the 
car service division, April 11, called a meeting of transportation 
officers of the western roads to be held at Chicago April 13 to 
consider co-operation with the eastern and southern roads in 
making the box car order effective. 

Copies of the order were given the western roads. An 
order was issued providing for acceptance by the western roads 
of the cars sent by the eastern and southern roads. The west- 
em roads also were instructed that they must not allow any 
box cars to leave their territories empty for eastern destina- 
tions, it being pointed out that if a car supply was to be built 
up in the West it should not be dissipated by the sending of 
empties east. 


MILLS REPORT CAR SHORTAGE 


The outstanding feature of the week ended March 31, in the 
lumber manufacturing industry, according to the weekly review 
of the National Lumber Manufacturers’ Association, was the 
further curtailment of the lumber movement in Southern Pine 
territory, due, according to telegraphic reports from the South- 
em Pine Association, chiefly to freight car shortage, which is 
considered responsible for further declines in current shipments 
and a decrease of about 9,000,000 feet as compared with the same 
week of 1922. No car shortage is reported by the West Coast 
Lumberman’s Association and shipments from its member mills 
were about 35,000,000 feet in excess of last year. Shipments for 
all of the reporting mills were appreciably less than for the pre- 
ceding week but much in excess of those of the corresponding 
wek in 1922. Production and new business also declined as 
compared with the preceding week, and new business was less 
than for the same week of 1922. 

Stated in percentages, shipments were 109 per cent and or- 
ders 96 per cent of current production for all the mills. South- 
em pine mills shipped 97 per cent of production and orders 
were 75 per cent of production. West Coast mills reported ship- 
nents 116 per cent and orders 108 per cent of production. The 
nimber of reporting mills was 31 less than for the preceding 
wek. In respect to normal production figures, the 345 mills 
reporting a normal cut give actual production as 100 per cent, 
shipments 108 per cent and orders 96 per cent of normal produc- 
> tion, 

The following statistics record the lumber movement for 
lat week as compared with the same week last year and the 
preceding week this year: 


Preceding 
Corresponding Week 

; Last Week Week 1922 1923 (Revised) 

MNEs :'.. sc atdblomidik 376 366 407 

Production ....,.+..0- 230,477,558 183,589,130 244,393,858 

Shipments ........... 250,237,380 207,661,044 263,076,433 

 SaReee os 221,052,025 239,089,696 225,336,970 


The following figures give a comparison of the lumber movement 
othe first thirteen weeks of 1923, with those of the same weeks of 


Production Shipments Orders 
ME Sess «5 one kroner ELIE 2,727,667,408 3,214,563,102 3,410,834,658 
RRR RR RET Ss 2,310,314,967 2,289,363,601 2,433,910,600 
|W Increase ........ 417,352,441 925,199,501 976,924,058 





CAR POOLING PLAN 


‘If present car service is inadequate and if uninterrupted 
ar service, economically administered, is to be secured, it re- 
Mains for the carriers to decide whether such an agency as is 
‘Noposed of, by and through the railroads shall be established, 
shall the government be left to produce the result sought to 
be attained,” says S. Davies Warfield, president of the National 
‘sociation of Owners of Railroad Securities, in a new pam- 
itlet, entitled “Car Service.” 

4 “It is very definite that these questions will be decided at 


~ comagg of the new Congress beginning December next,” he 
ues, 


awe have contended that car shortage, arising primarily 


tt the attempt to recognize ownership, cannot be permanently 
tmedied through the existing car service agency of the rail- 
8, nor can other contributory causes be remedied without 
‘agency with power to bring about the recognition of the 
Merdependent relations between railroads, and that they con 
Mitute a national system.” 

Mr. Warfield asks whether it is not essential that the rail- 
Mads reach a conclusion on “these fundamental issues:” 


1—Will the railroads recognize the interdependent relations 
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existing between them and that each form a part of a national 
railway system: 

»—Does this not call for a central agency with power 
peeanary to represent the railroads in the pursuit of such 
policy; 

3.—Will the railroads assist in the establishment of such an 
agency gene any by railroad executives of their own selection, 
appowtat under regulations imposed by themselves. Will they 
abide by the decisions of this management respecting manifestly 
necessary provisions or leave them to Congress to enforce through 
a single government agency even though this would entail unfor- 
tunate political and uneconomical methods. 


hese fundamental necessities and conditions face the rail- 
roads and they must be met. 


Mr. Warfield says the act incorporating the National Rail. 
way Service Corporation—which would constitute the central 
agency—might provide for a report to the Interstate Commerce 
Commission by the trustees of the service corporation respecting 
consolidations. On this point he says: 


No more experienced agency could be selected, composed 
jointly of presidents of railroads of the four groups operating 
in every section of the country, and of representatives of the 
largest permanent public investors in railroad securities, which 
are necessarily affected by any plan of consolidations. Permis- 
sive consolidations of railroads with the approval of the Com- 


mission in each case should be made possible rather than compel 
arbitrary adherence to any specific og to be adopted by the 
Commission as now provided by the transportation act. In 
addition to requiring that consolidations shall hereafter adhere 


to the announced plans of the Commission, the act instructs the 
Commission to establish territories between which the traffic 
earnings will be substantially alike and in which the large con- 
solidations are to be made this is entirely impracticable. 


The pamphlet also contains a discussion of operating de- 
tails in connection with better distribution of freight equipment 
by N. D. Ballantyne, formerly general superintendent of trans- 
portation of the Union Pacific, and now assistant to Mr. Warfield 
as president of the Seaboard Air Line and also vice-president 
of the existing National Railway Service Corporation. 


WOOL RATE INVESTIGATION 


The Commission’s order instituting No. 14787, Wool Rates 
Investigation, 1923, the plan for conducting it so far as devel- 
oped and the reasons therefor are as follows: 


It appearing, that there have been filed with this Commission 
certain schedules proposing substantial changes in all-rail rates on 
wool and mohair, in carloads, from the Pacific coast and intermediate 
territory to eastern defined territories, which said rates are now 
under suspension until June 10, 1923, in Investigation and Suspension 
Docket No. 1738, entitled Wool and Mohair from Pacific Coast and 
Intermediate Points to Eastern Defined Territories; and that the com- 
bination rates via rail-and-water on the same commodities from said 
intermediate territory to the east via and based on Pacific ports, and 
in which no changes are proposed, are closely related to said all-rail 
rates and should be considered therewith; 

It is ordered that the Commission, on its own motion, enter upon 
a proceeding of inquiry and investigation into the reasonableness and 
propriety of the rates, rules, regulations, transit arrangements, and 
minimum carload weights on wool and mohair, in whatever condition 
and in whatever form of package shipped, from the Pacific coast and 
intermediate territory west of the eastern boundaries of the Dakotas, 
Nebraska, Kansas, Oklahoma and Texas via all-rail to all points east 
of said line; and from said intermediate territory via rail-and-water 
to the Atlantic seaboard ports; and from said intermediate territory 
via rail to the Pacific ports, locally, and as proportional rates on 
traffic moving beyond in coastwise transportation to or via the 
Atlantic seaboard ports, with the view of prescribing reasonable, 
proper, non-discriminatory, non-prejudicial, and otherwise lawful, 
rates, rules, regulations, transit arrangements, and minimum carload 
weights for said traffic, if the present are found to be unlawful; 

It is further ordered that all common carriers subject to the 
jurisdiction of this Commission, which participate in the aforesaid 
traffic, be and they are hereby made respondents to this proceeding, 
and that a copy of this order be served upon such respondents and 
upon the state commissions of the states embraced in the above 
described territory intermediate to the Pacific coast. 

Supplemental fourth section order No. 8430, wool and mohair from 
Pacific coast points: Good cause appearing therefor, it is ordered 
that such portions of fourth section applications Nos. 345, 349 and 
11996 filed by R.. H. Countiss, agent, 12012 filed by Union Pacific 
Railroad Company, 12017 filed by Great Northern Railway Company, 
and 12018 filed by Northern Pacific Railway Company, by which car- 
riers parties thereto ask for authority to continue and to establish 
rates for the transportation of wool and mohair, in bales and in 
sacks, from Pacific coast terminals to points in Atlantic seaboard 
territory, and points intermediate thereto, which are lower than rates 
contemporaneously maintained on like traffic from intermediate points 
of origin, be and they are hereby reopened for further hearing. 

It is further ordered that Fourth Section Order No. 8430 (supple- 
mental), entered February 20, 1923, postponing the effective date of 


Fourth Section Order No. 8430, entered October 30, 1922, be and it is 
hereby vacated and set aside and the effective date of the original 
order No. 8430 indefinitely postponed. 


It is further ordered that all of the above proceedings, including 
Investigation and Suspension Docket No. 1738, the schedules in which 
the respondents agree voluntarily to hold under suspension until the 
other proceedings are disposed of, be consolidated and assigned for 
hearing before Examiner Faul at 10 o’clock a. m. on the dates and 
at the places named below: U. S. Court Rooms, Billings, Mont., 
April 26; U. S. Court Rooms, Salt Lake City, Utah (particularly for 
carriers’ evidence), April 30; U. S. Court Rooms, Boise, Idaho, M: 


ay 4; 
Multnomah County Court House, Portland, Ore., May 7; U. §. Court 
Rooms, Phoenix, Ariz., May 14. 





WAITERS’ AND PORTERS’ DISPUTE 


In the dispute between the Canadian National Railways and 
its dining and sleeping car employes, the Department of Labor 


has authorized the formation of a board of inquiry under the 
Lemieux Act. 








COMMISSION ORDERS 


The International Paper Company and the Hammermill 
Paper Company have each been authorized to intervene in No. 
14530, West Virginia Pulp & Paper Company vs. B. & O. R. R. 
et al. 

The International Paper Company has also been permitted to 
intervene in No. 14531, West Virginia Pulp & Paper Company 
vs. Ann Arbor R. R. et al. 

The Commission has reopened No. 11788, Traffic Bureau, 
Davenport Commercial Club et al. vs. Director-General, A. T. 
& S. F. Ry. et al., and No. 12003, Burlington Shippers’ Assn. 
et al vs. Director-General, Ark. Cent. R. R. et al., for such fur- 
ther hearing as it may direct, solely upon the question of 
whether the order should be modified so as to permit the estab- 
lishment of a uniform differential between the rates on refined 
oil and on the low-grade oils. 

On complainant’s petition, the Commission has reopened 
No. 12539, Arizona Packing Company vs. Director-General, and 
Arizona Eastern R. R., for such further hearing as it may direct. 

The petition of intervention on behalf of John W. Eshelman 
& Sons, for extension of effective date of Commission’s order 
and for further hearing in No. 11455, Manufacturers’ Associa- 
tion of York, Pa., vs. P. R. R. et al., has been denied. 

The Commission had denied the petition for reargument 
filed by complainants in Nos. 11019, Missouri Portland Cement 
Company vs. Director-General, A. T. & S. F. Ry., 11284, Same 
vs. Director-General, 11288, Same vs. Director-General and Manu- 
facturers’ Ry. Co., and 11294, Same vs. Director-General. 

The complainant’s petition for rehearing or reconsideration 
of No. 12471, L. V. Nicholas Oil Company et al. vs. A. T. & S. F. 
et al., has been denied. 

The petition for further consideration and further hearing 
in No. 12583, Morris & Company vs. Director-General, Mo. Pac. 
R. R. et al., filed on behalf of the Director-General of Rail- 
roads, has also been denied. 

The Commission has discontinued the proceedings in No. 
13675, in the matter of the routing of traffic over the lines of 
the Kansas City, Mexico & Orient Railroad Company (Wm. T. 
Kemper, receiver) and the Kansas City, Mexico & Orient Rail- 
way Company of Texas, 

The orders of December 29, 1922, as modified by order of 
March 12, 1923, entered in Nos. 11672, Mason City Brick & Tile 


Company vs. Director-General et al., and 12708, Ballou Brick 
Company et al. vs. A. T. & S. F. Ry. et al., have been further 
modified so as to become effective May 21, upon not less than 
20 days’ notice, instead of May 14, upon not less than 30 days’ 


notice. ‘ 


The petition of the Minneapolis & St. Louis Railroad Com- 
pany, dated March 23, for a modification of Fourth Section Order 
No. 8636, rates on lime, plaster and cement from Peoria, IIl., 


entered March 9, has been denied by the Commission. 

The Commission’s order entered in No. 14104, Interchange- 
able Mileage Ticket Investigation, on March 6, has been amended 
by eliminating from the list of respondents therein named the 


Pittsburgh & West Virginia Railway Company, Lake Superior 
& Ishpeming Railway Company, and the Staten Island Rapid 


Transit Railway Company. 


The Texas Chamber of Commerce has been authorized to 
intervene in No. 14708, State Corporation Commission of New 


Mexico vs. A. T. & S. F. Ry. et al. 


Upon complainant’s petition, the Commission has reopened 
No. 11598, Jackson Iron & Steel Company vs. Director-General, 
D. T. & I. R. R. et al., for such further hearing as it may direct. 

The Indian Refining Company, Inc., has been authorized to 
intervene in No. 13568, Western Petroleum Refiners’ Associa- 


tion vs. Missouri Pacific Railroad, et al. 


The Commission has authorized the Continental Paper & 
Bag Mills to intervene in No. 14530, West Virginia Pulp & Pa- 
per Company vs. B. & O. et al., and No. 14531, West Virginia 


Pulp & Paper Company vs. Ann Arbor R. R. et al. 


The Commission has discontinued the proceedings in No. 
13163, in the matter of intrastate rates of the American Rail- 
way Express Company between points in the State of Okla- 
homa, upon receipt of advice that the discrimination complained 


of had been removed. 


Upon receipt of advice that the complaints had been satis- 

the Commission has dismissed the proceedings in No. 
14300, Southern Transportation Company et al. vs. Central Ver- 
mont Ry. et al., and No. 14427, Toberman, Mackey & Co. vs. 


fied, 


Terminal Railroad Association of St. Louis, et al. 


Upon the respective requests of the complainants listed 
below, the Commission has dismissed the following cases: No. 
13149, Pennsylvania Power & Light Co. vs. Director-General et 
al.; No. 14214, The Franklin Sugar Refining Co. vs. Florida 
No. 14423, The Southern Cotton Oil Co. vs. 


East Coast Ry.; 


Director-General; No. 14447, St. Louis Coke & Chemical Co. vs. 
Litchfield & Madison Ry. et al.; No. 14465, The R. W. Walker 
Lumber Co. vs. S. A. L. Ry. et al.; No. 14513, EB. I. duPont de 
Nemours & Co. vs. Director-General; No. 14537, Sioux City Live 
Stock Exchange vs. C. St. P. M. & O. et al.; No. 14538, Macon 
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Chamber of Commerce vs. Southern Ry. et al.; No. 14549, Hazel 
Atlas Glass Co. vs. B. & O. R. R. et al., and No. 14651, Lynch- 
burg Traffic Bureau vs. Erie R. R. et al. 


SUCCESSOR TO LASKER 


The Trafic World Washington Bureay 


It was indicated officially at the White House, this week, 
that if Chairman Lasker resigned, some one identified with the 
Shipping Board organization probably would be selected as his 
successor. The understanding is that Mr. Lasker would like to 
retire as chairman in June or shortly thereafter. It was stated 
that there was no truth in the report that Chairman Lasker’s 
successor had been selected and that when it became necessary 
to select a successor, the selection probably would be made from 
among those who had given their time and thought to the prob. 
lems connected with the board. This was construed as meaning 
that an “outsider” would not be selected. 

The President, it was said, regarded Mr. Lasker’s accom. 
plishments as chairman of the board as constituting a great 
service to the country and that they were “as clean as a hound’s 
tooth.” It was further said that the President was devoted to 
Mr. Lasker because of his great unselfish service as chairman of 
the board. The President was said to have no knowledge of 
plans looking to the selection of Mr. Lasker as “campaign man- 
ager” for the President. In this connection is was stated that 
the President felt that it was entirely too soon to be talking 
about candidates for 1924 and that if he was to be put before 
the country as a candidate on his proposed trip to Alaska, he 
would remain in Washington. 

Later in the week, it was said, the President would confer 
with the members of the Shipping Board relative to its plans for 
meeting the situation resulting from failure of the ship subsidy 
bill. The President planned to go over the matter in detail with 
the board. 

There was a disposition in Shipping Board circles not to 
construe the statement at the White House with reference to 
the selection of a successor to Mr. Lasker as meaning that the 
next chairman would be some one now connected with the board. 
It was pointed out that others than those actually identified 
with the board in an official capacity might come within the 
designation of those who had given their time and thought to 
the solution of the board’s problems. 

It was believed that if the President selected some one now 
connected with the board, Commissioners Lissner, Plummer and 
O’Connor, the latter now being vice-chairman, and Ralph Sol- 
litt, assistant to Chairman Lasker, might be considered for the 
place. 

The board met, April 10, with Chairman Lasker and, it was 
understood, went over the results of the board’s study on the 
liquidation problem. In the afternoon Mr. Lasker played golf 
with the President. 


BOARD TO CONFER WITH PRESIDENT 


The Trafic World Washington Bureau 


No solution of the problem resulting from failure of Con- 
gress to pass the subsidy bill has been found by the Shipping 
Board, it was learned, April 12, when announcement was made 
by Chairman Lasker that the members of the board would 
attend a conference with President Harding, at the White 
House, April 14, on merchant marine policy. 

“Despite the considerable study that has been made by the 
board,” said Chairman Lasker, “most likely it will be some time 
until any definite conclusions can be reached; but the board 
desires to have the benefit of the President’s views on the situa- 
tien in which it finds itself, and to put before him details of the 
perplexing problems. The board desires to emphasize that what 
ever conclusion is finally reached will be one that will insure 
the continuance and extension of adequate services under the 
American flag.” 

Members of the board believe that Congress will back them 
up in their efforts to find a way for continued operation of the 
vessels owned by the board, even though that means continued 
government operation for an indefinite period. 


POTTER OUTLINES SHIP PLAN 


The Trafic World New York Bureau 


In an address before the Propeller Club of New York, 
Charles H. Potter, president of the U. Se Ship Operators’ Assocla 
tion and of the Maritime Association of the Port of New York. 
said that, in the absence of government aid to offset the handi- 
caps on American ships, the Shipping Board should continue to 
maintain overseas trade routes until conditions at sea improved. 
He suggested scrapping inferior vessels and the adoption of a 
new plan to increase the financial responsibility of the operating 
companies. An essential feature of this plan, he said, should . 
the fixing of the board of a fair cost for the service, payment 0 


losses by the board, and, in the event that a fair profit 2 
shown, three-quarters of this amount should be set aside 
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special fund to be available for the companies later as part of 
the purchase price. 


“The Shipping Board should then serve notice on the for- 
eign lines that we expect to get a fair share of the trade,” said 
Mr. Potter. “The use of fighting ships must be discouraged. It 
was at the request of other nations that we built ships to protect 
their homes and we have the right to use them.” 

Most of the plans suggested for solution of the Shipping 
Board problem are impracticable, Mr. Potter said. Among these 
he enumerated the following: 


(1) Continuance of the present operating agreement, known as 
MO4; (2) Sale of the fleet on any terms to foreigners or Americans 
without restriction; (8) Sale of the ships to Americans only without 
restrictions; (4) Offering the ships to purchasers and requiring guar- 
anties that the services must be maintained for a definite time; (5) 
Government ownership and operation at a constant loss of about 
$50,000,000 a year. 


MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


The Democratic national committee headquarters in Wash- 
ington sees a change in President Harding’s merchant marine 
policy and “guesses” that the outcome of the existing situation 
will be that a new merchant marine bill will be submitted by 
the administration to Congress at the next session. In a state- 
ment to the press the committee’s publicity director says: 


Chairman Lasker’s prompt rejection of the American Steam- 
ship Owners’ Association’s recommendation that the U. S. Ship- 
ping Board scrap “inferior” vessels, sell all the rest to private 
owners, and then retire from business indicates that President 
Harding has revised his previous notions about disposing of all 
the ships if Congress refused—as it did—to pass his subsidy bill. 

‘If Congress fails in providing the requested alternative meas- 
ure (another plan for operating the ships), the executive branch 
of the government may proceed as best it can to end the losses 
in liquidation and humiliation,” said the president in his address 
to Congress on February 7, 1923. ; 

The Shipping Board requested suggestions as to a new policy 
and received replies from three organizations, one of which was 
the American Steamship Owners’ Association. Although the 
reommendations practically indorse President Harding’s deter- 
= to resort to “liquidation” they have not been well 
received. 

Commissioner Lissner, for example, said the American Steam- 
ship Owners’ Association was ‘somewhat disappointing” and also 
‘in some respects ambiguous .-and contradictory.” -. Chairman 
Lasker let it be known that he was not contemplating the sale 
of the ships, and it is reported that President Harding is still 
wrestling with the problem. 

It is thought to be a good guess that the administration will 
not take the risk of disposing of the ships without specific 


authority from Congress and that a new bill will be presented 
early next winter. 


SUBSTITUTE FOR SHIP SUBSIDY 


The Trafic World New York Bureau 

Imposition of higher tonnage dues on foreign vessels en- 
gaged in indirect trade routes, sufficient to make the operating 
costs on such ships equal to expenses on American vessels, is 
the plan put forward by W. M. Campion, vice-president and gen- 
eral manager of the Garland Steamship Corporation, as a substi- 
tute for the subsidy. According to this proposal a British vessel 
Dlying between New York and South America would be subject 
to the higher dues, while a British steamer between New York 


and London would pay only the same rates as the American 
boat in that service. 


The theory of Mr. Campion is that trade between two coun- 
tries belongs primarily to those countries and that it is not 
discrimination to place extra burdens upon third parties seeking 
to participate in that service. He believes that there could be 
No effective retaliation against such a policy, as very few 
American steamers ply directly between foreign ports and 


consequently similar laws abroad would not affect the American 
Merchant marine. He said: 


. Section 34 of the Merchant Marine Act of 1920 provides for the 
Troesition of discriminating custom duties on imports entering the 
aed States in foreign vessels, but this provision is so thoroughly 
Scriminatory that one does not wonder why President Wilson and 
eident Harding refrained from having Section 34 become effective. 
7 Plan discriminates in the application of tonnage dues against for- 
eign vessels, but does so only under certain conditions, and is, there; 
ore, not absolutely discriminatory, as Section 34 of the shipping act 
would have had that section become operative. 

: No foreign nation, it seems to me, could enact laws applicable to 
‘American vessels which were any more drastic than the laws we 
apply to the ships of foreign countries, and if this assumption is 
correct, then the enactment of a similar law by_any foreign country 
on affect the American ship when trading strictly between 


st ports and not when engaged in operating between the United 
ates and a foreign port. 





LABOR BOARD APPOINTMENTS 


President Harding is expected to announce recess appoint- 
ri on the Railroad Labor Board in the next few days. The 
— of R. M. Barton, public group member; Albert Phillips, 
bor group member, and Horace Baker, railroad management 
nd member, expire the middle of April. Nominations, it is 
to. have been submitted to the President by the rail-- 
hor Management and labor groups. The nominations by the 


group include the name of Mr. Phillips. 


THE TRAFFIC WORLD 


851 
TRANSFERS OF SHIPS TO FOREIGNERS 


The Trafic World Washington Bureau 

The Department of Justice has sent an opinion to the 
Department of State to the effect that the Shipping Board has 
the right to impose conditions providing that vessels, when 
transferred from the American to foreign flags, shall be sub- 
ject to confiscation by the United States if they are used to 
import, or to export, liquor into or out of the United States. 
The British government protested against the imposition of the 
condition. 

Announcement was made at the State Department, April 11, 
that a reply had been made to the Canadian government with 
reference to the latter’s protest against the Shipping Board impos- 
ing conditions when authorizing the transfer of vessels to foreign 
flags. The reply sustained the position of the Shipping Board, 
which requires an affidavit in such cases that the vessels will not 
be used to import intoxicating liquor into the United States or to 
export liquor from the United States. (See Traffic World, April 
7, p. 789.) y 

This move by the State Department put it up to the Canadian 
government to decide whether or not it will register vessels 
transferred from the American flag. 

The situation arose out of the purchase by the Canadian 
shipping firm of James Playfair, of Midland, Ont., of the Amer- 
ican vessel “Matoa,”’ and by Young and Birchell, of Sydney, N. S., 
of the American vessel “Princess.” The Canadian government 
took the position that the conditions laid down by the Shipping 
Board practically amounted to an assertion of continued control 
of ships which were no longer vessels of the United States, and 
instructions were issued to registrars of shipping in Canada 
to refuse all applications to register vessels purchased from 
United States citizens where the order of the Shipping Board 
imposed any restrictions such as those referred to above. 

The fact that the clause in question related to the liquor 
traffic did not cause the protest, the Canadian government bas- 
ing its action solely on the principle involved. It contended that 
after a vessel passed from under the American flag, the jurisdic- 
tion of the American government terminated. 


SLIGHT GAINS ‘IN SHIPBUILDING 


The Trafic World New York Bureau 


While world shipbuilding still remains below the pre-war 
level of construction, there are some signs of improvement in 
the situation as revealed by the returns for the quarter ended 
April 1 last, says a statement just issued by Lloyd’s Register 
of Shipping. But, while some increase is shown in the 
orders placed with British and American shipyards, there has 
been a decrease in the work on hand in most other maritime 
countries. The total volume of construction for the world, 
therefore, is slightly less than at the beginning of this year, if 
inclusion is given to the work on which suspensions have been 
ordered, as in the following table, which gives the figures in 


gross tons for the quarter just ended and the one ending at the 
beginning of this year: 


April 1, 1923. Jan. 1, 1923. 

Great Britain and Ireland ..............eee0. 1,492,138 1,468,599 
OE PI rane cS bc sk- sos owe ey .be-e gesleea 173,762 139,448 
EE I 5 iGo whe oaiew wise snes -cweuls bool 1,194,172 1,346,271 
WEE IN Pb bikclewinsec ome saonmcsareceee 2,860,072 2,954,318 


A more encouraging picture, however, is shown by the 
figures of work on which construction is actually under way. 
Suspensions of work in British yards now total only 181,000 
gross tons, as compared with 348,000 tons at the beginning of 
the year, while in other countries suspensions now total only 
148,000 tons, as against 216,000 tons on January 1. The aggre- 
gate of suspensions for the world, therefore, is now 329,000 
tons, as against 564,000 tons three months ago. For work actu- 
ally under way now the figures are as follows, in gross tons: 


April 1, 1923. | Jan. 1, 1923. 
Great Britain and Ireland ................... 1,311,000 1,120,000 
See IE ie vie ts o.¥ o cls Cele wos on Cowekeeeas 1,220,000 1,270,000 

On 2,531,000 2,390,000 


On this basis, it will be seen, the shipyards of the world 
are at work on 141,000 gross tons more of construction than at 
the beginning of the year; and that while British yards show 
a gain of 191,000 tons, there is a decrease of 50,000 tons for the 
other countries combined, the United States and France being 
practically the only ones to show an increase. In Germany 
there has been a decrease of about 75,000 tons. 


It is also interesting to note, says Lloyd’s Register, that 
the new orders for construction placed during the first three 
months of this year show an excess in volume over the tonnage 
launched, so that new work is apparently beginning more than 
to take the place of that nearing completion. Launchings for 
the last quarter, in comparison with the previous one, are shown 
in the following table, by gross tons: 








852 


April 1, 1923. 
5 51 


228,05 


Great Britain and Ireland 
Other countries 


World total 


Jan. 1, 1923. 
259,45 

214,471 278,326 

442,522 537,784 


The corresponding comparison on new work begun, by gross 
tonnage, in the two quarters, excepting Germany, is shown as 
follows: 


April 1, 1923. Jan. 1, 1923. 

Great Britain and Ireland ................26. 351,973 229,567 
IT a hr ee Wl ie aw 178,648 115,113 
NEE MINI S14 29 a bo saarlben ap icra alibi s <a vica ss 530,621 344,680 


While in the last quarter of 1922 world launchings exceeded 
the volume of new work by 193,000 tons, in the first quarter 
of this year new work exceeded launchings by about 90,000 
tons. In Great Britain and Ireland the new work showed a 
gain of 122,000 tons over the previous quarter, while for all 
other countries the increase was only 63,000 tons. 

Another decrease in the construction of tankers is shown 
by the returns for the last quarter.- This decline is due to the 
falling off of this class of orders in British yards, slight gains 
over the figures for the previous quarter being shown for the 
United States and other countries. The comparison in tanker 
construction for the two periods is as follows, figures in gross 
tons: 

April 1, 1923. Jan. 1, 1923. 
Great Britai and: Trelamd ... 2 ici. vccicccwccs 137,52 204,70 


’ ’ 4 
ENED E TES: SOE DP CD Seen ee eee 33,800 23,480 
Other countries 76,473 71,944 


World total 247,793 300,128 

There has been some change in the ranking of the various 
shipbuilding countries during the last quarter. Britain and 
Germany are still first and second, but Italy, which was third 
at the beginning of the year, has changed places with France, 
which was fourth. The United States, which was sixth, has 
changed places with Holland, and is now fifth. Japan and the 
British Dominions are still seventh and eighth, in the order 
named. France shows a gain over the amount of tonnage in 
hand three months ago. Germany’s decrease of 73,000 tons 
brings her well under her pre-war level of construction of 547,- 
000 tons. The construction in the various smaller countries, 
as compared with three months ago, is as follows, in gross tons: 


ee 


eee eee 


April 1, 1923. Jan. 1; 1923. 
NINN 205 fia ais 5 Mie cn alls: oy ra paegi shane ole mina aw bibles 43,027 416,081 
NI rics: ase ah chien e athinest Hothmise oan allas WANS ate asia 209,581 188,525 
RR Sala g 45, a IEC 3 Ae bid etek ons alld eke male wales 185,001 211,499 
EE, a, <a bss ais w/e stenieha@ suntand- ain Sibmieae Serta 121,321 142,969 
IE EY ai a Soeie Eceracy ick 0 so Guat here ale d aide © akare eae alee 83,357 93,831 
PCED he re ae et ree 45,035 49,245 


\ 

Of the total orders placed with the shipyards of. the world, 

British shipbuilders now hold more than half, as the following 
table of percentages shows: 


April 1, 1923. Jan, 1, 1923. 
Great Britain and Ireland ;............ccccees 52.2% 49.7% 
MIMO CHORD {Je 08'S. iene Ince liveweecboseesenies 6.1% 4.7% 
DOING, 5 wipe oie Bowie Hance o Di pees Haws aieid shee viabis 12.0% 14.1% 
ROE WUENIOE. Cos SiS to cteeteaeneceseeo aces 30.7% 32.5% 


Compared with April 1, 1922, the shrinkage in world ship- 
building amounts to 819,000 gross tons. In that year the total 
orders in British yards shrank from 2,236,000 to 1,492,000 tons. 
In American yards, however, there was an increase from 136,- 
000 to 173,000 tons, and in the other countries combined, a de- 
crease from 1,307,000 tons to 1,194,000 tons. 


LAKE TRANSPORTATION CASE 


The Trafic World Ottawa Bureau 


The final sessions of the Royal Commission on lake trans- 
portation conditions are now on at Ottawa. The evidence is all 
in, and the time will be devoted to the summing up and argu- 
ments of counsel for the various interests concerned. The Can- 
ada Steamship Lines, the Great Lakes Transportation Company, 
the Matthews Steamship Company, the brokerage firms known 
as the Standard, Tomlinson and Western, are the chief interests 
under fire. The Dominion of Canada and the Canadian Council 
of Agriculture, are the complainants. 

All of the April 5 session was taken up by H. J. Symington, 
counsel for the government, who had not finished when the ses- 
sion adjourned. He summed up the evidence taken at the previ- 
ous sittings at Winnipeg, Fort William, Montreal, and Toronto, 
and analyzed the many documents put in as exhibits, undertak- 
ing to show that a combine existed among Canadian steamship 
men that had the effect of artificially increasing the cost of 
transportation of the western crop and worked to the detriment 
of producer and consumer. In summarizing the ten main alle- 
gations on which the order-in-council creating the commission 
was based, he declared that nine had been brought home to 
those charged, the only one having been controverted to any ex- 
tent by counsel for the shipping men being that which declared 


that, as a result of the combination, unjust and unreasonable 
rates existed. 
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He devoted much time to the relations between the Canada 
Steamships, Ltd., and its brokerage subsidiary, the Standarq 
Shipping Company, by which the latter concern became the rate 
fixing medium on the lakes and exercised a control over the 
allocation of space which rendered competition impossible, He 
undertook to prove that not only were the rate-fixing arrange. 
ments of the shipping men wrong but the system whereby the 
two brokerage firms insisted on controlling the placing of jp. 
surance on cargoes at double the rate at which is could be place 
in competition was unjustifiable. He claimed that it had beep 
proved that Messrs. Wolvin and Tomlinson, in Winnipeg, were 
in full charge of the chartering of vessels and absolutely cop. 
trolled rates and in many cases showed discrimination in the 
allocation of space. 

He gave a number of instances where the power possessed 
by the brokerage firms had resulted in glaring cases of discrin. 
ination against individual shippers. He read a telegram from 
W. H. Hall of the Standard Shipping Company to Wolvin, of 
the same company, advising that “before taking care of the Grain 
Growers (in the matter of space) we had better take care of 
Sid Smith,” Mr. Smith being a shipper who had wired the Min. 
ister of Trade and Commerce that he had no complaint to make 
against the allocation of space and did not favor the suspension 
of the coasting laws to permit American competition on the 
lakes. “There could not,” said Mr. Symington, “be a more glar. 
ing instance of discrimination than this. The man who used 
his own right and independence and did not intervene on be 
half of the vessel men loses his space, while the man who inter. 
venes is looked after.” 

James Stewart, another large grain shipper, had also urged 
that the coasting laws be suspended. Mr. Wolvin wired Mr. Hall: 
“O. K. Smith. Do not want to offer Stewart anything on ac. 
count of Ottawa.” 

Mr. Symington contended that, under the present system, 
there was discrimination against Canadian in favor of American 
shippers; against Canadian and in favor of American ports; and 
that American shippers from Canadian ports were favored as 
against Canadian. He instanced the case of the Armour, of 
Chicago, contract to carry grain from Chicago to Montreal at a 
rate much lower than fixed for Canadian vessels between Canadian 
ports, and declared that rates favored American as against 
Canadian millers. He declared that the maintenance of a dif- 
ferential as between: the all-water and the lake and rail route 
was a discrimination against the former. “We have spent mil- 
lions on our waterways system and it is proposed to spend mil- 
lions more but if the steamboat companies can combine with the 
railway companies to say that the rate by water shall be just 
so much lower than the rate by rail and water, what is the use 
of talking about further development of waterways?” 

He claimed that the Canada Steamship Lines and the Stand: 
ard Shipping Company practically controlled a monopoly of the 
space available and could create congestion and switch space 
where they wished. The whole machinery lent itself to control, 
centralization, and combine. 


NO SHIPPING GAIN IN SIGHT 


The Trafic World New York Bureau 


Prospects for an improvement in ocean transportation, which 
steamship men thought they saw about the first of the year, 
have proved to be illusions, said Sir Frederick Lewis, recently 
chairman of the United Kingdom Chamber of Shipping and head 
of several large British lines, on his arrival in New York. He 
‘explained that there had been a slight revival in rates and ton- 
nage, due chiefly to the movement of coal to Europe, but that 
this was temporary. 


Before there can be any material improvement in shippiné, 
he said, there must be a settlement of the financial and economic 
ills of Europe, especially the controversy between France and 
Germany, and, furthermore, there must be a readjustment of 
conditions within the marine industry. He remarked that there 
was now 25 per cent more shipping in the world than before je 
war as compared with 25 to 30 per cent less trade. Many ° 
these vessels are old an obsolete and must eventually be scrapped, 
he added. 


One of the reasons for the recent depression in the ship sales 
market abroad and also in shipbuilding is the uncertainty ae 
rounding the plans of the Shipping Board to dispose of its mi" 
said he. Reports that the board will sell a large number rs 
vessels abroad at low prices has not only caused shipowners . 
withhold orders for new tonnage but has disarranged their plan: 
to dispose of old tonnage, he said. - 

He expressed the belief that the present agreement a 
the Shipping Board and the Liverpool Conference of a 
Lines, under which each transports one-half of the movemss a 
Egyptian cotton to the United States, would be —a “ 
existing terms. He would not comment on the propos taat 
tension of the United States coastwise laws to the Philipp this 
except to say that when the islands were taken over a 
country approximately two-thirds of the capital invested 
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was British, and that their interests should be considered to a 
certain extent. 


COLOMBIAN RATE WAR ENDS 


The Trafic World New York Bureau 


The Colombian Steamship Company, Inc., has been organized 
under the laws of Delaware with a paid in capital of $500,000 
to engage in trade between New York and Colombia, accord- 
ing to an announcement from H. H. Raymond, president of the 
Clyde-Mallory Lines. The new concern was formed to buy from 
the Shipping Board five vessels formerly operated in that serv- 
ice by the Clyde Line. The first sailing was on April 10, from 
New York. 

This development marks the end of the rate war started 
last spring when the United Fruit Company withdrew from the 
conference as a protest against government competition with 
its own American flag ships. Rates dropped to 25 to 35 per 
cent of their previous levels. As a result of the purchase of the 
ships from the board, thus removing competition by the govern- 
ment, an agreement has been reached by the new company and 
the United Fruit Company for an increase in rates effective April 
15, on an average of 60 per cent of the previous tariffs. 

The vessels bought by the Colombian Line were the Baracoa, 
Bogota, Bolivar, Bridgeton, and Martinique, averaging slightly 
more than 4,000 deadweight tons each, for which the company 
is understood to have paid $76,000 each. C. H. Pearsall will be 
vice-president and general manager of the company, and M. A. 
Kerwin will be traffic manager. 


SHIPOWNERS ASK HIGHER RATES 


The Trafic World New York Bureau 


Belief that orders for coal and coke from European buyers 
will increase, resulted in continued strength in charter rates 
the last week, despite the decline in actual contracts. Shippers 
were active in seeking business but apparently had covered all 
requirements at the moment. The rates asked by owners, ac- 
cordingly, were above figures at which shippers were willing to 
make future commitments. 

Fixtures for the week were not as numerous as in the pre- 
ceding week but rates continued their upward trend. Tonnage 
offerings for May and April loading were heavier. 

Activities in coal chartering was again confined largely to 
French Atlantic ports, to which seven or eight fixtures were 
made at $3.50 to $3.75 a ton for April loading, the higher price 
being paid for spot ships. The latest quotations from owners, 
according to Funch, Edye & Co., are $4.00 a ton for similar 
business in April or May. Little demand was evident for the 
Antwerp-Hamburg range. There was a moderate demand for 
April tonnage to West Italy. Spot tonnage was placed at $4.75 
aton. Shippers later were offering only $4.35 to $4.40, while 
owners asked $4.50 to $5.00, according to the time when the 
vessel is to be available. The coke demand was keen the early 
part of the week but eased off when immediate requirements 
were met. A number of ships were chartered for April loading 
to Dunkirk or Antwerp, at rates which advanced to $5.70 for a 
prompt steamer. Owners have been holding for $6.00 a ton, but 
shippers do not seem ready to close at this figure. 

_ There was some activity in grain for Mediterranean ports, 
with shippers paying 21 cents per 100 pounds for April loading 
to West Italy ports. Five figures were reported at 20% to 21 
cents, while one steamer was reported at 23 cents. One charterer 
Was said to have paid 21 cents per 100 pounds for a May ship, 
which, if correct, was above the rate of 20 cents recently offered. 
ong was little activity in full cargo business for Continental 

rts. 


There were no changes of importance in sugar and lumber. 


BRITISH AND U. S. SHIPPING 


“British publications now admit that Great Britain expects 
to pay her indebtedness to us by the increased earnings of her 
shipping in carrying American imports and exports, due to the 
ailure of Congress to extend legislative ail to American ship- 
ping,” saysa statement issued by the National Merchant Marine 


Association, of which Senator Ransdell is president. The state- 
Ment in part follows: 


tori tow Shall We Pay Our U. S. Debt?” is the title of an edi- 
eee in the Liverpool Journal of Commerce of February 27, 
The the day following Senator Ransdell’s speech in the Senate. 
© British paper states: 
Senator Joseph E. Ransdell is convinced that the 
eens: t to the United States will be paid by the British 
ie o- ile Marine, and he is not far wrong, though perhaps he 
a thine at the matter from a different angle to that of people 
plane side of the Atlantic.” Summarizing Senator Ransdell’s 
Britien on of how British ships will pay the indebtedness, the 
sixt publication admits that Britain formerly carried about 
Nagher cent of our trade and adds: 
Rinae _ British ships will earn in freight for carrying goods 
ence betes an states something like $300,000,000, and the ditrer. 
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British deb 


pay the bear Be, amount now earned and this will just about 
Sixty years, * 
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Well, we shall all have the opportunity of, fudging 
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whether Senator Ransdell is right or not, for the Shipping Sub- 
sidy Bill is dead, and is not likely to be revived yet awhile. In 
any case, if we do pay our debt in this way, it will be money 
well earned, and what more can anyone desire.” 

Under the heading: “Aggressive Policy Needed,” The Finan- 
cial Times, of London, in its issue of March 1, last, says: 

“A prominent member of the U. S. Senate has stated that 
the British mercantile marine will earn the money required to 
pay off the British debt to the United States, and this is a view 
shared by most people connected with shipping on this side. 

“The United States paid in 1922 freight money amounting to 
$500,000,000 gross on its imports and exports. It is estimated that 
the British mercantile marine picked up one-third of this, but 
in the future, after the U. S. Shipping Board fleet has been dis- 
posed of, British ships should earn more. 

“There is something in this, of course, and it may be added 
that the British merchant marine is now ready to earn all the 
money it can, in order to keep the country solvent. 

“The United States cannot hope to have it both ways. If 
Great Britain is to hand over gold, goods, or services to the value 
of £30,000,000 to £40,000,000 per annum for something like sixty 
years to the American treasury she must have an opportunity of 
earning the money and it will be done by the mercantile marine. 
The fate of the ship subsidy bill having been settled, it now 
behooves British shipping to pull itself together and make a big 
effort to increase its usefulness.” 

In other words, the British argument is that we should turn 
over our ocean-carrying trade to Britain so that she can pay us 
back out of our own pockets the money we lent her. 


GOETHALS DISCUSSES NEW CANAL 


The Trafic World New York Bureau 


Growth of shipping through the Panama Canal will make 
necessary the construction of a new waterway within 30 years, 
according to a prediction by General George W. Goethals, builder 
of the present canal. He would not discuss the proposition to 
build the Nicaragua Canal at an estimated cost of $500,000,000 
to $1,000,000,000. 

This statement was not entirely in accord with the views 
of S. B. Williamson, chief engineer of the Pacific Division of 
the Panama Canal, who said that with the building of an addi- 
tional set of locks and the proposed Athajuela dam, to impound 
water that now runs to waste during the rainy season, the 
capacity of the canal can be increased to 78,000,000 gross tons 
annually, with 56 lockings a day, and that this enlarged capacity 
would accommodate the greater tonnage for many decades. 

Mr. Williamson said that, from a study of the progress of 
the world’s merchant shipping the active tonnage at present is 
about 55,000,000 tons, with a canal tonnage of 14,300,000. He 
calculated an increase of 27,000,000 tons every ten years. On 


this basis the aggregate tonnage through the canal would be as 
follows: 


2 ASRS SARS cay deg “Ai ptewepetananinrenim spre nt P ears heies wy Sete 23,800,000 
BN aoe cot anne neeNieeusideus cus tase ewiv ele enee 32,400,000 
Mee sa 9 :6ie dws 4'0 4 4'0'c sen 5 bc bie S60 514s eee ois'se-vie 41,100,000 
Bo OS Ee ee eee re yee ee 49,710,000 


In Mr. Williamson’s opinion the Athajuela dam will have 
to be built between 1940 and 1950, thus increasing the capacity 
of the canal from 49,000,000 to 78,000,000 tons a year. These 
figures and deductions are trustworthy, General Goethals stated. 


SALE OF CANADIAN SHIPS 


The Trafic World Ottawa Bureau 


The announcement was made that 27 of the 64 ships in the 
fleet of the Canadian Government Merchant Marine will be 
offered for sale by public tender, and should satisfactory offers 
not be received they will be held for disposal by private sale. 
The vessels to be disposed of are of the smaller type, more 
suitable for coastwise than overseas trade, but yet not adapted 
structurally for economic operation through the Canadian 
canals. During the past two years a number of them have 
been in operation on the upper lakes. The ships are mainly 
of the 2,800, 3,400, and 3,750 ton type, but include six of the 
5,100-ton type. The latter are suitable for overseas trade, and 
are being sold because they are in excess of fleet requirements. 
The smaller vessels cannot successfully compete for overseas 
business with vessels of the larger type, and are thus confined 
to coastal business. The Canadian coast trade is limited, and 
the government has more vessels than it needs of the smaller 
type used in the coal trade between Cardiff and Mediterranean 
ports and the British and Baltic ports. 

The ships to be sold include the following: Canadian 
Sealer, Canadian Miner, Canadian Adventurer, Canadian Sower, 
Canadian Pathfinder, Canadian Engineer, Canadian Trades, 
Canadian Sailor, Canadian Coaster, Canadian Beaver, Canadian 
Farmer, Canadian Gunner, Canadian Harvester, Canadian Ob- 
server, Canadian Logger, Canadian Rover, Canadian Signaller, 
Canadian Warrior, Canadian Trapper, Canadian Hunter, Cana- 
dian Raider, Canadian Aviator, Canadian Rancher, Canadian 
Settler, T. J. Drummond, J. A. McKee, and Sheba. 


SHIP SALES 
The Shipping Board has announced the sale of the Hahira, 
a steel tanker of 10,238 d. w. t., to the Union Oil Company of 
California, and of the Argus, a steel cargo vessel of 9,607 d. w. t., 
to the McCormick Intercoastal Steamship Company. 
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Traffic Lesson No. 34 


Special Services and Privileges (Continued)—Thirty-fourth Lesson in the Course Written for 
the Traffic World by Grover G. Huebner, Ph. D., Professor of Transportation 
and Commerce, University of Pennsylvania.* 


In the preceding lesson the various types of switching 
services and trap on ferry car, peddler car and weighing services 
were described. In the present discussion, the remaining im- 
portant services and privileges will be taken up. 

The privilege of reconsignment enables the shipper to obtain 
a through rate from point of origin to ultimate destination, when 
he is not certain as to what the final destination will be. This 
service adds greatly to the fluidity of traffic movements. For 
example, the great bulk of the bananas imported into the United 
States are delivered to the Gulf ports. Being of a perishable 
nature, the fruit must be sent on toward the consuming markets 
without any delay. The shipper frequently has obtained no 
buyer but he knows that somewhere in the north he will be able 
to dispose of the shipment. So he starts the car of bananas on 
its journey towards the large consuming markets, with the 
privilege of reconsigning the car to the purchaser when he has 
sold the fruit. Other perishables and grain, hay, coal and many 
aditional products are handled in a similar way. 

In some instances, the service performed by the carrier 
may be diversion and not reconsignment, although these terms 
are frequently used interchangeably. Strictly speaking, recon- 
signment is a change in the destination, routing, consignor or 
consignee after the car has been placed for delivery; diversion 
involves such changes before the car is placed for delivery. Di- 
version is thus primarily clerical work only, whereas _recon- 
signment involves an additional haul of the car. 

This distinction is seldom observed in practice, however, 
the term consignment being used in both instances. The rail- 
road rate charged is the through rate from the point of origin 
to final destination, through the reconsignment or _ diversion 
point; if no through rate is quoted, then the combination rate 
to and from the reconsignment point is charged; and if any 
back-haul is involved, an extra charge is usually incurred for 
this. 


The general regulations governing the reconsignment serv- 
ice have been investigated on two occasions by the Interstate 
Commerce Commission.; The Commission considers reconsign- 


ment as a special service to be granted at the option of the 
carrier; but when the privilege has been once extended, the 
Commission exercises its power to remove discriminations and 
to approve reasonable regulations and charges. 

Some of the important regulations which ordinarily govern 
reconsignment follow: 


1. The car must not be broken in bulk. 

2. Requests for reconsignment must be made in writing 
by the consignor or the consignee to the agent at point of 
origin, or to the general freight agent, traffic manager, super- 
intendent of transportation or superintendent of car service of 
the line having the goods in possession. 

3. The original bill of lading must be surrendered, or, in 
lieu thereof, in “straight” shipments, ownership of the goods 
must be established, and in “order” shipments, a bond of in- 
demnity or other satisfactory security must be provided. In 
some cases. mere endorsement of the reconsignment instruc- 
tions is made on the order bill of lading. 

4. Only one change in destination is generally permitted 
for one car except on coal, fruits, vegetables, grain, etc. If 
subsequent changes are requested, which necessitate a car 
movement, the shipment is treated as a reshipment from the 
point of reforwarding. The rate charged is the rate to and from 
the latter point to the final destination, plus a charge which 
in Official territory usually is $6.30 per car. 

5. If the car, after having had one diversion or reconsign- 
ment, is stopped short of the billed destination, the rate is 
based on the rates to and from the first reconsignment point 
plus $6.30 per car in Official territory and any other reconsign- 
ment charges incurred. 


6. If the car is stopped for delivery of goods, or for diver- 
sion, reconsignment or reforwarding before arrival at the origi- 
nal billed destination; or, in case such destination is located 
within a terminal yard, then before arrival of the car at the 
terminal yard, a charge of $2.70 per car is usually made in Of- 
ficial territory and the point at which it was stopped is con- 
sidered to be the destination of the shipment. These last two 
regulations involve stoppage in transit, which is, in itself, a 


*This particular article was prepared by Roland L, Kramer, M. A., 
Instructor in Commerce and Transportation, Univ. of Penna. 

The Reconsignment Case, 47 I, C. C. 590, Dec. 24, 1917. Recon- 
signment and Diversion Rules, 58 I. C. C. 568, August, 1920. 


separate privilege. The charges imposed as above are gener. 
ally lower in Southern and Western territories than in Official, 

7. No charge for reconsignment or diversion is _ usually 
made. 


(a) For a single diversion or reconsignment, provided that the 
request for such is received at the original billing point before the 
car leaves the yard where and that no extra movement of the Car js 
involved. 

(b) For a change in consignee after the car is placed for delivery, 
provided that no extra movement or change in billing records js 
involved. 

(c) For diversion or reconsignment necessitated by embargoes 
en route or at destination imposed subsequent to the acceptance of 
the freight by the carrier. 

(d) For specific exceptions made by each individual, railroad, 


8. Reconsignment of less than carload freight is permiss- 
ible if it is loaded in one car, from one station, on one day, by 
one shipper, on one bill of lading for delivery to one consignee, 
at one destination, provided that the revenue on the freight is 
not less than that on a specified minimum weight. 

9. Under the National Code of Demurrage Rules, only 
twenty-four hours free time is allowed for cars awaiting re 
consignment. 

Separate regulations are imposed by the different carriers, 
although uniformity is being gradually accomplished. 


Transit Privileges 


Transit privileges, of which there is a great number, com- 
prise another group of special services which increase the 
fluidity of traffic movements in the country. The specific pur- 
pose of transit privileges is to permit raw materials to be 
unloaded en route for the purpose of performing a commer: 
cial process on them and then to be reforwarded as finished 
or semi-finished products, the through rate being protected. 
Thus, under milling-in-transit, grain is hauled to the milling 
centers, turned into flour and shipped out to destination on 


the through rate. Flour may be stopped in transit and 
blended with other grades of flour. Lumber is_ unloaded 
for dressing or for creosoting; cotton is stopped for com- 


pression; wool is scoured, combed and graded; structural 
iron and steel is stopped and worked up, in which case the 
privilege is known as fabrication in transit; livestock is un- 
loaded en route to market for the purpose of fattening, the 
service being designated as feeding in transit; or, due to the 
presence of contagious diseases among the animals they may be 
shipped in transit; and many other commodities are similarly 
favored. The effect of the transit privilege is to foster compe 
tition between growers, industries, commercial centers, etc., due 
to the favorable transportation rates obtainable. 

As indicated by the above illustrations, transit services are 
usually granted only to those commodities which move at the 
same or nearly the same rates on both the raw and finished 
products. Reasonably direct shipment from point or origin to 
final destination is required and the privilege is usually not ex 
tended if round-about or back-hauls are involved. 

The Interstate Commerce Commission has held that trai 
sit services are based on the theory that the transportation 
contract has not been completed and that the entire shipment 


from point of origin through the transit point to destination is’ 


the same in principle as if the shipment had moved through 
without shipment. (Columbia Malting Co. vs. Y. C. R. R., 53 
I. C. C. 187.) It is thus an integral part of the rate quoted, 
and the Commission has the power to establish transit privr 
leges whenever warranted by conditions. The extension of 
the privilege is not dependent upon the will of the carrier, as 12 
the case of reconsignment. 


Some typical regulations of transit privileges follow: 

1. Only shippers, transit house owners and operators are 
allowed the privilege. , 

2. Accurate and detailed records must be kept as required, 
including records of all shipments, origin and disposition there 
of, etc.; affidavits must be made as to the correctness of the 
records, if called for by the carrier; and all records must be 
subject to inspection by the carrier. 

3. The maximum time which is allowed for holding the 
shipment in the transit house before being loaded out 1S gen 
erally fixed at one year. In the case of creosoting of lumber, 
the Commission has approved a time limit of two years. | ‘ed 

4. The inbound freight bill must be paid within a specifie 
time (usually ten days) after unloading at the transit house. 

5. There must be surrendered a sufficient number of 1 
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pound freight bills to cover the tonnage shipped out, or to cover 
tonnage otherwise disposed of. 

6. Due to the commercial process performed, there is bound 
to be some discrepancy between the weight of the raw material 
and the weight of the finished product. For this reason, the reg- 
ulations provide for the amount of invisible loss which will be 
allowed without penalty. These allowances vary widely, due to 
the inherent nature of different commodities. 

7. Ordinarily, the commodities shipped out of the transit 
house must be of the same kind as those shipped in, although 
the identity need not be the same. For instance, in unloading 
grains for grading, all those of one particular grade are placed 
together. It is impossible to ship out the identical grain which 
was shipped in, but if wheat had been unloaded, then barley or 
rye could not be loaded out in place of it. Some mixing of com- 
modities with other materials is permitted under the _ regula- 
tions, however. The extent of such mixing is clearly defined. 

8. The rate charged is the through rate on the finished 
product from point of origin through the transit point to final 
destination. In some cases, an extra charge is made for the 
transit privilege. 

The possibilities of fraud on the part of the person who ob- 
tains transit privileges is so great, that the carriers have been 
forced to adopt detailed regulations. The enforcement of these 
regulations is known as “policing of transit.” This function is 
performed by a corps of experts located at important transit 
points, and by traveling inspectors for other points. Moreover, 
fraudulent practices result in discrimination against the shipper 
who is honest, thus encountering legal prohibition. 

The methods which are employed for assessing the rate on 
commodities which have taken advantage of the transit privilege 
vary in the following manner, as illustrated by the practices in 
milling-in-transit: 

1. Some railroads charge the local grain rate to the milling 
point, and when the flour and mill products are billed out, refund 
the local rate and bill the flour and mill products as such from 
point of origin of the grain, or rate basing point, to destination. 

2. Others reduce the local rates originally collected to the 
milling point to a figure which, added to the rate charged from 
thence to destination, equals the through rate via the milling 
point from origin to destination. 

8. Still others bill the grain at the local rate subject to ad- 
justment by claim. 

Storage in transit is a special privilege distinct from the 
storage service discussed later in this article. Some commodities, 
such as agricultural implements and apples, are unloaded at a 
storage point and held until the market becomes favorable for 
shipping them on to destination. A maximum time of twelve 
months, as in the case of other transit privileges, is usually pro- 
vided, and the through rate is protected. 


Lighterage 


Lighterage is a transportation service performed by many 
types of harbor craft in order to properly deliver railroad freight. 
A some places in the United States, particularly points located 
on Lake Michigan and San Francisco, much freight is delivered 
not by rail, but by these water carriers. The service ordinarily 
being included in the freight rate and forming an integral part of 
the haul, it is considered as an all-rail movement. 

The area of a port within which lighterage is performed is 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words 
to the line; numbers and abbreviations counted as words; 6 point type; 
Payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 


POSITION WANTED—Auditor; now examiner with I. C. C., 
traffic man, college education; has advanced rapidly by constant 
traffic study and successful results during fourteen years of inter- 
line, disbursement and general balance sheet accounting. Executive 
experience. References. Address Retlaw, Traffic World, Chicago. 


, . POSITION WANTED—As Traffic Manager or assistant for large 
industrial firm. Thoroughly conversant with all traffic problems; i 


years’ experience. Married; age 34. Top notch referen 
H. I. T. 527, Traffic World, Chicago. D ces. Address 


POSITION WANTED—Traffic Mana i 
: v ger desires to change his posi- 
tion. Well qualified to save you money and to assist you my | neil 


ae meee ways than one. Address N. D. R. 531, Traffic World, 


el essssssusssssesssssnsssnsnssnessneseen 
ireight meen WANTED—Rate and Traffic man, seven years’ general 


trunk line, including freight solicit : ; 
oMmce, » inc ation; LL.M. degree; 
law act, District of Columbia bar, specialist in interstate commerce 
ae rn connection availing of such experience in mixed or special 

“ity, any location. Address T. O. N. 535, Traffic World, Chicago. 


FOR SALE—Several 
oak railroad ties, 6x8 8" pga manufactured, good quality No. 1 


Pearson, South Bend. Indiana. Also some 7x9 oak switch ties. L. E. 
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known as the lighterage limits and it is accurately defined in the 
carriers’ tariffs. Within the “free lighterage limits” prescribed, 
the carriers. will receive and deiver specified commodities free of 
charge. For articles not enumerated and for lighterage to sta- 
tions outside of the free limits, a charge of 314 cents per hundred 
pounds or 76 cents per ton gross or net, subject to minimum car- 
load ratings and a minimum charge of $11.50 per car, is charged 
at New York. For extra heavy commodities (over three tons at 
New York) additional charges are usually imposed. Various re- 
strictions are also made in lighterage tariffs due to the capacities 
of stations to handle different kinds of traffic. 


Storage 


Storage is a warehousing service performed by the carriers 
when freight is left in their possession by the consignee beyond 
the free time allowed. The purposes of storage charges are to 
facilitate the delivery of freight and prevent accumulations of 
freight on railroad property. To this extent there is a similarity 
to demurrage charges. But storage charges are also assessed for 
a distinct service of warehousing, which is, in itself, a special 
service or privilege. 

The rules governing storage are now practically uniform on 
all lines and are those adopted by the American Railway Associ- 
ation Tariff Bureau. The important provisions of these rules 
follow: 

Rule 1. Defines the freight which is subject to the rules. 
“Freight received for delivery or held to complete a shipment or 
for forwarding directions, if stored or held in or on the premises 
or tracks of the railroad;” equipment moving on its own wheels 
as freight; less-than-carload freight loaded into or delivered direct 
from cars; except when the loading or unloading is performed 
by the shipper or consignee; freight unloaded from cars, on 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or tion man in the city. 


transporta 
DEEP WATER AND RAIL CONNECTION 









WACO, TEXAS | TEXAS THE HEART OF TEXAS 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, IIl. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 


NEW YORK CITY 


WANT POOL CAR DISTRIBUTION SERVICE 
WANT A DISTRIBUTING WAREHOUSE 
WANT A DELIVERY SERVICE IN GREATER NEW YORK 
WANT YOUR SHIPPING AND STORAGE PROBLEMS 
YOU TO RECEIVE PERSONAL ATTENTION 


Get in touch with 


L. Ellinger Distribution Warehouses 
24 Washington St., New York City 


TOLEDO, OHIO Seb ara ye: Ri etbormasiegea he gacrtte 5 









The Toledo Terminal Warehouse Co. 
028-930 GEORGE STREET 
TOLEDO, OHIO 
STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 
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which the free time under demurrage has expired while in the 
cars and on which no free time will be allowed under storage 
rules; and carload freight unloaded. Certain types of traffic are 
excluded from the rules. 

Rule 2. Notice of arrival of goods must be sent within twen- 
ty-four hours of such arrival. Refused or unclaimed freight must 
be so reported to the consignor, if possible. 

Rule 3. Free time of forty-eight hours is allowed for the re 
moval of freight, with extensions in the case of parties located at 
interior or non-railroad points. On outbound shipments not 
marked so as to enable prompt forwarding the day the freight is 
received, storage commences at the first 7 a. m. after receipt of 
the shipment. Only twenty-four hours free time is allowed on l. c. 
1. awaiting completion of shipment or reshipment, and on dan- 
gerous articles generally. 

Rule 4. Computation of time. Fractions of 24 hours are 
considered as one day, and fractions of 100 pounds are taken as 
100 pounds. Sundays and legal holidays are excluded. Time be- 
gins, for inbound freight, at 7 a. m. after notice of arrival has 
been sent or given consignee, and for outbound freight, at 7 a. 
m. following the receipt of the goods by the railroad. 

Rule 5. Charges. The carrier reserves the right to place the 
goods in a public warehouse, if it so desires. After the expira- 
tion of free time, the charges are: 


(a) For each of the first five days, 144 cents per 100 pounds. 

(b) For all days after,that, 3 cents per 100 pounds. 

(c) Minimum charge for five days or less is 25 cents and for six 
days or more is 50 cents, per shipment. 


Carload freight unloaded to release equipment is charged for 
at the same rate as would accrue under demurrage and _ track 
storage. 

Rule 6. Special regulations governing the storage of explo- 
sives and dangerous articles. Storage charges for these com- 
modities are higher than for other freight. 

Rule 7. Claims for the extension of free time. These reg: 
ulations are similar to those provided in demurrage rules. Free 
time may be extended in case of weather interference; when 
carrier’s agent demands freight in excess of tariff authority; 
when delay or improper notice of arrival has been sent or 
given; when an error of the railroad prevents proper tender of 
delivery; and when the delay is occasioned by the United States 
Customs. 


Miscellaneous Special Services 


Refrigeration is a special service performed by the carriers 
to preserve perishable freight from spoilage. This subject will 
be more fully described in Lesson No. 36. 

Stoppage in transit has already been referred to in the dis: 
cussion of transit and reconsignment privileges. This service 
may also be employed for the purpose of partly unloading or com- 
pleting the load en route; or to feed and water stock; or in con- 
nection with reconsignment, to test the market. The through 
rate is protected and usually an extra charge is made for the 
stoppage service. 


In the shipping of livestock, two other important services 
should be mentioned. Bedding is the provision of straw or other 
material for the comfort of the animals, and for which a charge 
per car is made. Yardage is the storage of livestock in stock 
yards, at a fixed charge per head. 


The protection of perishable freight from spoilage involves 
services other than refrigeration or pre-cooling. Thus, felt, paper 
or some other material may be used to protect the property, in- 


stead of refrigerator cars; and in transporting meats especially, — 


racking and stripping of the cars may be necessary. This ma- 
terial is usually furnished by the shipper and the carrier agrees 
to return it free of charge. 


In shipping grains, the setting up of bins in the cars in- 
volves bulk-heading charges and grain doors may also be provided 
to prevent leakage and to retain the load. 


Loading and unloading of carload freight, although usually 
performed by the shipper and consignee, is, when performed by 
the carrier, also a special service, for which an extra charge may 
or may not be made. 

In all of the special privileges discussed in this and the pre- 
ceding lesson, it will be noticed, that, with the exceptions specif- 
ically mentioned, the special service is not a part of the regular 
line transportation service and may be granted at the option of 
the carrier. In every case, whatever the practice of the railroad 
might be, it must be entirely free from any discrimination and 
any charges that are imposed must be reasonable and are sub- 
ject to the approval of the Interstate Commerce Commission. 


VALUATION OF W. & N. 


The Commission has placed a final value of $1,887,100 on 
the property of the Wisconsin & Northern Railroad Company 
as of June 30, 1917. The company had outstanding on date of 


valuation $1,503,567.66 in stocks and long-term debt, of which © 


$1,496,917.64 represented capital stock and $6,650.02 funded debt. 
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Personal Notes | 


J. C. Emig has been appointed assistant general freight agent 
agent for the Norfolk Southern, with headquarters at Norfolk. 
The office of assistant to the general freight agent was abolished, 

C. L. Hinnant has been appointed eastern general freight 
for the C. C. C. & St. L., the Cincinnati Northern and the Evans. 
ville, Indianapolis & Terre Haute, at Cincinnati, O., in charge 
of industrial development. H. B. Wood has been appointeq 
industrial agent for these companies at Cincinnati. 

W. T. Hickerson has been appointed traffic director at 
Chicago for the Kansas City Salt Producers, an affiliation of 
six salt mines in Missouri and Kansas. 

John G. Rodgers, vice-president of the Pennsylvania Rail- 
road System, in charge of the Northwestern Region at Chicago, 
died at Camden, S. C., April 11. 

In the April 7 issue of The Traffic World the name of E. EB. 
Dore, newly appointed traffic manager for Stein-Hall Mfg. 
Company at Chicago, was misspelled. Mr. Dore succeeded 
Jos. H. Donnell, who resigned to become one of the traffic 
counselors for the LaSalle Extension University. 

W. F. Huneke has been appointed storekeeper for the C. B. 
& Q. Railroad at Plattsmouth, Neb. G. A. Goerner has been 
appointed to a similar position for the same road at Clyde, Ill. 

R. E. Owen has been appointed traffic manager for the 
Beaver Products Company at Chicago, succeeding F. P. Dough- 
erty, who resigned to become traffic manager for the Universal 
Gypsum Company at Chicago. 

C. C. Day has been appointed city freight service agent for 
the L. & N. at Louisville. He is succeeded as traveling freight 
service agent at Montgomery, Ala., by J. S. Dailey. 

A. J. Whitman has been appointed traffic manager for the 
American Agricultural Chemical Company at New York, to suc- 
ceed George H. Eaton, who resigned. 

John I. MacTaggart, chief traffic manager for the New York 
Central lines at Chicago, died April 8. 

James C. Gross has been appointed assistant general freight 
agent at Pittsburgh for the Buffalo, Rochester & Pittsburgh 
Railway. J. A. Fullerton has been appointed commercial freight 
agent at Buffalo and William A. Clemens commercial freight 
agent at Chicago for the same road. 

A. Waldbauer has been appointed general eastern agent 
for the Alabama & Vicksburg and the Vicksburg, Shreveport 
& Pacific at Pittsburgh. E. C. Kunde has been appointed com- 
mercial agent at Pittsburgh for the same lines. 

Robert Hunter has been appointed general agent for the 
San Francisco-Sacramento Railroad at Pittsburgh, Pa. 

At the annual meeting of the board of directors of the 
Steel Steamship Line, New Orleans, N. M. Leach was elected 
president and Semmes Steel, vice-president. 

W. W. K. Sparrow and J. W. Taylor, both assistants to the 
president of the Chicago, Milwaukee & St. Paul Railway, were 
appointed vice-presidents. Mr. Sparrow will be in charge of 
finances and accounting and Mr. Taylor in charge of purchases 
and stores. F. H. Johnson was made assistant to the president, 
but no appointment was made to fill the vacancy caused by the 
death of Vice-President E. D. Sewell. 


DOINGS OF THE TRAFFIC CLUBS 


John W. Clark, assistant traffic manager of the Big Four 
and vice-president of the St. Louis Traffic Club, was the prin 
cipal speaker at the meeting of that club held at the Hotel 
Statler, April 9. George T. McClure, traffic manager of the 
International Shoe Company, also addressed the meeting. 





W. J. L. Banham, president of the Associated Traffic Clubs 
of America, will speak before the Society of Automotive Engr 
neers at their annual convention at the Hotel Winton, Cleveland, 
on April 26. The title of his address will be “The Co-ordination 
of Motor Truck and Railway Transportation.” 





The second of the forum meetings of the Traffic Club of 
New York was held in the club rooms at the Waldorf-Astoria, 
April 11. Robert S. Binkerd, vice-chairman, committee 0 
public relations of the Association of Railway Executives, spoke 
on “Some Phases of the Present Transportation Situation. 
The meeting was in charge of F. H. Plaisted and John Mc 
Auliffe, Jr., vice-presidents of the club. 





Members of the Traffic Club of Kansas City will attend 
the opening baseball game at the Kansas City American Asso 
ciation baseball park, April 19, in. a body. 





The climax of a membership campaign, which resulted 2 
increasing the membership of the Traffic Club of Kalaman 
by 50 per cent, was a dinner at the Park American Hotel, — 
29, in which the losing team feasted the winning team to 







‘@ . eee | 










igo, 


Ife. 
ded 
iffic 


eel 
Til. 
the 
igh- 
rsal 


for 
ight 


the 
gue- 


‘ork 


ight 
irgh 
ight 
‘ight 


gent 
port 
com- 


the 


the 
cted 


» the 
were 
e of 
1ases 
dent, 
y the 


Four 
prin- 
Hotel 
r the 


Clubs 
Engi- 
land, 
ation 


ub of 
toria, 
e on 
spoke 
tion.” 
. Me 


ttend 
Ass0- 


ed in 
naz0o0 
March 

to 4 


April 14, 1923 


New York-Baltimore-San Francisco 


VIA PANAMA CANAL 


PASSENGER AND FREIGHT vy tn SR 
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lavana, 
WESTBOUND SAILINGS UND SAILINGS 
alti- San Los 
New York more Norfolk Francisco Angeles 
ECUADOR........ Apr.24 Apr.16  ...... SANTA MALTA. - 26 . 28 
SANTA PAULA..: Apr.30 Apr.24 Apr.25 VENEZUELA... ay 3 May 6 
SANTAROSA..... ay15 May 9 May1@- SANTABARBARA, May 9 May 11 
COLOMBIA ...... May18 Mayl0_...... SANTA CLARA. May25 May 28 
Thereafter every 10 days ECUADOR ..... May 26 May 28 
OFFICES: Thereafter every 10 days 
Dest oi iictere esd Hoge Building Norfolk....... Southgate Fwd. & Stg. 
Baltimore...Continental Building Cleveland........ 613 Engineers Bidg. 
Pittsburgh ............ Century Bldg. 


PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zone 


S.S. CORINTO, April 16—S.S. CUBA, May 2 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 









TAYLOR EDWARDS 


Transfer and Storage Co. 





Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 
DISTRIBUTION CARS _ POOL cars 


Furniture Packed, Shipped 
Delivered, Forwarded or Stored. or Stored 


No Switching cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 





The Power in Volume 


The total volume of our bookings is so great that 
we are enabled to offer our clients impartially the 
lowest freight and insurance rates obtainable. 


Your shipment—from a case to a cargo—can 
secure this advantage—if you ship through Andrews. 


Established 1884 


D. C. ANDREWS & CO., Inc. 
27-29 Water Street, New York 


Boston Office Philadelphia Office 
92 State Street 788 Drexel Building 




















Consider our facilities for handling 
your shipments to and from 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 


PUBLIC WAREHOUSES AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated|/Terminals, 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 


DISTRIBUTION 
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The Port of Houston 





HOUSTON IS A COFFEE PORT— 


And there are several reasons why Houston is the logical 
Port to handle the Import Coffee Business, for Texas and 
tributary territory. 


The reasons are as follows: 


Houston has the location, Warehouse Facilities, Rail Con- 
nections and the most modern equipment for handling 
this commodity. 


The warehouse available for the coffee business contains 
115,000 square feet and has a spotting capacity of about 
70 cars at one time. 


Special machinery has been installed for handling coffee 
and like commodities, consisting of a main conveyor and 
portable conveyors which TRANSPORT THE BAGS 
DIRECT FROM THE SHIP INTO THE WAREHOUSE. 


Listen to this record: 


-The S/S “TAPAJOZ” started discharging a cargo of 


34,000 bags of coffee at our port under date of March 26th. 
On it were 10,000 bags for the Cheek-Neal Coffee Company. 


This was the largest total consignment of coffee for any 
one roaster yet received by way of Houston. 


The first sack of coffee of this cargo came out of the hatch 
at 9 A. M. Due to the efficient system of handling; in a 
short time this coffee company had a supply in their 
uptown warehouse. 


A rush order from the U. S. Government at Fort Sam 
Houston, San Antonio, Texas, for 30,000 pounds of roasted 
coffee was waiting. ’ 


The plant started to clean, assort, roast and grind from 
the coffee unloaded from the Ship that same morning, and 
the same night this carload left for San Antonio. 


How about this for service? 

And it applies to other business besides coffee. 
Why not try us out. 

For further particulars address 


DIRECTOR OF THE PORT 


Court House, Fifth Floor Houston, Texas 





chicken dinner. Ed C. Nettels, of Postum Cereal Company, 
Battle Creek, Mich., was master of ceremonies. 


The Transportation Club of Louisville has joined the Asso- 
tiated Traffic Clubs of America. 


SHOE AND LEATHER TRAFFIC COUNCIL 


A meeting of the recently formed Traffic Council of the New 
England Shoe and Leather Association was held at the rooms 
of the association April 5 for the purpose of perfecting the organ- 
ization. Secretary Thomas F. Anderson presided and made a 
statement covering the present New England transportation con- 
ditions and outlook. 

William H. Chandler, manager of the transportation depart- 
ment of the Boston Chamber of Commerce, addressed the twenty- 
five traffic men present on the value of such an organization 
to the New England shoe and leather industry and gave some 
suggestions as to methods and policies. 

Charles H. Maynard, general agent of the Merchants’ & 
Miners’ Transportation Company, outlined the plans of the com- 
pany for increased coastwise steamship service, both freight and 
passenger, for the coming season. 

There was a general discussion of the railroad and steam- 
ship situation, as affecting New England shippers, following 
which Carlton D. Blades of the George E. Keith Company, Brock- 
ton, was elected chairman of the Council, and the following sub- 
committees were elected: 


Shoe Trade—F. B. Small, of W. L. Douglas Shoe Co., Brockton, 
Mass.; B. J. Rounds, Cushman-Hollis Co., Auburn, Me., and R 
Cc. Johnson, Haverhill Chamber of Commerce, Haverhill, Mass. 

Leather Trade—Frank B. Turner, of National Leather Co., 
Boston; George W. Newman, of Winslow Bros. & Smith Co., 


Boston, and C. L. Garritt, of the United States Leather Co., 
Boston. 


Accessory Trades—Charles C. Hoyt of Farnsworth, Hoyt Co., 
Boston; C. B. Baldwin, United Shoe Machinery Corporation, Bos- 
ton, and Hugh Miller, United States Rubber Company, Boston. 


FOREIGN TRADE CONVENTION 


Traffic men will be among the delegates in evidence at the 
tenth national foreign trade convention at New Orleans, May 
2, 3, and 4. James A. Farrell, president, United States Steel 
Corporation and chairman of the National Foreign Trade Council, 
announces in his call for the gathering that the central theme 
will be, “European Conditions as Relating to World Trade.” 

C. H. Markham, president, Illinois Central Railroad, will 
addres the convention May 4, his subject being “Railway Serv- 
ice for Foreign Trade.” He will be followed by Mr. Farrell, 
who will speak on “The Shipping Situation of the World.” For- 
eign trade problems as they affect the transportation terminal 
and brokerage phases of overseas trade will receive considera- 
tion at the convention. 

Among the delegates already registered for the meeting 
are: R. L. Walker, Jr., vice-president and treasurer, Williams 
& Terhune, Inc.; Harry K. Barr, president, Barr Shipping Cor- 
poration; H. H. Harvey, president, and George W. Bankell, 
traffic manager, D. C. Andrews & Co., Inc.; H. F. Bell, foreign 
freight traffic manager, Erie Railroad, New York; F. L. Bate 
man, president, and K. H. Hinrichs, general manager, export 
department, Trans-Continental Freight Company; G. E. Stolp, 
general oriental freight agent, Chicago, Milwaukee & St. Paul 
Railway, Chicago; E. A. Bynum, vice-president and general 
manager, Texas City Terminal Railway, Texas City; E. C. 
Guion, traffic manager, Texas City Terminal Company, Galves- 
ton; Alfred J. Ball, foreign freight agent, Pennsylvania Railroad 
System, Philadelphia; Roger D. Pinero, general traffic man.- 
ager, Port of Astoria, Astoria, Ore.; and W. L. Richeson, presi- 
dent, W. L. Richeson Company, Inc., New Orleans. 


NEW YORK PORT PLAN 


The Trafic World New York Bureau 


In his testimony, April 6, in the hearing before the Inter- 
state Commerce Commission and the Port Authority, Gen. 
George W. Goethals, consulting engineer of the Port Authority, 
made the following statement relative to Belt Line No. 13, run- 
ning from Edgewater to Bayonne and now in four railroad 
ownerships, which has been decided on as the first step in the 
effectuation of the proposed plan for the port development: 











We find in Line No. 13 an existing facility linking these terminals 
together but at present operated in such a haphazard and unscientific 
manner that neither efficiency nor economy is attained. It is our 
duty under the laws, so far as practicable, to adapt existing facilities 
as integral parts of the new system, 

It is not improbable that an early step in the effectuation of the 
comprehensive plan will be the unification of lighterage and car 
floatage facilities, but these facilities are merely an extension of the 
trunk lines, and it is difficult to conceive of a successful co-ordination 
of the lighterage and floatage facilities -without a prior co-ordination 
and unification of the railroad terminaf facilities on the Jersey shore. 
Long Island and the Bronx must be linked with the trunk lines, and 
the comprehensive plan provides for a tunnel between Greenville and 
Bay Ridge. : 

The facilities between Greenville and Bay Ridge, whether taking 
the form of a tunnel or a car float service, must be so unified and 


THE TRAFFIC WORLD 


Vol. XXXI, No. 15 


co-ordinated as to give shippers in Brooklyn and the Bronx the 
advantage of the service of all the trunk lines. 

This means, in short, that all the trunk lines must have access 
to the Greenville Bay Ridge tunnel or car floats, and necessitates a 
belt line under unified operation which will provide that access. Line 
No. 13 under unified control would serve that purpose. 

It will be seen, therefore, that, whether we consider the lighterage 
and floatage or the particular needs of Brooklyn and the Bronx uni- 


fication of line, No. 13 or its equivalent is a necessary condition 
precedent. 


Again, there are important industries along the Jersey water 
front which, through the effectuation of the comprehensive sian. 
would be served by all the trunk lines. In Hoboken there are large 
steamship terminals. The efficient and economical handling of traffic 
to these industries and to the steamers demands a unified belt line 
operation. Belt Line No. 13 will serve this purpose also. 


It goes almost without saying that the efficient operation of a 
belt line under unified control is more economical than an aimless, 


planless sort of operation by several railroads trying to operate the 
same belt line at the same time. 


At the final hearing representatives of the Port Authority 
attempted to demonstrate that the present system of handling 
traffic on that territory as grossly inefficient. Billings Wilson, 
assistant chief engineer of the Port Authority, gave instances 
of freight cars being sent many times the distance, by cir- 
cuitous routes, that would be required over the proposed 
belt line. John Nicolson, counsel to the Shipping Board, said 
the board was in favor of the plan. 

Spokesmen for the Port Authority asserted that, despite 
the declarations of the railroads, that they were willing to co- 
operate in the new plan, a number of carriers had refused to 
give any information on the subject. Among those mentioned 
were the Delaware, Lackawanna & Western, the Lehigh Val- 
and the Central Railroad of New Jersey. Further testimony 
was to the effect that switching charges on the railroads were 
so high that competing lines were prevented from using them, 
and that the method of operation was such that traffic was 
frequently blocked for hours. It was stated that the railroads 
had remedied this condition on April 1, after the present pro- 
ceedings were started. 

Examples of circuitous routing were developed by Mr. 
Wilson through questions by Wilbur La Roe, associate counsel 
of the Port Authority. Tracing the route on a map, Mr. Wilson 
showed how a tank car filled with linseed oil, routed from 
Undercliff, N. J., to Bayonne, N. J., a distance of 131% miles 
by the belt line, actually traveled 17914 miles and took four 
days to reach Bayonne. This car traveled through Paterson, 
N. J., Easton, Pa., Bound Brook, N. J., and Newark, N. J., be- 
fore reaching its destination. 

Robert J. Cary, general counsel of the New York Central, 
asked how many instances like that occurred during a year. 

“We will give you enough to make you tired,” replied Mr. 
La Roe. 

Another illustration given by Mr. Wilson showed that a car 
shipped from Undercliff to Keansburg, N. J., a distance of 42 
miles, actually travelled 187% miles. Another example was a 
car from one part of Jersey City to another, a distance of four 
miles, which was routed \so that it took four days and travelled 
54 miles. Other instances were placed in the record. Mr. 
Wilson said the purpose of this routing was apparently to in- 
crease the revenues of the companies, and Mr. La Roe added 
that it was due to the “selfish interest” of the railroads. 

Mr. Wilson testified that, in his opinion, much better results 
could be obtained by unified operation of the propcsed belt line, 
which would be accomplished by the merger of four smail rail- 
roads, and that the new system would be available to all the 
carriers. He said that, at present, seven roads made a limited 
use of the waterfront tracks, but that delays were frequent and 
that the usual practice was for each railroad to haul shipments 
to its own terminal and place them on lighters for delivery on 
board ships. 

Commissioner Potter inquired if the inefficiency could not 
be remedied under private operation, adding that these were 
instances of inefficiency. 

Julius Henry Cohen, counsel for the Port Authority, declared 
that the problem was not one of correcting railroad service but 
involved a much greater, general plan. 


The support of the Shipping Board in the Port Authority 
plans for the development of the harbor was pledged by Mr. 
Nicolson at the close of the hearings on Saturday. This was 
followed by statements from officials of the Port Authority that 
they were confident they would be successful in carrying out 
their plan. They expected to get the project started at an 
early date. 


Mr. Nicolson’s statement was as follows: 


The Shipping Board is naturally interested in this problem from 
the viewpoint of the American merchant marine; it is well this is So 
for the purposes of the present case, for it is noticeable that steam- 
ship lines using terminals in New York harbor have not been made 
parties to the proceeding and are not represented, although some of 
the questions presented are of vital interest to the water lines in their 
access to and use of the rail terminals and in their routing of freight 
to destinations, as well as in other ways. | 

The principle here involved, as we view it, is as follows: ' 

On the other hand, a shipper in the interior should have full oppor- 
tunity to forward goods for their ocean transit by any line of steam- 
ships he desires, no matter on what trunk line railroad shipments may 
originate; his option of the shippers should be wholly untrammeled by 
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Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk Shipments; Make 
Local Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We’re up on our toes for service. 
THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 


Merchandise Storage and Pool Car 
cingsmdkon ces Distribution 


2,000 CAR LOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 
NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 


















ROUTE YOUR CARGO VIA 


Mobile GulfportPensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 





Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


Sailing from Gulfport Apr. 21. 
U.S.8S.B. 8.8. COAHOMA COUNTY. , Sailing from Pensacola Apr. 24. 
Sailing from Mobile Apr. 30. 


HAMBURG AND BREMEN 


U.S.S.B. 8.8. Sailing from Pensacola May 2. 
BE = ++ s+ vee Sailing from Mobile May 15. 


LIVERPOOL AND CORK 


U.8.8.B. 8.8. ANTINOUS.......... Sailing from Mobile May 19. 
re . { Sailing from Pensacola May 22. 








LONDON AND GRANGEMOUTH 


} Sailing from Gulfport May 14. 


U.S.S.B. 8.8. EFFINGHAM......... Sailing from Mobile May 22. 


Sailing from Pensacola May 25. 


Waterman Steamship Corporation 


“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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Joint Services with 
Hamburg - American Line 
NEW YORK TO HAMBURG 


bi oe eee Apr. 22 *MOUNT CARROLL.....May 10 
*MOUNT CLAY ....... ee > VON NM vo via x wisi 0:5 6:0:0.0'4 May 17 
$RELIANCE ............ May 1 *MOUNT CLINTON..... May 24 
*#THURINGIA .......... May 3 FURMEAMING Bios ovccees May 29 


*3rd Class Passengers.. + Cabin and 3rd Class Passengers. 
$ Ist, 2nd and 3rd Class Passengers. | 


BOSTON TO BREMEN AND HAMBURG | 





Ph ait kcgse tiv ore vai h sath a Satie baSihentnet ie neas Shasecsas x May 
PHILADELPHIA TO BREMEN AND HAMBURG 
BRASILIA (via Baltimore and Norfolk).................. Apr. 18 

FURST BULOW (via Baltimore and Norfolk)............. Apr. 28 

| KERMIT (via Baltimore and Norfolk).................... May 18 
BALTIMORE TO BREMEN AND HAMBURG | 
ES Rae Apr. 25 | 
FURST BULOW (via Norfolk)..............cccccececeece May 5 | 
oo ERS ee ta ee oe eee May 26 
NORFOLK AND NEWPORT NEWS TO BREMEN AND } 
BRASILIA einearsinne | 

amin Mle Wie aie ere ieio le:& lelviele ace.a50/hise ole.6\4,61% 406! bieGe'o ie Apr. 
EY INT... 5 vais ch va) E aus- pacer ly hoc les bike ine oa tidodke ~ 0 a 


I Fhe sind iicie-0's 50195 wrt wibw.poww gon palveuiod oscdeenee 


NEW ORLEANS TO BREMEN AND HAMBURG 
oe rn re rere First Half of M 
Through bills of lading via Hamburg to all Scandinavian, Baltic, | 
Mediterranean, Levant and African Ports 














General Offices: 39 BROADWAY, New York 
WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICE: BALTIMORE, Maryland Casualty Tower Bldg. 
AGENTS: 


BOSTON.......... American-Hawaiian S. S. Co., 40 Central Street 
PHILADELPHIA...... American-Hawaiian 8S. S. Cc., Bourse Bldg. 
, & SEER eames Seer: Richard Meyer Co. 


SE SS rae ee sae Harriss, Magill & Co. 


















-AMERICAN-HAWAIIAN 5.8. Co. 


INTERCOASTAL SERVICES 
To Los Angeles, San Francisco, Portland, Seattle, Tacoma 


NEW YORK—WEEKLY BOSTON—WEEKLY 





















| | een Apr. 15 MISSOURIAN ......... Apr. 14 
ee Apr. 20 MINNESOTAN ......... Apr. 21 
MINNESOTAN ......... Apr. 26 CALIFORNIAN ....... Apr. 28 
CALIFORNIAN ......... May 3 PENNSYLVANIAN ....May 5 
PENNSYLVANIAN ....May 10 







Loading Pier 6, Bush Term., 
/  $euth Brooklyn. 














PHILA.—WEEKLY BALTIMORE 
AMERICAN ............ Apr. 18 Pe eee Apr. 22 
SII 6.0.0 6;6°0.0:0.0:0 0:8 Apr. 25 i ft || a May 1 | 
MONTICELLO .......... May 9 MONTICELLO ......... May 15 



















CHARLESTON 
co eer 


MOBILE 
BUBBA «06.0605 00000 


SAVANNAH 
SUDBURY ......sccceoes 


NEW ORLEANS 
SUDBURY ......-scc0e 



























Through bills of lading, via Los Angeles to San Diego, via San 
Francisco to Oakland, Stockton, Sacramento, Cal.; and to Hono- 
lulu, Hilo, Kahului and Port Allen, Hawaiian Islands. H 















General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 


BOSTON..... 40 Central Street PITTSBURGH...... Oliver Bldg. 
CLEVELAND.. 242 The Arcade ROCHESTER...Commerce Bldg. 
PHILADELPHIA. .Bourse Bldg. 


AGENTS: 






































Foo 0 .46ps caprinhiee eigen ao ialaieel John M. Born, Candler Bldg. 
BALTIMORE........ United Am. Lines, Md. Casualty Tower Bldg. 
ID, 555 Fie cinrels yp bbee dW nai Kedibnie 0 2jRGadeb od Street Bros. 
CHICAGO ...... .United American Lines, 327 South La Salle St. 
EN sia 5.5 Sete Ne 00d brac be denies weyers thie Page & Jones 
ak EP Se eee ee a, ee Richard Meyer Co. 
IIIS 06: Creo oo we 5's o-oatesi0 bce Camere M. J. Hogan & Co. 





GENERAL PACIFIC COAST AGENTS: | 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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any monopolistic power, the railroads, if unrestrained, may exercise in 
favor of a water terminal it may happen to own, or in favor of any 
particular ‘gE line in which it mer be specially interested or 
with which it may have preferential working agreements. 

On the other hand, eve steamship under the American flag in 
arriving in New York should have equally to berth at a terminal which 
shall have access to all interior points, no matter on what trunk line 
railroad they may be located. The facilities should be substantially 
- — and direct from one terminal as from any other terminal at 
the port. 

In the way mentioned a shipper could get the benefit of full com- 
petition between steamship lines for the ocean haul, and this point is 
important; as to the rail haul the shipper is not at the mercy of the 
rail line, even if it is the only line running from the point of origin 
of shipment, for the Interstate Commerce Commission affords him 
protection and under present law the protection as to rails is adequate 
and complete. : 

With the water haul the shipper is not suitably protected with 
respect to rates, hence the need of ample competitive facilities. 

At smaller ports the proves presented can be solved by having a 
centralized terminal at which the rail lines focus and having sufficient 
wharfage space to accommodate all vessels using the port. With 
larger ports this is obviously impractical and the solution rests in the 
existence of a belt line connecting all terminals with all railroads, and 
operated on a basis of absolute equality of opportunity and treatment 
as to all cargo movements, in or out, no matter to what terminal des- 
tined or from what terminal it comes. 

In principle, therefore, our present belief is that Section 13 of the 
New York Belt should be made to meet this co-ordinate test, and, as 
it relates to the busiest part of the Jersey waterfront, it properly 
ae immediate consideration by the Interstate Commerce Com- 
mission. 


COAL CAR SUPPLY CONDITIONS 


The Trafic World Washington Bureau 


In a general survey of transportation, distribution and labor 
conditions in the principal bituminous coal fields as of April 1, 
F. R. Wadleigh, federal fuel distributor, this week reviewed 
‘car supply conditions by states as follows: 


Alabama—Car supply for the field averages about 60 per cent and 
it is not expected that any matrial improvement in conditions will 
result that will give better than 60 to 65 per cent car supply through- 
out the year. A few of the railroads are using assigned cars for out- 
put contracts of fuel coal with consequent deletion of supply to mines 
not supplying fuel coal. Movement generally normal and no serious 
congestion or delays occurring, practically all of the larger roads 
serving this field have recently placed orders for additional power and 
cars, delivery in some instances beginning at once, but the bulk of 
equipment and power ordered will not be available before early fall. 
Demand on the part of contractors for road building material, lumber 
companies, pig iron shippers and other users of open top equipment 
is heavy and that demand will o_o continue strong throughout 
the year with its consequent effect on supply of open top cars for 
coal loading. 


Colorado and New Mexico—Transportatien 
good with good car supply and movement. 


Illinois.—The car supply generally in Illinois is adequate, and the 
movement of offered shipments is prompt and satisfactory. Should 
market conditions make it possible for all mines to operate three days 
per week, a shortage of cars would quickly develop. 


Indiana.—Transportation conditions, car supply and movement are 
all that could be asked for because they are all that are wanted. 


Maryland.—Transportation conditions have shown a slight improve- 
ment as there was during the month of March a 55 per cent coal car 
distribution. 


Ohio.—Transportation conditions are very bad, the car supply run- 
ning as low as fifteen percent on The Wheeling and Lake Erie and 
Pennsylvania and as low as twenty per cent on the Baltimore & Ohio 
Transportation disability has been the outstanding deterrent factor, 
and Eastern Ohio mines are averaging less than 40 per cent of full 
worktime. The car supply for Southern Ohio for March was 32 per 
cent the first week, 35 per cent the second week, 39 per cent the third 
week, and 43 per cent the fourth week. This has been followed by 
an increased loading despite the slump in the market. 


Oklahoma, Arkansas and Texas.—While considerable car shortage 
was experienced at Oklahoma mines during the last four months of 
1922, car supply in Oklahoma since the first of January, 1923, has been 
in excess of requirements, due to light demand. Mines in Arkansas 
experienced acute car shortage, not only during the last four months 
of 1922, but during the first two months of 1923. Many mines in that 
State operated less than three days per week for lack of cars through- 
out the past winter. Practically all Southwestern railroads have 
been crippled because of inadequate supply of motive power in operat- 
ing condition, 


Pennsylvania, Pittsburgh distrct.—Car supply has been way below 
normal, due not so much to car shortage as to the slow movement of 
ears. This varies so much with the different railroads that it is almost 
impossible to give a general average as to the car supply. 


Central Pennsylvania district.—This distrct is loading from 18 to 19 
thousand cars per week, and can easily load 24,000 cars per week. 
The transportation situation in this district on the Pennsylvania lines 
is bad as the average supply to the commercial mines, those which 
do not have assigned cars, was about 16 per cent of the rated capacity 
during the month of March. 

Northern Pennsylvania district.—The transportation conditions 
were very good in Group No. 1, including operations on the Bessemer 
& Lake Erie Railroad. The car supply and car movement was also 
good. This however, would not apply to the Pennsylvania Railroad 
or the B. & O., as their car supply was very poor during this period. 

Somerset County district.—Transportation conditions are about 
the same in this district and the car supply is unimproved. 

Kentucky (Hazard County, Harland County and Southern Appalach* 
ian districts).—The transportation has been very poor in the Hazard 
County district but has improved considerably within the last ten 
days and right at this time is about 40 per cent. In the Harlan 
County district, transportation conditions with the L. & N. R. R. have 
been bad since April. 1922, and at the present time this district is 
receiving not over 27 per cent supply of cars, and this on a very 
much reduced rating of the mines which was made by the L. & N. 
R. R., based on their June ratings, so that this showing cannot be 
laid to the over-rating of the mines. 

Generally, transportation conditions have not improved to any 
considerable extent. In fact, the commercial mines are still suffering 
from a very acute car shortage. Week ending March 24th, shipments 
on the various divisions in this section were as follows: 


conditions are very 
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Se ee. Sees” Bele oer ee eee e ee 5,775 tons. 
Knoxville Division, L. & N...............- 26,795 tons. 
Center TAVIGINL. “THON. 6 63< osc 0. Ge Hee os kee Bos « 61,130 tons. 
Co We A Sta. ck. RY..t.50.:..: Me BALD ses tb a 31,850 tons. 
Be Ee ee RR OSS 0 8 RS oe SIRT Ye 5,600 tons. 





177,150 tons. 

which is 38.8 per cent of the potential capacity of the field. A most 
unusual condition exists in these fields, in that there has been a tre- 
mendous decrease in the demand for coal on the dealers and con- 
sumers and there has been absolutely no improvement in the coal 
car supply furnished these mines, which has been totally inadequate 
ever since July 1, 1922, and under which coal car supply the mines 
have been able to operate their tipples only one and one-half or two 
days per week on the average. Usually during periods in which there 
is a_lack of demand for coal, the coal car supply is ample to meet all 
of the requirements at the mines, but such is not the case at the 
present time in the districts referred to. 

In accordance with suggestions made at a conference of trans- 
portation officials of the railroads and the coal operators of the 
country, the coal mines generally throughout the country have been 
given revised ratings upon which the available coal cars of the car- 
riers are distributed at the mines and, effective March 1, 1923, the 
Louisville & Nashville Railroad Company undertook to revise the 
ratings of the mines served by it; a compaison of said ratings in 
se March 10th, with the ratings in effect on February 10th, is as 
ollows: 


February March 

Sie 10, 1923 10, 1923 
Louisville & Nashville R. R. 50 ton cars 50 ton cars 
Hazard district: 

(Eastern Kentucky Division)............... 2,587.2 1,294.7 
Harlan & Southern Applachain Dist: 

OES SE eee ee 81.6 67.8 

(Cumberland Valley Division)............. oe 3,180.0 2,354.4 

ee a aa ee oe eee 481.5 338. 


From the above it will be seen that there has been a great re- 
duction in the ratings in the various districts, but, notwithstanding 
this, the mines have not been able to operate their tipples on the 
average as much as two days per week. 

_ In these districts there have been no loaded cars held at the 
mines because of lack of orders, which might have been the case had 
the L. & N. R. R. Co. been able to furnish all of the cars ordered by 
the mines. It is anticipated that the movement of lake cargo coal 
will soon begin and the volume of such coal will be large, provided 
sufficient cars are furnished by the carrier to meet requirements of 
the shippers. 

West Kentucky district.—Transportation conditions, generally 
speaking, are satisfactory, but in the last week the car supply has not 
been sufficient to take care of orders received on shipments on the 
Illinois Central Railroad, although there have been quite a number 
of no bill of various grades of coal standing on track. 

Tennessee.—Transportation conditions are unsatisfactory, as the 
car supply is inadequate. 

_ Utah.—Motive power of the respective railroads serving this dis- 
trict is reported to be in excellent condition. At this time they are 
using about 25 per cent only of their cars for the movement of fuel. 
However, they are moving fuel from their storage piles for their cur- 
rent consumption. One railroad is an exception, using about 60 per 
cent of its coal car equipment. There has been an excess supply of 
cars on hand the past ninety days, and, as no other commodity is 
demanding the use of equipment usually required by the coal mines, 
there are a good many idle cars. However, this condition will un- 
doubtedly be eliminated in the fall of the year when sugar beets and 
other farm products begin to move. 

Virginia.—For the past several months the field has experienced 
a continued car shortage, which has reduced production by approxi- 
mately 50 per cent. The week just closed shows some improvement 
and assurance was given by the railroad officials that this improvement 
will increase. Some of the railroads serving this field have experienced 
a serious shortage of power, which has retarded the movement of 
coal and the handling of available empties. 

Washington.—Jransportation conditions and ear movement have 
been very good, no complaint whatever to offer. Car supply also has 
been quite adequate. There are two or three instances where mines 
were idle a short time on account of no cars, but this was caused 
by some trivial local condition. 


3 West Virginia, Kanawha district.—The transportation condition 
in the district is very poor, the supply averaging about 30 per cent 
with no improvement in sight. The Chesapeake & Ohio Railway, on 
March 10th, made horizontal reduction in all allotments of 30 per 
cent. After making this reduction, they have. been able to furnish 
only two full days car supply a week to mines on their system. The 
movement of loads away from the mines has improved and loads are 
moving more promptly out of yards and through gateways to con- 
necting carriers. The situation of the operators on the Chesapeake & 
Ohio is critical, as for three or four months past the car supply has 
not in any month exceeding 30 per cent, which has meant that con- 
siderable labor has been lost to the fields. The C. & O. R. R. has 
taken this time for a horizontal reduction in rating, using available 


number of loaders in each mine as one of the basing factors in car 
allotment. 


If ocean freight rates could be held for a period, at some figure 
to meet foreign competition, even if below cost of operation, it might 
be possible to develop an export market for the next three months 
at least. This would have some bearing on the car supply on the 
Cc. & O. R. R. and N. W. R. R. as car movement and turn-around on 
Tidewater shipments is much better than on inland shipments west- 
ward. Industrial consumers inland also should be asked to depend 
on direct mine shipments and provide storage, rather than waiting 
to buy distressed consignment coal from day to day. 

Logan County district.—The car supply in the Logan district has 
not increased at all; in fact it is just as bad now as during mid- 
winter. The railroad on the first of March, arbitrarily cut the ratings 
of all mines 36 per cent, thereby increasing, on paper, their car sup- 
ply, but the actual increase on cars has not been noticed. Movement 
out of this District is good, and likewise on the System. The trouble 
seems to be in the return of empties. . 

Winding Gulf district—Transportation conditions in the District 
show but very little improvement over the conditions that have pre- 
vailed since the first of last July. The present car supply is from 
two to two and one-half days per week. The movement of loads 
on the Virginian is retarded on account of lack of motive power. 
Officials of that road advise that commencing June ist, there will 
be an improvement, ‘ 

Northern West Virginia distriet—The B. & O. R. R. is giving 
a car supply ranging from 25 to 30 per cent of the present rating. 
However, the tonnage moving has been in excess of the 1920 average 
for the past 10 or 12 weeks. There is no congestion at the terminal 
peteis. and practically no lost time between the mine and scale 
stations. 

Pocahontas district.—Very little improvement in ear supply which 
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Ships taking cargo, Norfolk Municipal Union Terminal 


DEPENDABLE STEAMSHIP SERVICE 
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is running approximately 42 per cent of mine rating. During the past 
two weeks, due to demand for Tidewater shipments, westbound move- 
ment is decreasing and eastbound to tide increasing, bringing move- 
ment more nearly normal than has been the case for the past 
twelve months. ransportation conditions seem to be the only limit- 
ing factor in the situation. In view of the shortage of transporta- 
tion the production of Pocahontas ranges in the neighborhood of 
250,000 tons a week, according to Geological Survey statements. 
This compares with a maximum shipment of 435,443 tons in the 
high week of last year. Mines are running a. tipple time of two 
days a week and, pense. a mine time of three days a week. There 
does not seem to apparent any prospect of early improvement in 
the railroad situation, Railroad officials are not optimistic about 
such a prospect. The Norfolk and Western is installing a third track 
in several places on its line, and beginning the construction of a 
duplicate of the Coaldale Tunnel. Electrification is being extended 
below Welch, west to Williamson. New cars are arriving and thirty 
new heavy type locomotives are expected to arrive this summer; 
four new electric motors will arrive during the year. It is reported 
that this equipment will replace cars and locomotives wearing out. 
The railroad will make additional purchases this year, but it is 
not likely that deliveries will be in time to be of much benefit in 1923. 

Thacker district (Williamson)—The Norfolk & Western Railway 
has been furnishing the shippers of this field about 35 per cent car 
supply. With the opening of lake navigation and some export busi- 
ness this car supply should be materially improved, as with increased 
movements to the lakes and Tidewater, the Norfolk & Western will 
be better able to control its cars, 

New River district.—Owing to the poor car supply, production is 
not increasing. It is reported that the car supply, production is not 
increasing. It is reported that the car supply on the Chesapeake 
& Ohio is not equal to more than 22 per cent . Some improvement 
is looked for as a result of cars being returned from the West. 


INTERCOASTAL SHIP LINES AGREE 


The Trafic World New York Bureau 


_ Virtual agreement on the cash forfeit plan to guarantee 
rates was reached April 11, at a meeting of the intercoastal 
steamship lines at 17 Battery Place. Considerable progress to- 
ward restoration of the conference, with an advance in rates, 
was accomplished at a session lasting three hours. Another 
meeting is to be held next Monday, when it is believed a final 
agreement will practically be concluded. 

While the amount of the cash forfeit was not revealed, it is 
understood that each line will be required to post $25,000 as a 
guarantee of good faith. Only minor details remain to be dis- 
cussed before the conference is made effective. 

The delay in restoring the conference, which collapsed last 
June when the American-Hawaiian Line withdrew, has been due 
to the stand of this company for a higher forfeit. Christian J. 
Beck, formerly traffic manager for the company, insisted upon 
$100,000. Mr. Beck resigned, following the separation of the 
American Hawaiian and the United American Lines, and his 
place inthe negotiations between the intercoastal lines has been 
taken by Henry Dearborn and J. D. Tomlinson, who are under- 
stood to have agreed to $25,000 as the amount of the forfeit. 

Representatives of thirteen steamship lines were present at 
the meeting. 


RATES TO FAR EAST ARE LOWERED 


At a meeting of the North Atlantic Far East Conference, 
April 11, a number of rate changes were made, effective imme 
diately, following confirmation by the Pacific Westbound Con- 
ference at its meeting in Seattle on’ April 9th and 10th. Rates 
of $12 a ton, weight or measurement, were established on crushed 
tin, dextrine, corn syrup, corn flour, vegetable and cottonseed 
cil, indigo paste and powder. These commodities formerly took 
the general cargo rate of $18 a ton with the exception of indigo, 
which was $15. Other changes, based upon weight tons, were 
$15 for rosin sizing, $14 for alum, $12 for brass and copper in- 
gots, $15 for logwood crystals. The basic rate of $8 a ton on 
iron and steel products was extended from June 30 to December 
31, cancelling increases to levels of $10 to $13 a ton, which were 
to become effective on July 1. 

Rate advances were discussed at a meeting of the Levant 
Conference, but the general opinion of the steamship officials was 
that the time was not opportune for increases and action was 
deferred for the present. 

An effort is now being made to restore the West Coast of 
Italy Conference, which collapsed about a year ago. The lines 
plying in that trade have been sounded and it is understood that 
all but one have replied favorably. The latter has not yet indi- 
eated its attitude. If all companies intimate their willingness 
to confer, a meeting will be called shortly to discuss details, in- 
volving the establishment of a general tariff and an advance in 
rates. 


RAILROAD SETTLEMENTS 


The Railroad Administration reports the following final set- 
tlements, and has paid out to the several roads the following 
amounts: Florida East Coast Railway Company $750,000; Gal- 
veston, Houston and Henderson Railroad Co., $34,000; Marion 
Railway Corporation, $1,000. 

The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the Railroad Administration and the 
railroad companies during the twenty-six months of federal con- 
trol. 





PIPE LINE OIL TAX 


The Trafic World Washington Bureay 

The Supreme Court of the United States, this week, denieq 
a writ of certiorari and dismissed a petition for a writ of error 
in Nos, 569 and 885, Walter S. Hallanan, et al. vs. Eureka Pipe 
Line Company, in which Hallanan, state tax commissioner of 
West Virginia, and others sought a review by the Supreme Court 
of action of the Supreme Court of Appeals of West Virginia in 
carrying out a mandate of the Supreme Court of the United 
States in a case (257 U. S. 265) involving the validity of a state 
tax of 2 cents a barrel on petroleum produced in West Virginia 
and shipped by pipe line. 

In the original proceeding the Supreme Court of the United 
States held, in effect, that the part of the oil moving out of the 
state was in interstate commerce and could not be taxed. Prior 
to that decision a lower court in West Virginia had held the state 
tax law invalid, although it was conceded the state could lay a 
tax on oil moving wholly within the state. The Supreme Court 
of Appeals of the state reversed the lower court to the extent of 
holding that the law was good as to intrastate movements. When 
it received the mandate of the Supreme Court of the United 
States, it then held that the decree of the lower court which had 
held the law invalid was not in contravention of the decision of 
the Supreme Court.of the United States. 

The state officials appeared to desire that the Supreme Court 
of Appeals should have fixed it so that the tax could be collected 
on the oil moving intrastate. The Supreme Court said its de- 
cision was not to be so construed and that evidently the Court 
of Appeals had reached the conclusion of the lower court that 
the act was invalid. 


WABASH NOT LIABLE 


The Supreme Court this week reversed the Supreme Court 
of Missouri in No. 225, Wabash Railway Company vs. Miles EI- 
liott. The proceeding was brought to enforce against the Wa- 
bash an attorney’s lien and upon a cause of action based on the 
wrongful death of M. G. Walker, April 2, 1918, when the Wabash 
was under federal control. The Director-General settled with 
the administratrix and the Wabash used the settlement to get 
the action against it dismissed. The lower courts held that the 
railroad company was liable to the attorney for his fee. The 
highest court reversed that ruling. 


B. & O. LOSES CASE 

In No. 305, Baltimore & Ohio vs. United States, the Supreme 
Court of the United States, this week, affirmed the action of the 
Court of Claims in dismissing a claim for $27,717 against the 
government. The B. & O. said the money was due on account of 
the cost of conversion of a transfer shed into barracks at Locust 
Point, Baltimore, Md. ‘The company contended it had an in- 
formal or implied agreement with Lieutenant-Colonel Amos W. 
Kimball, acting under the authority of the Secretary of War, 
in December, 1917, that the company was to do the work for the 
government and be reimbursed therefor, The contention of the 
government was that the carrier had failed to present sufficient 
evidence to establish any agreement. 


AFFIRMS TAX CASE DECISION 


The Supreme Court of the United States, this week, affirmed 
the U. S. Circuit Court of Appeals, Eighth circuit, in No. 303, 
Will F. Thomas, sheriff and collector, et al. vs. Kansas City 
Southern et al. The carrier appealed from the assessment of a 
tax in connection with the drainage of a tract of land in Ar- 
kansas and the building of levees, averring that the taxes were 
confiscatory and deprived the company of its property without 
due process of law. The lower courts held in favor of the rail- 
road and were sustained by the Supreme Court. 


LEHIGH VALLEY INQUIRY 


The Trafic World Washington Bureau 


The Commission will begin the taking of testimony in No. 
14556, efficiency and economy of the management of common 
carriers, April 23, before division 5. The testimony on that day 
will be confined to the Lehigh Valley. 

Facts about the condition of the Lehigh Valley’s engines and 
cars, gathered by the service bureau of the Commission in the 
inquiry into the transportation of anthracite coal, caused the case 
to be set down for hearing on the day mentioned. The reports 
of the Commission by the Lehigh Valley show that, although the 
shopmen’s strike was settled in September, about 45 per cent of 
its freight locomotives were in need of heavy repairs at the end 
of January and that the bad order freight cars were in excess of 
15 per cent. Normally engines needing heavy repairs should not 
exceed above seventeen per cent and bad order cars not above 
seven per cent. 
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REFRIGERATOR LINE STATUS 


The Trafic World Washington Bureau 


In disposing of the petition of the Chicago, New York & 
Boston Refrigerator Company for an order directing the Inter- 
state Commerce Court to show cause why it should not issue 
a guaranty certificate addressed to the Secretary of the Treas- 
ury directing him to make good the company’s deficit in the six 
months following the end of federal control, the Circuit Court 
of Appeals for the District of Columbia held the petitioner was 
not a common carrier. Chief Justice Smyth, of that court, had 
filed a written opinion in that case in which he said, in part: 


Summarized, the testimony shows that the refrigerator company 
is not incorporated as a carrier, does not control or use the necessar¢ 
facilities for performing carriage, does not hold itself out to perform 
carriage by publishing rates applicable thereto, and does not in fact 
perform carriage or receive any compensation from shippers whose 
shipments move in its cars. The cars are rented to railroad companies. 
They are subject to the control of the latter and are to all intents 
and purposes their property during the period of the lease. In a word, 
the refrigerator company carriers nothing. Tacitly it admits this, 
but says that it causes freight to be carried. So do all shippers, but 
that does not make them carriers. 

The phrase, “carrier by railroad,” as it appears in the Employers’ 
Liability Act (36 Stat. 291), was interpreted by the Supreme Court of 
the United States in Wells Fargo & Co. vs. Taylor, 254 U. S. 175. Tay- 
lor contended that the express company was a carrier by railroad. 
The record disclosed that it conducted its business on and over a 
railroad; that the railroad company was to refrain from conducting 
any express business; and that the express company was supplied with 

ortions of station houses to be used by it for the reception, safe- 

| pen and delivery of express matter carried in cars supplied by the 
railroad company. It fixed its own rates, received the goods to be 
transported by it, cared for them in transit, delivered them to the 
consignees, and collected for the service rendered. The railroad com- 
pany had nothing to do with these things, yet the court held that the 
express company, while a common carrier, was not a common carrier 
by railroad. Its income cannot be spoken of correctly as a railway 
operating income. Congress, as the section shows, found it necessary 
to give the term a special construction for the purpose of applying 
it to sleeping car companies. It would need a like construction by 
Congress before it could be applied to the refrigerator company. The 
court has no power to supply what Congress omitted. 

Another case which we think is quite in point is that of Ellis vs. 
Interstate Commerce Commission, 237 U. S. 434. We learn from the 
opinion that the Armour Car Lines, a New Jersey corporation, owned, 
manufactured and maintained a refrigerator, tank and box cars and 
let the cars to the railroads or the shippers. It owned and operated 
icing stations on various lines of railroad, and from these it iced and 
reiced the cars when set by the railroad companies at the icing plant. 
The railroad paid a certain rate per ton and charged the shippers 
according to tariffs on file with the Commission. The corporation had 
no control over motive power or over the movements of the cars it 
furnished. The court held it was not a common carrier subject to the 
act to regulate commerce. We are unable to see why the ruling in 
that case should not be applied to the one before us. 


The refrigerator company calls attention to the fact that it 
solicited business to be transported by rail, that it had a trained 
organization by which the shippers were kept in direct personal con- 
tact with it, that they were advised by this special organization as 
to the best manner and method of preparing, packing and handling 
this class of traffic, and that the shippers who dealth with it knew no 
other carrier and had no other in mind. But all these things can be 
said with equal force of an express company, and yet, as we have 
seen, it is not a common carrier by rail. Not only may these things be 
said of an express company, but also of sleeping car companies, but 
Congress did not think the latter were carriers by rail, for it provided 
specifically for them in section 209, and this it would not have done if 
it believed they were included in the phrase, ‘‘carrier by railroad.’’ 


With respect to the claim that the refrigerator company did not file 
tariffs with the Interstate Commerce Commission, counsel say that 
this is not proof that it was not a common carrier. No, but it tends 
to show that the refrigerator company did not regard itself as such. 
Emphasis is laid by the refrigerator company upon the phrase, ‘‘whose 
railroad or system of transportation is under federal control at the 
time federal control terminates,’’ which occurs in subdivision (a) of 
section 209. They argue that it owned a system of transportation at 
the time mentioned. We do not think so. But, however that may be, 
this phrase cannot be considered apart from the words which precede 
it in the same sentence. The organization entitled to the guaranty 
must be a carrier by railroad or partly by railroad and partly by 
water. If it is not, the fact that it may be a system of transportation 
would not bring it within the purview of the guaranty. 

wo me reasons given the Judgment of the lower court is affirmed 
w costs. 1 


NORTH CAROLINA FARES 


Passage by the legislature of North Carolina of an act re- 
quiring cancellation of the Pullman surcharge on travel within 
the borders of the state, the act having been ratified March 3, 
has resulted in the Commission instituting a thirteenth section 
discrimination investigation in No. 14789, Surcharge for trans- 
portation of passengers in sleeping or parlor cars between points 
in the state of North Carolina. Railroads operating in the state 
filed a petition with the Commission alleging that observance 
by themselves of the act of North Carolina in question “will 
cause and result in undue and unreasonable preference and ad- 
vantage to intrastate commerce, to the undue and unreasonable 
prejudice and disadvantage of interstate commerce, and will re- 
sult in unjust and unreasonable discrimination against inter- 
state commerce.” 





ALABAMA PASSENGER FARES 


The Commission, on application of carriers operating in 
Alabama, has instituted an investigation in No. 14786, Alabama 
passenger fares and charges, to determine whether or not com- 
pliance with an order of the Alabama public service commission 
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relating to intrastate passenger charges will result in violation 
of section 13 of the interstate commerce act. 

The Alabama commission has issued an order requiring the 
carriers to charge not more than 3 cents a mile for adult pas. 
sengers within the state of Alabama and one-half of such fare 
for children between the ages of 5 and 12, with a minimum fare 
of 10 cents for adults and 5 cents for children of half-fare age, 
and an additional charge of 15 cents for failure to buy a ticket 
where tickets are sold, and that the carriers shall provide and 
sell mileage books good for 1,000 miles of intrastate travel at a 
price not exceeding $25. 

The Commission sets forth in its order that the carriers 
were permitted under Ex Parte 74 to increase their interstate 
passenger fares and charges in Alabama 20 per cent and estab- 
lish a fare of 3.6 cents a mile, and that in the mileage book 
case the carriers were ordered to sell scrip tickets in the de. 
nomination of $90 at a reduction of 20 per cent. 


PULLMAN SURCHARGE INQUIRY 


The Commission has instituted an investigation, No. 14785, 
In the Matter of Charges for Passengers Traveling in Sleeping 
and Parlor Cars, the object of which is a re-examination of the 
Commission’s conclusion that the railroads had justified the sur- 
charge amounting to fifty per cent of the charge for the Pullman 
accommodations. It has linked with that investigation No. 11567, 
Order of United Commercial Travelers of America vs. Pullman 
company, in which the traveling men attacked the charges of 
the Pullman company as unreasonable. Hearings, it is ex- 
pected, will begin in a short time on account of the dissatisfac- 
tion created by the surcharge, not only by the traveling public, 
but by the Pullman company itself. It advertises on its tickets 
that the surcharge is for the benefit of the railroad company and 
not for itself. 

Although the Commission did not make any announcement no 
the subject, it is understood the order instituting it represents a 
desire on the part of the Commission to go fully into the whole 
question of reasonable charges for riding in parlor cars, whether 
they be surcharges or charges for the service rendered by the 
Pullman and other companies of that character. The traveling 
men and the Pullman company are on the same side in the mat- 
ter, in opposition to the surcharge, although the complaint of the 
travelers, technically, is lodged only against the charges of the 
Pullman company. At the hearings, however, witnesses showed 
a great desire to attack the surcharge. They could not be per- 
mitted to do that because their complaint had not covered that 
phase of the subject. 

The only increase, it is said, ever made in Pullman charges 
was allowed May 1, 1920, and amounted to 20 per cent. In 
August of that year the Commission permitted the railroads, on 
account of the great weight of the Pullman cars, to assess a 
surcharge upon travelers in Pullman cars. The Pullman con- 
pany got an increase of about $8,000,000 in its revenues, while 
the railroads obtained about $53,000,000 more on account of the 
Pullman increase and the surcharge. 


HEARINGS ON GRAIN MINIMA 


A committee composed of members of the Central Freight 
Association, New England Freight Association, Southwestern 
Freight Bureau, Southern Freight Association, Transcontinenial 
Freight Bureau, Trunk Line Association, and Western Trunk 
Line Committee, organized under the name of the National 
Committee on Minimum Weights on Grain and Grain Products, 
will hold a series of hearings, during April and May, on a 
number of questions concerning grain minima and loadings. 


The subjects to be considered are: Overloaded cars, actual 
weight grain, clean out rule, mixed carloads, grain products and 
cereal food preparations, minimum weights on transit ship- 
ments, and revision of grain and grain products minimum list. 
Hearings will be held in Chicago, April 24 and 25; in Atlanta, 
Ga., April 27; in Dallas, Tex., April 30; in Denver, Colo., May 
22, and in Salt Lake City, Utah, May 25. The docket of the 
new committee was printed in full in The Daily Traffic World, 
April 12, and The Traffic Bulletin, April 14. 


BARGE LINE RATES SUSPENDED 


The Trafic World Washington Bureou 


The Commission’s anxiety to prevent the breaking down 
of grain rates, from Missouri river points to the gulf ports, 
displayed at various times during the past two years through 
the suspension of reduced rates proposed by the rail carriers, 
has been extended to the point of suspending rates proposed by 
Mississippi-Warrior Service. In I. and S. No. 1790, at has sus- 
pended schedules in the barge line service tariffs I. C. C. Nos. 
105 and 106, from April 11 to August 9. 

Suspended schedules proposed reductions in the joint rates 
on grain and grain products, from Council Bluffs, Sioux City, 
Omaha, South Omaha, St. Louis and Cairo to New Orleans for 
export. The government line proposed to make cuts of com- 
paratively small amounts. The Commission, however, would 
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not permit the tariff to become operative on the mere showing 
of desire to stimulate exports in that way. An illustrative cut 
was that from Omaha to New Orleans on coarse grain from 
27.9 cents to 26.5 cents. 

This is in line, in a general way, with the position it has 
been taking every time the carriers serving the middle west to 
gulf ports have proposed the narrowing the spread between 
rates from Missouri river points to the gulf on the one hand 
and from Missouri river points to the Atlantic ports on the 
other. The spread was increased during federal control from 
about four to fourteen cents. It has been narrowed since then 
but it is still wider than before federal control. 


L. C. L. RESHIPPING RATES 


The Trafic World Washington Bureau 


An informal hearing will be held in Washington, April 19, 
at 10 o’clock a. m., before the Commission’s Board of Suspen- 
sion, in I. and S. docket No. 1784, covering reshipping rates on 
less carload grain, on the question of whether or not the 
Commission shall vacate its order of suspension in said proceed- 
ing, thereby allowing such schedules to become effective on a 
uniform date, or permit such proceeding to go to formal hear- 
ing. 

The suspended schedules propose to cancel reshipping priv- 
ileges on less carload shipments of flour and feed when in quan- 
tities of less than 24,000 pounds, when shipped from Montgom- 
ery, Ala., Meridian, Miss., and Ohio and Mississippi river cross- 
ings, and other southern territory reshipping points to destina- 
tions in the Mississippi Valley, southeastern and Carolina ter- 
ritories, resulting in proportionately higher charges on small 
lots of grain and its products than when shipped in quantities 
of the above specified minimum weights. 


ROADS HAVE SAVED A BILLION 


The Trafic World New York Bureau 


Economy and efficiency on the part of the railroads since 
the end of federal operation have saved more than $1,000,000,000, 
according to a statement issued by E. E. Loomis, president of 
the Lehigh Valley and chairman of the Committee on Public 
Relations of the eastern railroads. He said that all American 
railroads were united in a program of efficiency to handle the 
great industrial boom ahead. The statement was as follows: 


The railroads of the United States have set out to effect a com- 
plete comeback to normal et yes tong conditions. They have taken 
upon themselves the task of wiping out the remaining scars of gov- 
ernment operation with a view to giving the people of the United 
States a transportation service which will meet their fullest demands. 
This was the purpose of the constructive program announced yester- 
day, which, with the co-operation of the American public, is going to 
be carried out in every respect 

If on the termination of federal control in 1920 anyone could have 
foreseen all of the abnormal conditions which would have to be met 
in the three years that followed, and, knowing these facts, had 
prophesied that the railroads would have made the progress they have, 
he would have been looked upon as unduly optimistic. 

Despite continued high prices for fuel and material and supplies, 
the railroads cut over a billion dollars off of their annual cost of 
operation. Only about one-third of this saving came from decreased 
wages. The other two-thirds represented increased efficiency. and 
economy of operation. A great traffic was moved in 1922 with an 
average of only 1,645,000 employes, as against an average of 2,012,000 
employes in 1920. Railroad wages have been kept well above the cost 
of living. Over half a billion dollars a year has been taken off the 
country's freight bill, and rates now generally bear about the same 
relation to commodity values that they did in 1913. 

All this has been accomplished by an industry which was denied 
any share of the high commodity values of the war period. In my 
judgment, no other basic industry in the country can point to more 
gratifying or creditable progress during the past three years than the 
American railroads. With a fair chance to effectuate the program 


sae Seaes, I am certain they are going to show even better 
resuits. 


BINKERD TELLS OF ECONOMIES 


The Trafic World New York Bureau 


Robert S. Binkerd, vice-chairman of the committee on pub- 
lic relations for the eastern railroads, told members of the Ro- 
tary Club of New York, April 12, that the American railroad 
problem is simple. “Will the people of the United States treat 
their railroads reasonably and fairly enough to enable them 
—— the transportation which the country needs?” he 
said. 

“In the eleven years from 1910 to 1920 inclusive, the main 
line trackage of American railroads increased only 8,000 miles; 
the net increase in the number of freight cars was only approxi- 
mately 100,000; the net increase in locomotives was only about 
5,000; the average annual expenditures for additional railway 
facilities were less than half a billion dollars a year. This re 
sult was brought about by a system of regulation which left the 
railroads, up to 1917, to face a 24 per cent increase in operat- 
ing costs, with rates decreased by about 4 per cent. As a result 
of the war and the period of federal control, the people of the 
United States manifestly intended to reverse this policy. During 
the period since federal control the railroads have decreased 
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their operating expenses by over a billion dollars a year. Only 
about a third of this economy has come from reduced wages, 
The balance has come from increased efficiency and economy of 
operations. 

“By rate reduction over half a billion dollars a year has 
been taken off the country’s freight bill. Compensation of rail. 
road capital has been increased from practically nothing in 19929 
to about $760,000,000 or about 4 per cent in 1922, and, if left 
alone, may approach something like a billion dollars, or slightly 
less than 5 per cent, for the year 1923. Meanwhile the railroads 
are doing their level best to go ahead and provide the country 
with additional transportation facilities. 


——_—__—_—_- 
ROADS RELY ON PUBLIC 


In reply to criticisms of the railroad program for expend- 
ing $1,500,000,000 in 1922 and 1923 for new equipment and facil. 
ities, as outlined last week at the meetings of the American Rail- 
way Association and the Association of Railway Executives, 
Samuel Rea, president of the Pennsylvania Railroad Co., issied 
a statement saying that the carriers are relying upon the public 
for a just judgment. The statement follows: 

These expenditures are an act of good faith. The railroads 
express a reliance upon the public for ultimate justice. For years 
they have been under-compensated. The return which they have been 
permitted to earn has been far below the level commonly existing in 
other essential industries. The railroads, nevertheless, are now ven- 
turing to make these vast capital expenditures for the development of 
an adequate service to the public. They hope this act of good faith 
on their part may bring from the public, and especially from their 
representatives in the state and federal governments and commissions, 
a recognition of the equitable right accorded to other efficient indus- 
tries in this country, of earning a reasonable return on the investment, 


LEVIATHAN TO SAIL JULY 4 


A. D. Lasker, chairman of the Shipping Board, has an- 
nounced that the Leviathan will sail from New York, July 
4, on her first trip to Cherbourg and Southampton. The Levi- 
athan is now being reconditioned at Newport News and will go 
from there to the Boston Navy Yard to be drydocked and 
painted before being put in commission. 

On his return from a visit to the Leviathan, at Newport 
News, Admiral W. S. Benson of the Shipping Board announced 
that a thorough inspection and test of the machinery of the giant 
liner showed its equipment to be in one hundred per cent condi- 
tion. The inspection and dock trial covered the main engines, 
electrical machinery, auxiliary engines and life-boat hoisting 
and lowering apparatus. 

Particular attention was paid to the results of changing the 
Leviathan from a coal burner to an oil burner. The improved 
system of lubrication and the various safeguards to insure safety 
aboard the ship proved to be all that had been expected of them, 
he said. 

Admiral Benson, who has supervision of the reconditioning 


of the Leviathan, expressed himself as highly gratified at her 
condition. 


DIESEL ENGINE PERFORMANCE 

Admiral W. S. Benson, commissioner of the Shipping Board, 
has received from Captain R. H. Wright, commander of the Ship- 
ping Board vessel “William Penn,” operated by the Barber Line, 
a report on the record of the performance of the Diesel engines 
with which the William Penn is equipped. Capt. Wright’s re 
port shows that the vessel during the first three months of her 
second year of service has exceeded her first year’s record, when 
she averaged 11.26 knots. The William Penn is a 12,375 dead- 
weight ton motorship. She is 445 feet long with a 60 foot beam. 
She was built by William Cramp & Sons and her motors were 
furnished by Burmeister & Wain. 

Writing from Kobe, Japan, Capt. Wright says that three 
months and twenty days out of New York the William Penn 
showed an average of 11.42 knots per hour, with an average 
fuel consumption of 13.4 tons. During this period the vessel 
discharged and loaded two cargoes and entered and cleared thir 
teen ports, not including the Panama Canal zone. ‘ 

Between several of the ports during her long voyage, which 
had covered a distance of 17,580 nautical miles up to the time 
Capt. Wright wrote his report, the William Penn attained a speed 
of 12 knots, once going as high as 12.06 knots. Only once did 
she fall below 10.95 knots. That was when she ran under light 
draft from Hong Kong to Foechow Roads in the teeth of the 
northeast monsoon and through a fog. On this occasion she ran 
under reduced revolutions at a speed of 9.20 knots. 

E. N. Edes, chief engineer of the William Penn, reports that 
he obtained 2.98 knots per hour per barrel of oil consumed, and 
that for a steaming day of 24 hours 94.38 barrels of oil, or 13.40 
tons, were consumed. 





TELEPHONE CONSOLIDATION ; 

The Mountain States Telephone and Telegraph Compan! 

and the Peoples Telephone Company have applied to the Com 

mission for a certificate approving the acquisition by the Moun: 

tain company of the Peoples property in Laramie county, Wyo 
ming. 
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We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPARY 
SHARON, PENNSYLVANIA 


St. Louls 
Casper 


New York 
Houston 


Kansas City 
San Franoisee 


Tulsa 
Beaumont 








FREIGHT PASSENGER 
DIRECT SERVICE 


Between 


New York and Savannah 


Boston and Savannah 


Through package cars to all principal Southern and 
Western points, in connnection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


: Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line 
Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 














From New York “SAILINGS— From Boston 
Tuesdays, bern oy aaa Saturdays Tuesdays and Saturdays 
at 3 P. at 3 P. M. 





Complete information will be gladly furnished and ty any official 
or representative of the Com 


OCEAN STEAMSHIP COMPANY of of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 
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Interstate Commerce Commission Hearings 


Control and Operation 
of Terminal Facilities 


INVESTIGATION OF TERMINAL FACIL- 
ITIES IN PORT OF NEW YORK AND OP- 
ERATING COST TO CARRIERS IN PER- 
FORMING COMMON CARRIER SERVICES. 
(Docket 14490.) Based on New York Port 
Authority plans for development of the Port. 
Hearing held April 5-7, in New York (about 
600 pages)—to be continued on a date to be. 
fixed. 



































This is a proceeding of tremendous impor- 
tance. The fundamental principle of the right 
of common carriers to control and operate ter- 
minal facilities owned by them, or of public 
authority to formulate and execute plans for 
unification of and to exercise supervision over, 
or even to acquire such facilities, is involved in 
this proceeding. 


























Official copies of the stenographer’s minutes in all 
Interstate Commerce Commission proceedings may be 
secured only from the Official Reporters, THE STATE 
LAW REPORTING COMPANY, 235 Broadway, New 
York City, at 12%c per page, fixed by the Commission. 
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Effective distribution necessitates utiliza- 
tion of modern commercial warehouses. 


Whether your requirements call for One or 
Eighteen points of distribution, arrangem2nts 
can be made with the same promptness and 


satisfaction through IN 


Distribution Service. nc, . 


123 W. Madison St. 100;;Broad Street 
Chicago New York 


Representing 


; 
A oe 
Y 
f 
y 
4 
y 
( 


N 
+> 


BIRMINGHAM 

Harris Transfer & Warehouse Ce. 
CHICAGO 

Currier-Lee Warehouse Ce. 
CLEVELAND 

= Street Terminal Warehouse 


Phe Welker Transfer & Storage 


EL PASO 
International Warehouse Co. 
FORT WORTH 
Binyon-O’Keefe Firepreof Storage 


HOUSTON 

Binyon Terminal Warehouse Co. 
KANSAS CITY 

Central Storage Ce. 
LOS ANGELES 

Union Terminal Warehouse Co. 


LOUISVILLE 
Louisville Public Warehouse Co. 
NEW ORLEANS 
The Douglas Public Service Corp. 
NEW YORK 
Bush Terminal Ce. 
OMAHA 
So Warehouse & 


PHILADELPHIA 
Terminal Warehouse & Transfer 

PORTLAND 

Oregon Transfer Ce. 
-— FRANCISCO 

San Francisce Warehouse Ce. 

ST. LOUIS 

S. N. Long Warehouse 
ST. PAUL—MINNEAPOLIS 

Central Warehouse Ce. 
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The Open Forum 


—? 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


COMBINATION LOADS AND DECKING 
Editor The Traffic World: 

To run railroads on business principles, move ton miles 
with less freight train miles. The Car Service Division sug- 
gests to shippers heavier loading. The limitation is the present 
car load minimums and even to enforce these it would require 
an army of men which would still lack any effective authority. 

We submit the following as a solution containing a busi- 
ness incentive to create a fuller use of freight cars with greater 
income to the railroads, less cost to the shippers, accompanied 
by a decrease of cost to the public immediately. The Inter- 
ye Commerce Commission has ample power to put it into 
effect. 

A saving in locomotive man power, coal, etc., is clear in 
proportion to the decreased number of cars that are required. 
Better and more efficient equipment will be the tendency, en- 
abling the retirement of “weak” cars. Much empty car switch 
engine mileage can be stopped. — 

The transportation shortage will be substantially eliminated 
if a better freight rate is offeréd for the shipping of higher 
minimum carload weights, in addition to retaining present 
rates and minima. This would not apply to coal shipments, 
but to practically every other commodity, and we estimate 
would mean the use of 25 per cent less freight cars partic- 
ularly at times of maximum transportation. To give a more 
concrete example: Take watermelons, many fruits, tractors, 
oil containers, automobiles, trucks, small live stock, tile, much 
machinery, etc. To load these heavier than at present requires 
the shipper to go to the expense of making some sort of dock- 
ing so that the merchandise will not be crushed, for which 
reason many of the C. L. minimas are low. The unsuitableness 
of the equipment forces the shipper to provide the extra means 
which we feel should be offset by the railroads by giving a 
special reduced rate for the loadings requiring such devices. 
This would save thousands of carloads. Further, there are 
tens of thousands of cars that can be used to carry joint car- 
load shipments of different commodities. To make this feature 
clear, the consolidation of a minimum C. L. of steel, 36,000 Ibs., 
with another commodity, such as a car load of shoes, would 
be equally attractive and become an important factor in heavy 
loading. If a special reduction be made for these consolidated 
shipments, it would thus increase railroad income. These 
new C. L. weights can all be made considerably within the 
present marked C. L. capacities. Forwarders would also en- 
courage this combination movement. 

We are offering the above as a result of our observations 
in connection with our docking business, and know many ship 
pers who would immediately take advantage of this plan if put 
in force. 

Cc. L. Michod. 


Manager, Carbo Steel Products Co. 
Morgan Park, Chicago, April 12, 1923. 


TRAFFIC AND HIGHER EDUCATION 
Editor The Traffic World: 

Let me venture a thought in answer to the question asked 
in the January 20, The Traffic World in the editorial entitled, 
“Railroad Business Administration,” as to why the railroad 
traffic departments have not graduated more $50,000 officiais. 

The list of high-salaried railroad presidents furnishes few 
men and many engineering, mechanical and legal men. My 
opinion has always been that young men with large poten- 
tial capacity for administrative work and with specially trained 
minds were not being attracted toward nor entering the serv- 
ice of railroad traffic departments. 

The business-getting and price fixing department has not 
been enriched with the best human material for three reasons: 

First, because our colleges of business administration have 
never properly trained men for the transportation vocation, 
devoting their greater attention to accounting, finance and to 
other fields. Those specializing in transportation are very few 
in number and do not find the railroad traffic departments at- 
tractive to them. 

Secondly, there is no desire on the part of railroad traffic 
officials to secure the services of men of this type. The rea- 
son for this natural. The officials are almost all graduates 
of the “college of hard knocks” and it is only reasonable to 
expect them to be staunch supporters of their alma mater. 
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In the third place, other business fields—brokerage, in- 
surance, banking, industrial,—offer greater attractions for col- 


lege graduates in remuneration and advancement than does rail- 
road traffic work. 


Seventy-five dollars per month from a railroad company, 
where seniority rules and the opportunity to be “pigeon holed” 
is great, does not appeal to the ambitious young man when com- 
pared to the $150.00 proposal from a large security house, or 
foreign service with an export concern. Especially is this 
true when coupled with the fact that the larger financial re- 
ward on the start also offers immediate training in the firm’s 
school, with future advancement to a position of responsibility 
very probable. 


Engineering college graduates are needed by the railroads 
and made room for; they are offered opportunities for advance- 
ment by the mechanical and engineering department officials 
who are themselves specially trained men. The legally trained 
men also find opportunity with a railroad company and enter 


the service at a salary comparable to that offered on the out- 
side. 


But the railroad traffic department sincerely believe they 
are executing the work entrusted to them in a manner quite 
as efficient as it igs possible for it to be performed. Their sys- 
tems and methods of today are little advanced over those of 
1900. Their methods are unscientific and consequently inad- 
equate for keeping abreast with developments of the mechan- 
ical operation of the road as well as with outside business 
progress. ‘Therefore, the railroad traffic departments attract 


only medicore talent and reflect this in their stock and bond 
quotations. 


Young men with college trained minds and broad vision en- 
ter the railroad service mainly through the legal and engineer- 
ing departments. That is why so many engineering men event- 
ually arrive at the top with $50,000 salaries. Considering that 
only a fraction of one percent of the 2,000,000 railroad employees 
are college graduates (not part-time college students) it is most 


remarkable to find so large a percentage forge into the $50,000 
class. 


The railroads will be better administered when traffic offi- 
cials take the time to consider the important science of em- 
ployment management. When they join with the universities 
in a constructive policy of education by first mapping out traffic 
business training courses covering four years of study to meet 
their graduates. Here is food for serious thought. 

Do traffic officials hate the colleges? It sometimes seems 
as if they looked on American higher education as being some- 
thing in another world instead of offering them near at hand a 
useful agency to be of service in training future executives. 
Their present attitude is to ignore the colleges and discourage 
their business trained graduates. 

The college men who have graduated and entered railroad 
traffic department service have not been graduates of colleges 
of business administration. This is important to bear in mind 
for it greatly influences the entire problem of the college man 
in railroading. Whn “college men” make poor showings it may 
be accounted for in four ways: 


First, they are not always four year graduates but half- 
year, special or part-time men who have quit before their train- 
ing was completed. They did not make good so had to make 
room. Because they once walked across the campus of a school 
does not entitle them to be known as true college men. — 

Second, their training was not in business administration, 
but perhaps in fine arts, dentistry, physical education, liberal arts 
or some’ other equally poor foundation for the work they face. 
A college graduate is neither a general utility man nor a jack- 
of-all trades. This fact is too easily overlooked by critics. 

Third, everyone knows that to be a college graduate does 
not signify perfection, for like in everything else there are good 
ones and poor ones; half are perhaps of only fair capacity. They 
should be selected with the same care as is exercised by the 
Standard Oil Co., Westinghouse, National City Bank, General 
Electric, and other progressive industrial corporations who 
hire large numbers of college men only after careful selection. 

Fourth, the college man entering railroad service is not 
trained by the company in the new work to be handled, but 
merely placed in a position and deserted—left to train himself. 
The companies therefore are not only negligent in their selec- 
tion of men but in their training and following up. This leads 
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ra “Ship by Water” 


PROMPT, REGULAR SERVICE VI4 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle, Tacoma and Aberdeen 


New York, "“Baltinsore 


Norfolk, Philadelphia 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 

39 South St. Drexel Bldg. Oliver Bidg. 

And at our Branch Offiees at ports of call, ete. 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 

















Consign via any Railroad into Denver 
Free switching to Warehouse 







Storage capacity 350,000 square feet 
Insurance rate 15c 








The Weicker Transfer & Storage Company 















IMPORTANT READY NOW 


A handbook for shippers, traffic managers, 
* lawyers, legislators, and all others interest- 
ed in interstate commerce and transport. 


THE TRANSPORTATION ACT 
1920 


ITS SOURCES, HISTORY AND 
TEXT, TOGETHER WITH ITS 
AMENDMENTS TO THE INTER- 
STATE COMMERCE ACT 
Explained, analyzed and compared, comprising extracts from reports 
and debates in Congress, rulings, interpretations, and decisions of the 
United States Supreme Court, prescribed forms, and complete texts of 
related acts, including the Federal Control Act, Merchant Marine Act, 
1920, and Interstate Commerce Act, all as amended to and including 
August 18, 1922. 


by ROGERS MACVEAGH 


OF THE NEW YORK AND OREGON BARS 







































Nearly 1000 pages of indispensable reference material 
gathered together in one volume, completely 
indexed, $7.50, postpaid. 










Send your check to 
HENRY HOLT AND COMPANY 
Publishers. 
19 West 44th St., New York 








870 


to slow starts, poor results; and an inadequately trained man 
becoming easily discouraged. 

The railroad traffic department officials might well con- 
sider these four points before offering “half baked” criticisms 
of the so-called college man in their organization. To overlook 
these factors leads to incorrect conclusions. The railroad man 
is noted for fair play but fair play demands conservative criti- 
cism based on true conditions. 

The college trained business men of tomorrow coming up 
through the ranks of the traffic department will make the best 
type of railroad president, but until the railroad traffic officials 
broaden their views there can be little hope for improvement. 
May the railroad vice-presidents in charge of traffic and the 
deans of collegiate schools of business get together immediately, 
for in my humble opinion the ever-present transportation prob- 
lem is a human one, the solution of which can be largely se- 
cured by the infusion of new blood into the business end of the 
organization. 

Wayne E. Butterbaugh, 
Associate Professor of Transportation, 
College of Business Administration, 


Syracuse University. 
Syracuse, N. Y., April 9, 1923. 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

In the mention made in the Traffic World of April 7 (Page 
77) of the work pending before the Committee on Simplifi- 
cation of Tariffs, you name the representatives from this As- 
sociation as Messrs. J. H. Glenn and F. L. Speiden, with the 
comment that this committee is not as large as some believe 
it should be. 

The committee from the Southern Freight Association is 
composed of Mr. J. H. Glenn, Agent, Atlanta Freight Tariff 
Bureau; Mr. F. L. Speiden, Agent, Louisville Freight Tariff 
Bureau; Mr. F. D. Claggett, A. F. T. M., Southern Railway; Mr. 
J. F. Dalton, G. F. A., Norfolk Southern Railroad. 

Messrs. Claggett and Dalton having been added since the 
Committee was first named. 

Approximately 35 per cent of all freight tariffs published 
in southern territory are compiled directly under the super- 
vision of Messrs. Glenn and Speiden. 





Charles Barham. 
Chairman, Southern Freight Association. 
Atlanta, Ga., April 10, 1923 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ended March 31 to- 
taled 938,725 cars, the largest since November 24, 1922, and 
within 7.5 per cent of the largest week’s loading of 1922, ac- 
cording to the weekly report of the car service division of the 
American Railway Association. The loading exceeded that of 
the preceding week by 21,689 cars, that of the corrgsponding 
week of 1922 by 116,917 cars and that of the corresponding week 
of 1921 by 275,554 cars. 


Loading by districts in the week ended March 31 and in 
the corresponding week of 1922 follows: 


Eastern district: Grain and grain products, 8,435 and 6,614; live 
stock, 2,902 and 2,518; coal, 52,614 and 50,359; coke, 4,476 and 2,229; 
forest products, 6,547 and 4,415; ore, 2,796 and 1,170; merchandise, 
L. Cc. L., 62,600 and 67,353; miscellaneous, 92,868 and 69,669; total, 
1923, 233,238; 1922, 204,327; 1921, 160,599. 

Allegheny district: Grain and grain products, 2,917 and 2,097; live 
stock, 2,508 “and 2,492; coal, 51,255 and 54,204; coke, 7,323 and 4,539; 
forest products, 3,969 and 2,589; ore, 5,549 and 1,727; merchandise, 
» C. L., 48,665 and 50,488; miscellaneous, 84,343 and 61,529; total, 
1923, 206,529; 1922, 179,666; 1921, 129,069. : 

Pocahontas district: Grain and grain products, 223 and 211; live 
stock, 76 and 69; coal, 23,760 and 24,907; coke, 580 and 241; forest 
products, 1,731 and 1,316; ore, 213 and 30; merchandise, L. C. L., 6,121 
and 6,082; miscellaneous, 4,821 and 4,356; total, 1923, 37,525; 1922, 
37,212; 1921, 22,466. 

Southern district: Grain and grain products, 4,425 and 3,058; live 
stock, 2,360 and 2,128; coal, 23,877 and 23,117; coke, 1,356 and 541; 
forest products, 24,625 and 18,211; ore, 1,787 and 687; merchandise, 
L. C. L., 39,625 and 39,066; miscellaneous, 50,848 and 43,271; total, 1923, 
148,903; 1922, 130,079; 1921, 109,958. 

Northwestern district: Grain and grain products, 11,340 and 8,827; 
live stock, 9,746 and 7,050; coal, 6,865 and 7,534; coke, 1,444 and 1,261; 
forest products, 20,889 and 16,562; ore, 1,258 and 586; merchandise, 
L. Cc. L., 28,578 and 28,358; miscellaneous, 33,383 and 28,007; total, 
1923, 113,503; 1922, 98,185; 1921, 84,484. 

Central Western district: Grain and grain products, 10,498 and 
10,483; live stock, 11,930 and 9,764; coal, 19,434 and 20,807; coke, 445 
and 241; forest products, 9,749 and 5,510; ore, 3,193 and 1,243; mer- 
chandise, L. C. L., 35,480 and 35,195; miscellaneous, 50,930 and 38,217; 
total, 1923, 141,659; 1922, 121,460; 1921, 99,827. 

Southwestern district: Grain and grain products, 4,004 and 3,845; 
live stock, 2,204 and 1,926; coal, 4,863 and 4,592; coke, 116 and 162; 
forest products, 8,614 and 6,398; ore, 639 and 647; merchandise, L. 
Cc. L., 14,626 and 14,451; miscellaneous, 22,302 and 18,858; total, 1923, 
57,368; 1922, 50,879; 1921, 56,768. 

Total, all roads: Grain and grain products, 41,842 and 35,135; 
live stock, 31,726 and 25,947; coal, 182,668 and 185,521; coke, 15,740 and 
9,214; forest products, 76,124 and 55,001; ore, 15,4385 and 6,090; mer- 
chandise, . C. L., 235,695 and 240,993; miscellaneous, 339,495 and 
263,907; total, 1923, 938,725; 1922, 821,808; 1921, 663,171. 


Loading of freight cars this year to date, compared with 
those of the two previous years, follows: 
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1923. 1922 1921 

Month. of Jamueary <6... sss eseiase 3,380,296 2,785,119 2,823,759 
Month of WOMCWAry. 6.0 os cos bic icee 3,366,965 3,027,886 2,739,234 
Week ended March 3.............. 17,89 93,115 711,367 
Week ended March 10............. 905,219 . 820,886 700,440 
Week ended March 17............. 904,286 815,082 691,396 
Week ended March 24............. 917,036 837,241 686,567 
Week ended March 31............. 938,725 821,808 663,171 

Total for year to date......... 11,330,423 9,901,137 9,015,934 


WAGE STATISTICS 


The number of employes reported by class I roads for the 
month of January, 1923, was 1,779,516, a decrease of 9,074, or 
0.6 per cent, as compared with returns for December, 1922, ac- 
cording to the monthly summary of wage statistics issued by 
the Bureau of Statistics of the Commission. 

The total compensation was $250,051,786, an increase of 
$2,379,271, or 1 per cent. This increase, in spite of the decrease 
in employment, is explained by the fact that January had 2¢ 
working days, while December had only 25. 

The employment in the maintenance of equipment group 
shows an increase in January as compared with December. The 
overtime payments to employes in this group continue heavy. 
being 10.87 per cent of their total compensation. In the same 
month last year this percentage was 3.53. 

Compared with the previous month, the 


increase or de- 
crease (*) 


in the number of employes, by groups, was as 


follows: 

Executives; officials, and staff assistants................. ‘ 81 
Preotessionel, clerical, Gnd Generale. «ooo. ccc ccccccovccces *1,149 
Maintenance of way and structures...............cccceeee *9,889 


Maintenance of equipment and stores..............0.00008 4 
Transportation (other than train, engine, and yard)....... *4,783 
Transportation (yardmasters, switch tenders, and hostlers. 281 
Transportation (train and engine service)................ 311 
ee I ga, oak 6 ars a ceorocn ean <0 ap ong WAI whale ta wrn'or's *9,074 
A comparison of the number of employes and their com- 
pensation, by months, follows: 


Number of Total 

, Employees Compensation 
NT PS oa Fs ices ee tae tes 1,552,014 $205,178,639 
PAGES, CUSEEE occ tins Kecewccvescees 1,545,040 194,523,427 
aT OSes sincere le «oil eiaei: cinaiee wate 1,570,158 216,704,408 
I ES oan: ud: S, os exacdiins 6. «wake. ws Sut aoe aie bee 1,578,133 203,413,071 
EE Yor ec ok FE ahs a Hew calle se ewes ,628,228 216,672,028 
MG. SE Gg oie Fork sos 3.5 oo sede ND wis 1,685,414 222,932,689 
EE EEE Shik. Sard s a HSReiediwwattwateee te Me 1,467,824 103,571,244 
SI a 5 oa: ast Sapa cli havaonumile 1,594,074 224,976,644 
NS ES 6. Sird:rre oll tin w.9- Heese uh asmare 1,708,591 238,735,394 
NT nia dS bia wie 9.00010 0.0 sb eee ove ee 1,804,315 255,514,000 
ee re oe wes Owe ee 1,820,463 249,286,713 
IN 2 AINE). eax 8 6: is aysiu brocne. ei vioiw aie we 1,788,590 247,672,515 
Ce Se eee eee 1,779,516 250,051,786 


tExcludes Detroit, Toledo & Ironton Railroad. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics compiled by the bureau of stattis- 
tics of the Commission from 164 reports representing 177 class I 
roads, exclusive of switching and terminal companies, show that 
the railroads had freight revenue of $366,039,762 in January as 
against $276,527,265 in January, 1922, and $91,049,398 in passenger 
revenue as against $83,858,886 in January, 1922. 

Revenue tons carried totaled 180,045,000 in January as 
against 119,742,000 in January, 1922; revenue tons carried one 
mile, 33,941,844,000 as against 23,741,680 in January, 1922. 

Miles per revenue-ton per road averaged 188.52 in January 
as against 198.27 in January, 1922. 

Revenue per ton-mile averaged 10.78 mills in January as 
against 11.65 in January, 1922. 

Revenue per ton road averaged $2.03 in January as against 
$2.31 in January, 1922. 

Revenue passengers carried totaled 83,536,000 in January 
as against 81,402,000 in January, 1922. 

Revenue per passenger-mile averaged 3.104 cents in January 
as against 3.096 cents in January, 1922. 

Revenue passengers per car averaged 15.43 in January as 
against 14.56 in January, 1922. 


CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars was 68,986 in 
the period March 23-31 as against 71,443 in the preceding period, 
while the surplus was 14,196 as against 12,741 in the preceding 
period, according to the car service division of the Americal 
Railway Association. Canadian roads reported a shortage of 
5,225 cars, and no surplus. 


The shortage was made up as follows: Box, 28,374; vel 
tilated box, 102; auto and furniture, 2,373; total box, 30,849; 
flat, 3,818; gondola, 11,305; hopper, 17,976; all coal, 29,281; 
coke, 397; S. D. stock, 4,122; D. D. stock, 279; refrigerator, 
2,310; tank, 460; miscellaneous, 470; total, 68,986. ‘ 

The surplus was made up as follows: Box, 3,228; ventilated 
box, 18; auto and furniture, 20; total box, 3,266; flat, 233; gol 
dola, 1,971; hopper, 1,814; all coal, 3,785; coke, 35; S. D. stock, 
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4,698; D. D. stock, 69; refrigerator, 1,917; miscellaneous 193; 
total, 14,196. 

The Canadian shortage was made up of 3,725 box, 500 auto 
and furniture, 400 flat, 200 gondola, 100 refrigerator and 300 
miscellaneous, making a total of 5,225 cars. ‘ 


CANADIAN CAR SUPPLY 

An order providing for the delivery to Canadian roads of 
400 United States owned box car empties daily, in addition to 
the return of Canadian-owned cars, was issued by the car serv- 
ice division of the American Railway Association as the result 
of a conference April 11 between L. M. Betts, manager of the 
closed car section of the division, representatives of eastern 
and northeastern lines and the Canadian roads. The order will 
continue in effect until further notice. C. P. Riddle, secretary 
of the Canadian Railway Association, attended the conference. 

The conference was held to meet the situation growing out 
of an excess of Canadian cars on United States lines. The 
Canadian lines face a shortage, particularly in the territory east 
of Montreal. The 400 cars daily will come from the Maine lines 
and the New York Central. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





* 


REGULATION OF COMMON CARRIERS 


Objection to Predicate for Admission of Best Evidence Inop- 
portune: 

(Supreme Court of Pennsylvania.) In suit for demurrage, 
where plaintiffs’ witness, being shown carbon copies of original 
notices delivered to defendant, stated that the originals had 
been sent to defendant, by him, an objection thereto was in- 
opportune, as plaintiff had the right to thus lay the ground for 
later offering the papers, at which time, if the best evidence 
rule applied, the objection would have been proper.—Davis, 
Director-General of Railroads, etc., vs. Carroll-Porter Boiler & 
Tank Co., 119 Atlantic Rep. 742. 

Evidence Taken Favorable to Plaintiff on Defendant’s Motion 
for Binding Instructions and Judgment n. o. v.: 

On defendant’s motion for binding instructions and for 
judgment n. o. v., all the evidence and inferences therefrom favor- 
able to plaintiff must be taken as true, and all unfavorable to 
him, if depending solely on testimony, must be rejected.—Ibid. 
Whether Bookkeeper Had Authority to Make Average Demur- 

rage Agreement Was for Jury: 

In suit to recover demurrage, where defendant’s bookkeeper, 
who had complete charge of disposition of incoming freight, 
entered into an average demurrage agreement with plaintiff 
and executed it in defendant’s name per himself, and it could 
be found from the evidence that the bookkeeper was either 
authorized to make the agreement or his act was afterwards 
ratified by defendant, defendant’s request for binding instruc- 
tions was properly overruled.—Ibid. 

Right to Recover Any Part of Claim Defeats Request for Bind- 
ing Instructions: 

In suit for demurrage, where there was evidence covering 
the claim as to some of the cars for which plaintiff had a right 
to recover, defendants’ request for binding instruction was 
at i overruled, and judgment n. o. v. was properly denied. 
—Ibid. 

Consignee Acquiescing in Form of Notice of Car Arrivals Could 
Not Complain Because It Did Not Comply with the Rules: 
Consignee cannot complain that none of the notices served 

on him regarding the arrival of cars were in the form prescribed 
by the rules relating to constructive placement, which provide 
that notices should be in writing, and contain point of shipment, 
car’s initials and numbers, and the contents, when the form of 
notice used was received by defendant without objection, and 
there was no request for additional information, and the bills 
first sent under that form of notice were paid.—lIbid. 

In Suit for Demurrage, Held that It Could Not Be Ruled as 
Matter of Law that Cars were Not Handled for Defendant’s 
Account: 

In suit for demurrage as to cars consigned to another in 
care of defendant, it was held that it could not be ruled as 
a matter of law that the cars were not handled for defend- 
ant’s account.—Ibid. 


Discrimination by Carrier Held to Have Reduced Stee! Company’s 

Profits: 

(Court of Appeals of District of Columbia.) Where carriers 
had discriminated against a steel company by refusing to spot 
ears for it, or to make an allowance to it for the expense of 
spotting cars, as they did for its competitors, in the same switch- 
ing district, and the evidence showed that the steel company 
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was unable to control the market price, so that it could not 
pass such charges on to its customers, it is manifest that the 
discrimination against that company had resulted in damage 
to it, by diminishing its profits to the extent of the cost of 
spotting its cars.—Donner Steel Co., Inc., vs. Interstate Com- 
merce Commission, 285 Fed. Rep. 955. 

Reservation of Ruling on Evidence by Examiner Held Not 

Erroneous: 

Where the examiner for the Interstate Commerce Commis- 
sion ordered proof on the issue of damages to a shipper re- 
served until after the decision as to the right to damages, and 
thereafter the Commission found there was no right to repara- 
tion, though it did find discrimination against the shipper, the 
ruling on the evidence was not erroneous, even though the 
conclusion as to reparation was not correct.—lIbid. 
Erroneous Decision of Commission, Within Jurisdiction, Can 

Only Be Corrected by Proceedings in Error: 

An erroneous decision of the Interstate Commerce Con- 
mission, acting within its jurisdiction, can only be reviewed by 
proceedings in error, not by mandamus or certiorari.—Ibid. 
Does Not Lie to Review Discriminatory Decision of Tribunal 

Within Its Jurisdiction: 

Mandamus cannot be conveted into a writ of error to review 
errors of law committed by a tribunal, whose jurisdiction is 
conceded, nor to compel a particular exercise of judgment or 
discretion.— Ibid. 

Procedure in Suit on Cause Accruing Before Federal Control 

Must Be in Accordance with Acts of Congress: 

Though liability of a railway company continued after the 
property of another company sought to be held as garnishee 
had passed under federal control, and the company liable was 
subject to suit after assumption of such control, the procedure 
had to be in accordance with the acts of Congress.—Davis, 
Director-General of Railroads, etc., vs. L. N. Dantzler Lumber 
Co., 43 Supreme Court Rep. 349. 

Garnishment During Federal Control Unauthorized: 

Under the federal control act (Comp. St. 1918, Comp. St. 
Ann. Supp. 1919, sec. 3115%a-3115%p), providing that no precess, 
mesne or final, should be levied against property under federal 
control and that suits on causes of action arising prior to such 
control might be instituted or continued to judgment, but with 
immunity of physical property from levy, and the proclamation 
of the President prohibiting attachment by mesne process or 
on execution, a railroad whose property was under federal con- 
trol could not be made a defendant through garnishment, and 
such garnishment proceedings were not permitted, because au- 
thorized by the statutes of the state.—Ibid. 

Defense by Garnishee Under Federal Control Held Seasonably 

Made: 

Where a railway company, sued by garnishment proceedings, 
admitted an indebtedness, but attacked the jurisdiction of the 
court under the presidential proclamation exempting property 
of railroads under federal control from process, and under 
federal control act, sec. 10 (Comp. St. 1918, Comp. St. Ann. Supp. 
1919, sec. 31153%4j), and, after reversal of a judgment in its 
favor the Director-General filed an answer contesting the juris- 
diction and power of the court to proceed against property 
under the control of the United States, the defense was season- 
ably and properly made.—lIbid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
“Byetens, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Carrier Held Liable for Damages in Loss Settled by Agent: 
(Supreme Court of Mississippi, Division B). In a ship- 

ment of freight f. o. b. point of destination with the right given 

the consignee to inspect before acceptance, where this 1» 

spection is made by the consignee and the agent of the rail- 

road company, and the shipment declined, whereupon the 
agent entered into an oral agreement with the consignee that, 
if he would take the shipment and dispose of it to the best 
advantage, the railroad company would pay him for any damage 
sustained by him, and where the testimony shows that this 
agent of the railroad company was in the habit of settling 
claims for lost and damaged freight, then under this agree 
ment, the railroad company is liable for these damages.—New 

Orleans, & N. E. R. Co. et al vs. Interstate Wholesale Groce! 

Inc., 95 So. Rep. 316. 

Settlement of Claim for Lost or Damaged Freight Made 7 
Agent of Railroad Exceeding Authority Where Such Fac 
Unknown to One With Agreement Made Held Binding: 
Where the freight agent of a railroad company is 11 tl 

habit of settling claims for lost and damaged freight, bul where 
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MR. SHIPPER :— 


The steady increase in traffic handled via the Natchez Route is the 
best proof of its satisfactory service. 


The advantages of the Natchez Route are the absence of large ter- 
minals en route, dependable through fast freight schedules and pass- 
ing reports which keep shippers and consignees in close touch with car 
movement—items which appeal to those desiring dependable service. 


If you have traffic moving between Eastern, Carolina and South- 
eastern territory and the Southwest, let the Natchez Route serve you. 


Route from the West via Shreveport, La., Stamps or Hope, Ark., care Natchez Route. 
Route from the East via Mobile or Hattiesburg, care Natchez Route. 





Traffic Department Representatives: 


C. G. Lang, R. E. McGrath, S. H. Atkinson, 

Commercial Agent, Commercial Agent, Soliciting Freight Agent, 

235 City Bank Bldg., 330 Ry. Exchange Bldg., 523 State Nat’! Bank Bldg., 

Mobile, Ala. Kansas City, Mo. Texarkana, Ark 
Carroll H. Smith, S. E. Jones, E. A. Montgomery, E. B. Hickman, H. R. Whiting, 
General Agent, General Agent, General Agent, General Agent, General Agent, 


419 Palmer Bldg., 1983 Ry. Exchange Bldg., 535 Whitney Central Bldg., 511 Insurance Bldg., 622 Insurance Bldg., 
Atlanta, Ga. St. Louis, Mo. New Orleans, Dallas, Texas. Oklahoma City, Okla. 


MEMPHIS, TENN. ° “nssissiept vattey 
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THE MEMPHIS TERMINAL CORPORATION 
| Operating the South’s Largest Merchandise Warehouses 


Offering Unexcelled Storage and Reshipping Facilities at Reasonable Storage Rates, Lowest Insur- 
' ance Rates. Buildings Concrete, Automatically Sprinklered. Trackage Facilities 500 Cars. 
Within the City Switching Limits. 

SERVED BY 
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Illinois Central R. R i ep ) deeacng 
Louisville & Nashville R.R. 9A 
Missouri-Pacific R. R , ae SS 
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Southern Railway 


St. Louis, San Francisco R.R. “2 S 
St. Louis, Southwestern R.R. 
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NO CONGESTION | 
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(Member American Warehousemen’s Ass’n) 
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there is a secret limitation that his authority only extends to 
settling claims for an amount not exceeding $100, which fact 
is unknown to one with whom the agreement was made, then 
the agent had the apparent authority to make an agreement 
to settle the claim for lost and damaged freight, which agree- 
ment is’ binding upon the railroad company.—lIbid. 
DELAY IN TRANSPORTATION OR DELIVERY 

Carrier Not Insurer Against Delays in Transit Nor Againsi 

Perishable Quality of Goods: 

(Superior Court of Delaware, Sussex). In the absence ot 
a specific agreement as to time, a common carrier, though re- 
sponsible for negligence, is not an insurer against delays in 
transit, nor is it, in the absence of proof of negligence, an in- 
surer against or responsible for any inherent natural tend- 
ency of perishable property to depreciate or decay.—Hardesty 
vs. American Ry. Express Co., 119 A. Rep. 681. 

Common-Law Duty of Carrier Stated: 

Under its common-law duty a carrier is bound to use all 
reasonable effort to deliver all shipments received by it in a 
reasonable length of tithe under the circumstances proved, hav- 
ing due regard for the character of the shipment, the apparent 
necessity for its speedy delivery if of a perishable nature, and 
all other facts in the case.—lIbid. 

Carrier Must Use Cars Adapted for Perishable Goods: 

It is the duty of a carrier to exercise such a degree of dili- 
gence in the care of all shipments as the character of the 
goods shipped and the circumstances requires; when a carrier 
undertakes the transportation of perishable goods, it is its duty 
to furnish cars especially adapted to the preservation of that 
class of goods, and, if refrigerator cars are the only reason- 
able safe means of transporting such goods to their destina- 
tion, cars of that character must be furnished.—TIbid. 


Carrier Must Ice Cars Containing Perishable Goods at Point 
of Shipment and Re-lce During Transit if Necessary: 

If the class of goods shipped by a carrier reasonably re- 
quire refrigeration for their preservation, it is the duty of the 
earrier, not only to furnish refrigerator cars to transport such 
a shipment, but, in the absence of a voluntary assumption of 
that duty by the shipper, to ice such cars properly at the point 
of shipment, and also to re-ice them at such times and places 
along the route as may be reasonably necessary to preserve 
the shipment.—Ibid. 


Degree of Care Required by Carrier in Transporting Depenas 
Upon Perishable Nature of Goods “Negligence:” 
Negligence is the failure to exercise due care under all.the 

facts and circumstances proved, and the diligence required of 

a carrier may increase or diminish according to the character 

of the goods shipped; the degree of care required being in- 

creased where the shipment is of a perishable nature.—Ibid. 

Preponderance of Evidence Required: 

Negligence must be proved by the preponderance of the 
evidence, which does not mean by the mere number of wit- 
nesses, but by the weight of the evidence under all the facts 
and circumstances proved.—lIbid. 


Delay in Shipment Prima Facie Evidence of Negligence, But is 
Subject to Rebuttal: 

Any delay in the transportation and delivery of perish- 
able property to a consignee causing damage thereto may be 
considered by the jury as prima facie evidence of negligence 
against a carrier, which it may rebut by proof that such de- 
lay was not caused by any negligence on its part.—Ibid. 
Failure to Ice Goods of Perishable Nature Constitutes NeglIl- 

gence: 

A failure on the part of a carrier to ice a car of perish- 
able fruit in a proper manner at the point of shipment, or to 
re-ice the same in transit if re-icing is reasonably necessary 
for its preservation, constitutes negligence, unless such duty 
is voluntarily assumed by the shipper.—lIbid. 

Goods Delivered in Damaged Condition or Part Missing Raises 
Prima Facie Presumption that Loss or Damage Caused By 
Negligence of Carrier: 

Where it is proved that goods shipped were delivered to the 
carrier in good order, but that when delivered to the consignee 
they were damaged, or a part of them was missing, a prima 
facie, presumption that the loss or damage was caused by the 
negligent act of the carrier will arise, and, unless it can show 
that such loss or damage was due to some cause for which, 
by law, or under its contract, the carrier would be excused, it 
will be liable.—Ibid. 

Measure of Damages for Failure to Deliver Perishable Goods to 
Consignee Stated: 

In an action against an express company for failure to de- 
liver part of a shipment of strawberries, held the measure of 
damages would be the market value at the place where and 
time when delivery should have been made of such of the 
strawberries as the defendant carrier failed to deliver to the 
consignee.—Ibid. 

Measure of Damages to Perishable Goods From Delay for Fail- 
ure to Ice in Transit Stated: 

In an action against an express company for failure to de- 
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livery a shipment of strawberries within a reasonable length 

of time and for failure to re-ice in transit, the measure of 

damages is the difference, if any, between the market value 
at the place of delivery of the goods in their damaged state 
and their value if they had been delivered in good order.—Ibid. 

Liability of Stockyards Company Begins with Receipt of Live 
Stock from Railroad Company and Ends with Delivery to 
Consignee: 

(Supreme Court of Nebraska). The liability of a stockyards 
company as a common carrier begins upon its receipt of live 
stock from the railroad company at the transfer switch, and 
ends with its delivery to the consignee, unless by reason of 
such circumstances as unreasonable delay in acceptance, or 
other default on the part of the consignee, the relation changes 
to that of the bailee—-Schneider vs. Davis, Director General of 
Railroad, etc., et al., 192 N. W. Rep. 230. 

Statute as to Liability of Connecting Carriers for Delivery of 
Freight to Consignee Held to Apply to Carriage of Live 
Stock: 

Under section 5415, Comp. St. 1922: ‘Whenever two or 
more railroads are connected together, the company owning 
either of such roads receiving freight to be transported to any 
place on the line of either of the roads so connected shall be 
liable as common carriers for the delivery of such freight to 
the consignee of the freight, in the same order in which such 
freight was shipped.” This section applies to the carriage of 
live stock.—Ibid. 

Director General Held Liable as Receiving Carrier for Live 
Stock Delivered to Stockyards Company for Delivery to 
Consignee: 

Under the evidence in this case the Stockyards Company 
was a common carrier of the live stock consigned, and the 
Director General of Railroads is liable as the carrier receiving 
the freight to be transported.—lIbid. 

Simultaneous Repeal and Re-Enactment of Law Continues Unin- 
terrupted Operation: 

The simultaneous repeal and re-enactment of a law has the 
effect of continuing the uninterrupted operation of the statute. 
—Ibid. 

Contract Conflicting with Statute Requiring Live Stock to be 
Unloaded for Rest and Food Is Void, and There Can Be No 
Recovery Based Thereon: 

(Supreme Court of Arkansas). U.S. Comp. St. Sec. 8651, re- 
quiring live stock to be unloaded for food or rest within a cer- 
tain number of hours, operates as a restriction on the right of 
contract between a shipper and a carrier, and this restriction 
cannot be disregarded and contractual rights built on it, and 
a contract conflicting therewith is void, and there can be no 
recovery against a carrier based thereon.—Missouri Pac. R. Co. 
vs. Burnett, 247 S. W. Rep., 1047. 

Agreement Not to unload Hogs in Public Pens at Destination 
Held Not to Violate Federal Statute to Unloading for Food 
or Rest: 

A mere agreement that there should be no unloading of 
hogs in the public pens at destination does not violate U. S. 
Comp. St. Sec. 8651, limiting the number of hours within which 
they may be carried without being unloaded for food or rest; 
it being within the legal right of a carrier to perform an agree 
ment not to unload at destination or any particular place or in 
any particular manner.—lIbid. 

Shipper’s Directions Not to Unload in Public Pens at Destina- 
tion to Enable Him to Get Better Price for Hogs Held Notice 
to Carrier as Basis for Special Damages: 

Where the shipper explained to the carrier’s agent that he 
did not want hogs unloaded in public pens at destination be 
cause, if they were, he could not sell them for the price the 
consignee agreed to pay, and also showed him the shipping 
instructions from the consignee. The carrier had notice of the 
circumstances. on which special damages might arise, and is 
liable for violation of its duty in this respect.—lIbid. 
Negligence to Mislead Shipper and Disregard Directions Not to 

Unload in Public Pens at Destination: ; 

It is negligence for a carrier to mislead a shipper to his 
detriment and to disregard directions not to unload hogs 12 
public pens at destination.—Ibid. ; 
Evidence of Live Stock Shipper as to Decline in Market Pricé 

from Information of Live Stock Paper Held Competent: | 

(Supreme Court of Arkansas). Evidence of a live stock ship 
per as to decline in the market price of cattle between the time 
they should have been and were delivered at the stockyards, 
from information from the consignee and from a regular market 
publication showing quotations from day to day on cattle, was 
sufficiently definite and competent as tending to establish the 
decline of market value during period of delayed shipment— 
Missouri Pac. R. Co. vs. Henderson, 247 S. W. Rep 1070. ‘ 
Carrier’s Agent, Accepting Oral Notice to Furnish Car for ShipP- 

per, Waived Written Notice, Which Could Be Required: 

The rule that a railroad company when engaged in tras 
porting live stock is bound to furnish suitable cars therefor 02 
reasonable notice is controlled in interstate shipments by the 
character of notice approved by the Interstate Commerce Com- 
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mission, and where the commission approved a rule requiring 
a written notice, an agent of a carrier could refuse to accept 
an oral order or notice to furnish car for a shipper within a 
reasonable time, but having done so, he thereby waived its form, 
as may be done.—Ibid. 


MOTOR TRAFFIC SURVEY 


The Trafic World Washington Bureau 


A preliminary report on a survey of motor truck and auto- 
mobile traffic in Connecticut will be issued shortly by the Bureau 
of Public Roads of the Department of Agriculture. The survey, 
said by officials to be one of the most complete of its kind ever 
undertaken, was begun in September, 1922, and will cover an 
entire year. The final report will be made late this year. 

“The analysis of the data is expected to serve as a valuable 
aid in allocating highway construction and maintenance funds 
in determining seasonal variations in vehicle commodity and 
tonnage movement and in furnishing information as to the prac- 
tice of truck overloading,” the bureau says in a statement re- 
garding the survey. “Highway transportation information con- 
cerning the net tonnage of freight, kind of commodities, type 
of shipment, and length of haul will be of value in analyzing 
the relation of motor transportation to other methods of trans- 
portation.” 

The survey is being made by the Bureau of Public Roads and 
the Connecticut State Highway Department. Some of the facts 
which the bureau says will be in the preliminary report and 
an explanation of the methods employed in making the survey 
follow: 





During the three months from September 11 to December 2, 
1922, approximately one-fourth of the total motor truck net 
tonnage was transported over the highways from 0 to 9 miles; 
one-half from 10 to 69 miles, and one-fourth over 70 miles. 

2. Analysis of the passenger vehicle information indicates 
that 35 per cent of the movement is for business purposes and 65 
per cent for recreation. Passengers per vehicle average 1.7 when 
used for business and 3 when used for recreation. The average 
pe gyno mileage is 29.7 and the average recreational mileage 55.5 
per cent. 

3. A seasonal comparison of Connecticut highway transpor- 
tation indicates that in January and February, 1923, motor truck 
traffic decreased 40 per cent below the October, 1922, traffic, 
while passenger vehicle traffic in January and February, 1923, 
was 68 per cent lower than in October, 1922. 

4. Analysis of 10,645 loaded trucks from September 11, 1922, 
to December 2, 1922, shows that 29.6 per cent are overloaded 
beyond their rated capacity, and that with increasing width of 
truck bodies there is an increasing percentage of overloaded 
vehicles. 

The survey is one of the most complete of its kind that has 
been undertaken. The data obtained form a daily record of 
highway transportation in a typical manufacturing area, and 
include, for what is believed to be the first time, all the facts 
necessary for a critical analysis of highway transportation in 
the New England area. 

The traffic survey includes two types of researches: An 
intensive survey taken at eight key points throughout the state; 
and an extensive survey taken at fifty-six stations. Each inten- 
sive station is the center of a number of extensive stations. 
Observations have been made at each intensive station for one 
week every two months and will be continued in this way for a 
period of a year. By moving from station to station on a regular 
cycle of operation, seasonal variations of traffic are recorded. 
The extensive observations at the fifty-six selected stations are 
made for one day in each month. The stations are divided into 
districts, surrounding each intensive station, with seven stations 
in each district. The arrangement an doperating schedules of 
the district stations are grouped to avoid duplicate recording of 
vehicles. 

The observations made at the intensive stations relate only 
to truck traffic. Every truck passing the stations during the 
periods of operation is stopped, weighed and measured. The 
make and capacity of the vehicle is recorded, the commodity it 
carries is noted and inquiry is made as to origin and destination, 
frequency of trips and whether the truck is engaged in a public 
trucking business or is operating in private business. 

At the extensive stations both truck and passenger car data 
are obtained, the information including the number and make 
of passenger cars and trucks passing the stations, and number 
of passengers, the capacity of trucks and the character of their 
cargoes, origin and destination, the number of trips per week 
made by the trucks and the time required for the trip, and 
whether the passenger cars are operated for business or pleasure. 


CANADIAN COAL SUPPLY 


The Trafic World Ottawa Bureau 


Operators of Alberta coal mines—of which there are nearly 
400 now working—interviewed the president of the Canadian 
National Railways, April 11, asking for a freight rate which 
will enable this coal to be hauled to the province of Ontario 
and sold there in competition with American coal. Sir Henry 
Thornton said if it was possible such a rate would be granted, 
and he hoped to arrive at a solution of the problem at an early 
date. The present annual output of the Alberta mines is 6,000,- 
000 tons, which can easily be raised to 14,000,000. Ontario and 
Quebec spend $90,000,000 annually for coal and freights from 
outside. The present rate to Toronto from Alberta is around 
$13 a ton. Before the Parliamentary committee on fuel supply, 
a member of the federal advisory fuel committee stated that 
“Canada would never be a nation while dependent for fuel on a 
nation which could strangle us in five minutes without firing a 
shot” by cutting off the fuel supply. He said expenditure on 
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militia and defense, until fuel supply was assured, was wasting 
money. 


FRUIT AND VEGETABLE SHIPMENTS 


“With more moderate weather, combined shipments of ap- 
ples, strawberries and 10 vegetables increased slightly to 10, 
262 cars, a gain of 9 per cent over the corresponding week a 
year ago,” the Bureau of Agricultural Economics, Department of 
Agriculture, said in its weekly review for the period April 1 to 7, 
inclusive. “Potatoes and new cabbage showed heaviest in- 
crease.” 

The totals from the weekly summary of carlot shipments, 
as reported telegraphically by the railroads, follow: 





Totals for week and season are regularly subject to revision be- 
cause of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

‘ Tuesday, April 10, 1823. 
April March April Totalthis Totalthis Total 
1-7 25-31 2-8 Season to Season to last 


1923 1923 1922 Apr.7,ine. Apr.8,ine. Season 

Apples (box areas)— 

y | BEE ere 286 429* 223 44,671* 55,103 56,270* 
Apples (barrel areas)— 

3 a - Leer ¢ 451 476* 283 61,455* 30,697 32,018* 
Cabbage (season 1922)— 

(a Se 20 53 16 40,441* 30,992 31,006 
Cabbage (season 1923)— 














. RR ee 656 520* 739 3,207* 7,409 40,441 

Cauliflower— 
_. a a 150 104 98 4,340 4,189 4,329* 
Celery (1922)— 
er ae ae 5 6 12 14,448 11,632 11,646* 

Celery (1923) Florida— 

Jan, 1-June 30..... 449 492 315 4,781 3,666 4,807 
Lettuce— 

po a 643 757* 824 13,392* 10,676 21,980* 
Mixed Vegetables— 

Total (cal. year)... 482 400 442 4,959 4,226 19,706 
Onions (1922)— 

aS CERI aa 114 206 7 28,961* 20,765* 20,767 
Onions (1923) Texas— 

March 15-Sept. 30 11 4 267 32 390 4,626 
Spinach— 

poo eee 306 303* 385 4,651* 3,019 4,654 
Strawberries— 

TR res bin ke ce acaioge 185 105 276 1,179 663 18,737 
Sweet Potatoes— 

, | RS ee ee 317 431 310 19,698* 17,722 19,291 
Tomatoes— 

on CORO ee 594 523 642 3,917 4,019 26,372 

Summary White Potatoes, 1922 Crop 

Leading Sections: 

EMG CHOP 22 6000 5,448 5,034 4,163 150,040 157,433 185,425 
Other Sections: 

EGIG CEOD ~ o-Geiewisces 118 131 97 26,441 19,858 20,323 
Early crop, 1922...... Bre a a 40,772 32,540 32,540 

| ee 5,566 5,165* 4,260 217,253* 209,831 238,288 


COAL PRODUCTION REPORT 


“The anticipated decrease in production on account of the 
pre-Eastern holidays in the week ended March 31 did not occur 
and for the third successive week production was in the neigh- 
borhood of 10,400,000 tons,” the Geological Survey says in its 
current coal report. It continues as follows: 


The present estimate of the total soft coal output in the last 
week of March is 10,414,000 net tons, including coal shipped, 
mine fuel, local sales, and coal coked, which is a decrease of 
only 10,000 tons from the revised estimate of the week preceding. 

Preliminary reports of cars loaded in the present week, April 
2-7, showed 17,953 cars on Monday. Thus production on that day, 
which was a double holiday—Eight our Day and Easter Monday 
—was equal to 45 per cent of the average for recent Mondays. 
Loadings on Tuesday were approximately 33,000 cars and did not 
show the usual recovery following holidays.- The loadings dur- 
ing the first four days of the week were 14 per cent less than in 
the week before, and the total output for the week will be around 
9,500,000 tons. 


The all-rail movement of coal to New England and Eastern 
New York for the week ended March 31, as reported by the 
American Railway Association, included 3,844 cars of bituminous 
coal and 3,289 cars of anthracite forwarded through the six 
principal gateways over Hudson River and through Rouses Point. 
This was an increase in bituminous coal but a decrease in anthra- 
cite as compared with the week preceding. 

Shipments of soft coal from Hampton Roads in the week 
ended March 31 totaled 379,538 net tons, a decrease of nearly 
63,000 tons as compared with the week preceding when they 
were about 93,000 tons more than in the week before that. During 
March tonnages forwarded to New England and for export and 
of bunker coal used in foreign trade have been considerably 
larger than during earlier months in the year. 


TO SELL HOUSING PROJECT 


Sidney Henry, director of sales, United States Shippiné 
Board Emergency Fleet Corporation, has announced that the 
Shipping Board has decided to sell at auction the housils 
project located at Brooklawn, N. J. This project, which is one 
of the most desirable constructed during the war period for 
shipyard workers, is now fully.occupied. It includes 447 houses, 
besides stores and other special buildings, and some undeveloped 
land. The houses are of attractive types, consisting of 4, 5, 6 
and 7 room dwellings, and will afford desirable homes to pur 
chasers at a reasonable price. These houses will be offered 
for sale about the middle of May. 


Ror 
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288 Heavier Rails Constantly maintained at a high state of physical excel- 
Grades reduced lence, its splendid record in the safe and prompt trans- 
the * . e ° 
car straightened portation of passengers and freight justly merits your 
ign- y ° ° ° . . 
its Every safety consideration in the selection of a route for either travel 
device known= oe 
m* Resilient or shipping. 
ped, Road Bed ballasted A * 
x; with Traffic Agencies 
pril aie . . . . 
a sherman gravel Complete information regarding passenger and freight service 
A cheerfully furnished by any Union Pacific representative. 
ur- . . 7 J J * 
n in Offices are maintained at principal cities throughout the country. 
— 
the 
nous ATLANTA, GA...........-- 49 N. Forsyth St. KANSAS CITY, MO........... 805 Walnut St. REDLANDS, CAL.......... «s+. 14 Cajon St. 
SIX BIRMINGHAM, ALA. ....1st Ave. & 20th St. LINCOLN, NEB............-.-. 204 N. 11th St. RENO, NEVADA ....Second and Center Sts. 
oint. BOISE, IDAHO........... 8th & Bannock Sts. LONG BEACH, CAL., Ocean Ave. & Pine St. RIVERSIDE, CAL.....c000 coccee 680 Main St 
hra- BOSTON, MASS.......... 294 Washington St. LOS ANGELES, CAL.... ....221 S. Broadway SACRAMENTO, CAL......... 1006 Fourth St. 
BUTTE, MONT.......00cesss00s- 4S. Main St. MILWAUKEE, WIS. ....... 221 Grand Ave. SAN PEDRO, CAL..... Sinieotd 521 Beacon St. 
veek CHEYENNE, WYO........ 1605 Central Ave. MINNEAPOLIS, MINN. . ...125 S. Third St. SALT LAKE CITY, UTAH ....10 S. Main St. 
arly CHICAGO, ILL......... 58 E. Washington St. NEW ORLEANS, LA.....226 Carondelet St. SAN DIEGO, CAL............. 121 Broadway 
they CINCINNATI, O. ........ ..-- 4th & Vine Sts, NEW YORK, N.Y. .......... 280 Broadway SAN FRANCISCO, CAL. ..... 673 Market St. 
ring CLEVELAND, O............ 1016 Euclid Ave. OAKLAND, CAL.......... 433 Fourteenth St. SEATTLE, WASH......0.-W. Pass. Station 
and COUNCIL BLUFFS, IA.. ....37 Pearl St. OCEAN PARK, CAL............ 149 Pier Ave. SPOKANE, WASH ........ 727 Sprague Ave. 
ably DALLAS, TEX...... Commerce & Akard Sts. ° GE SEI os cccccccsiccscns 390 24th St. ST. JOSEPH, MO., Frederick Ave & Felix St. 
DENVER, COLO....... 18th & California Sts. PASADENA, CAL........ 403 E. Colorado St. SE EAI BO so ccdcccvcvcesies 611 Olive St. 
DES MOINES, IA..........-.00+: 209 Fifth St. PHILADELPHIA, PA.....15th & Market Sts. TACOMA, WASH............ 106 S. Tenth St. 
DETROIT, MICH. ...127 W. Lafayette Blvd. PITTSBURGH, PA. .Smithfield St.& 6th Ave. TORONTO, ONT................ 69 Yonge St. 
FRESNO, CAL., Tulare St. & Van Ness Ave. PORTLAND, ORE. .W. Park @ Washington VANCOUVER, B.C......... 470 Granville St. 
oping 
, the 
using A. L. CRAIG, General Passenger Agent, Omaha, Nebraska C. J. LANE, General Freight Agent, Omaha, Nebraska 
| om D.S. SPENCER, General Passenger Agent, Salt Lake City, Utah J. A. REEVES, General Freight Agent, Salt Lake City, Utah 
Be: WM. McMURRAY, General Passenger Agent, Portland, Oregon H.E. LOUNSBURY, General Freight Agent, Portland, Oregon 
oped T. C. PECK, General Passenger Agent, Los Angeles, California W. F. LINCOLN, General Freight Agent, Los Angeles, California 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 


of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
of mars We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear:to us unwise to answer or that involves a 
eituation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


| end 


Application of Cummins Amendment to Shipments Moving from 
Canadian Points to Points in the United States 

Massachusetts.—Question: Shipment from point in New 
Brunswick to point in the United States, all rail, has to traverse 
several states to reach its final destination. The cost of the 
shipment including freight is $330.00. Shipment was damaged 
in transit by frost and was unduly delayed. Should have sold 
for $400.00 and was sold for $330.00. Claim was entered for 
$70.00, based upon difference in value at destination in good 
condition, and value as finally delivered. 

Carrier declines payment referring to bill of lading under 
which shipment was made, which is a Canadian bill of lading, 
and which reads in Section 4, Paragraph 2 as follows: “The 
amount of any loss, or damage, for which the carrier is liable 
shall be computed on the basis of the value of the goods at the 
place and time of shipment under the bill of lading.” 

Will the conditions of the bill of lading as stated obtain, and 
has the consignee any chance of recovery? 


Answer: While we can locate no case involving the con- 
struction to be placed on the provisions of the Canadian bill 
of lading, to which you refer, so far as it relates to shipments 
moving to points in the United States, it would seem that under 
the decisions of the Supreme Court of the United States in 
the McCaull-Dinsmore Case, 253 U. S. 97 and G. H. & S. A. 
R. R. Co. vs. L. H. Woodbury and Vincent Woodbury. 254 U. S&S. 
357, that the provisions would be held to be a limitation of 
liability on the part of the carrier, and, therefore void as be- 
ing in contravention of the Carmack or Cummins Amendment 
to the Interstate Commerce Act, which prohibits a limitation 
of liability such as provided for in the Canadian bill of lading. 


Tariff Interpretation:—Conflicting Provisions 

Illinois —Question: Rule 4-J states that specific routes may 
be shown in tariff and rates will not apply via other routes. It 
also states that, when no routing is shown, rates will apply 
via all routes of lines parties to the tariff. Some Western 
Trunk Line Tariffs naming rates on Lumber and Potatoes carry 
specific routes with the following clause appended, “When in- 
dex numbers are not shown, rates will not apply’, or “Where 
no routing is shown, rates will not apply”. But, at the same 
time rates are shown in the rate section to stations that do 
not appear indexed in the routing section. 


Do you not consider such restrictions susceptible to the 
expansiveness of the “no routing application”, or when no rout- 
ing is shown? 

Answer: It is our view that if a tariff carries a restriction 
to the effect that if no routing is provided, the rates will not 
apply, yet in the rate sections specific rates are shown from 
origin to destination, the tariff contains conflicting provisions 
and the rates will apply via all routes formed of lines parties 
to the tariff. If, however, the rates shown are applicable via 
some route, then the conflict does not exist. The station may 
not be indexed for routing to one delivering line yet is indexed 
as to another. In such cases, the rate is applicable via the 
route to which the station is “keyed” or indexed, yet is not ap- 
plicable via those routes to which the station is not keyed or 
indexed. In requesting interpretations of tariffs, it is desirable 
that reference be given by the I. C. C. number to the tariff in 
question or to one similar to it. 


Overcharge—Voluntary Refund of Where Claim is Not Presented 
Within Two Years from Date of Delivery of Shipment 
Missouri.—Question: Attention is invited to your reply to 

“Mississippi,” pages 624-626 of the Traffic World, issue of March 

17th, 1923. 

Please advise if, in your opinion, it is obligatory on the 
part of the carriers to claim the benefit of the statute in the 
case of straight overcharge claims and, therefore, decline ad- 
justment of meritorious claims. We, of course, understand 
that under paragraph 3, Section 16, of the Interstate Commerce 
Act, after the expiration of the two year period referred to, the 
Commission will not take cognizance of claims for damages ac- 
count excessive and illegal rates having been assessed, but it 
has always been our understanding that nothing is contained 
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in the Interstate Commerce Act which would prohibit the car. 
riers from adjusting meritorious overcharge claims regardless 
of the question of time. 

Kindly explain this matter fully and also advise what wil] 
be the effect of the ruling in Kansas City Southern Railway Co, 
vs. Harry B. Wolf, Case 194, decided February 19, 1923 in re. 
gard to straight overcharge claims. 

Answer: In case No. 194, The Kansas City Southern Rail. 
way Co. vs. Wolf, et al, decided February 19 1923 the Supreme 
Court held the doctrine of the Phillips Case, 236 U. S. 662 ana 
the reasoning advanced to support it, were applicable to the 
circumstances of the Wolf Case and that the lapse of time had 
destroyed any liability by the carrier to the shipper or his as- 
signee for the alleged overcharge. 

In the Phillips case, the Court, after speaking of the dis. 
crimination which would result from having one period of lim}- 
tation where the complaint is filed before the Commission and 
the varying periods of limitation of the different states sand: 

The railroad company therefore, was bound to claim the benefit 
of the statute here and could do so here by general demurrer. 

If an action by the shipper for the recovery of an over- 
charge the carrier is bound to claim the benefit of section 16 
of the Interstate Commerce Act, we can see no reason why ihe 
same rule should not apply to voluntary payments of over. 
charge by the carriers and are of the opinion that a carrier may 
not lawfully refund an overcharge for which a claim is presented 
after the expiration of the two year period. 

As to claims which have been presented within the two 
year period the views of the Commission as to the duty of a 
carrier to refund promptly an admitted overcharge as expressed 
fn cases such as Interstate Grain Co. vs. C. & N. W. Ry. Co, 
22 I. C. C. 34, should be taken into consideration. 

L. C. L. vs. Carload Rates on Shipments Loaded to Full Capacity 
—Application of Rule 15 Consolidated Classification 

Missouri.—Question: In regard to Missouri, question on 
page 438 of the Traffic World issue February 24, we are not 
exactly satisfied with the explanation on this particular ques- 
tion. We do not doubt but what we are wrong in regard to 
our contention, but ask that you kindly refer to the Consolidated 
Freight Classification No. 3, pages 8 and 9. Rule 15. Section 
1 provides for the charges on a car, loaded to full capacity, not 
to exceed the L. C. L. rating. Section 3 of the same rule, pro- 
vides for carload rating on a shipment loaded in car and de- 
livered to the railroad company as a carload, but car not being 
loaded to full capacity. 

It is our contention that if section 1 should not be inter- 
preted in the light in which we see it, then there would be no 
use in having Section 3 provided for in the same rule, as this 
would practically be a repetition in the same rule. Freight 
tendered to the railroad company as an L. C. L. shipment is 
not subject to carload rating unless an additional charge of 
2% cents per 100 lbs. is added for handling. 

Section 1 of Rule 15 has two distinct clauses, the latter we 
contend should apply on the car which we have reference 10, 
namely, the charge for a car, fully loaded must not exceed the 
charge for same amount of freight as taken for less than car- 
load shipment. 


You will notice that this clause does not request that the 
goods loaded in the car be marked in accordance with the mark- 
ing requirements of an L. C. L. shipment. We contend that the 
above clause should be interpreted as one distinct exception 
from the rest of the rule, the same as the first part of Section 
1, and as we interpret it, there is no other rule in the Classif- 
cation that contradicts this particular clause, that is, that pro- 
vides for carload rating on a car loaded to visible capacity. 
Section 3 provides for carload rating in case car is not fully 
loaded but tendered as a carload shipment. 

Answer: We do not know what we can add to our answer 
on page 438 of the February 24, issue of The Traffic World and 
the other answers referred to therein. These several answers 
outline clearly our views on the question. 


Different Rates from Different Points in Same Switching Limits 
to a Distant Point 


California—Question: There is a carload commodity rale 
of 7 cents from A to C. There is also a carload commodity rate 
from B to C of 6 cents. B is within the switching limits of A 
Therefore, a rate from any point within the switching limits 
that may be lower should apply. In other words, the 6-cenl 
rate from B to C should hold good from A-to C because of the 
fact that A and B are within the same switching limits. Wé 
contend that the 6-cent rate is applicable. What are youl 
views? 

Answer: If the rate of 6 cents be published specifically 
from B only, it is legally applicable from that point only and 
not from every point embraced in the switching district 
which B is located, there being a-separate rate of 7 cents pub 
lished from points in this district other than B. 

However, unless there be extraordinary conditions in favo 
of point B, there would be. good ground for complaint to the 
Commission seeking an adjustment. In the case of Barndall 
Refining Co. et al. vs. A. T. & S. F. Railway et al., 74 1. € © 
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“We Were Particularly Pleased 
With Your Dining Car Service” _ 


“THE frequency with which comment of this kind is | 

spoken and written to Lehigh Valley representatives, | 
indicates a feature of its service responsible for a great 
deal of the long continued patronage of many of its passen- 
gers, and for the attraction of new ones all the time. 




















Several factors are responsible for the 
















“2 department’s success. Tobegin with, 

bearin mind that the . : 

most important feature to the use of the choicest foods only is a 

be observed at all times is te - ‘ 

to satisfy and please pas- rigid rule, maintained by careful, con- 

sengers, as the reputation : E F 

much upon the efficiency stant inspection. Equally painstak- 

facilities provided by the ing attention is devoted to cuisine. 

Y’ t bY + . o . 

of its petrons.. It te tae Chefs, while guided by detailed recipes 

perative, therefore, that ° ; : 

employes in their ‘inter- and instructions, are encouraged to 

course with passengers Nghe eee bars je 

og Bhs lg display their individual abilities. 

alert to anticipate passen- 


gers’ wants, and diligent 


and cheerful in executing With the incentive to rival in value | 
wai? the other outstanding features of the | 





Lehigh Valley—the scenic beauty of 
| its route, convenient terminal facili. 
_ ties and courteous, attentive personnel—its Dining Car | 
Employes have gradually developed a standard which 


places their service in a pre-eminent position among the 
railroads of the country. 





Try a meal in a Lehigh Valley Diner on your next trip 


between Chicago, Detroit, Toronto, Buffalo and New York 
or Philadelphia. 


Lehigh Valley 
Railroad 


- The Route of The Black Diamond . 
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530, it was held unreasonable to maintain a rate from certain 
Indiana points within, and taking the general rate from, the 
Chicago switching territory which was higher than the specific 
rate from two Illinois points in the same switching territory to 
the same destination in Oklahoma and reparation was awarded 
on basis of the lower rate in effect from the Illinois points 

Increase in Specific Minimum Rate on August 26, 1920 

Pennsylvania.—Question: The rate from A to B on-August 
27, 1920, was 5% cents. In connection with the rates from A, 
there was a special note which provided Chicago rates would 
apply, subject to minimum rate of 6% cents. A blanket sup- 
plement was issued August 28, 1920, advancing all rates in the 
tariff 40 per cent. 

Is it your interpretation that the minimum charge was ad- 
vanced as well as the specific rate, or is the minimum charge 
simply a condition attached to the rate and necessarily would 
not be subject to 40 per cent increase? 

Answer: The general minimum class rate scales and the 
general minimum charges on carloads were not affected by the 
blanket supplements of August 26, 1920, nor were increases 
therein authorized by the Commission in Case Exparte 74. 

However, the supplement of August 26, 1920, making an in- 
crease of 40 per cent in class and commodity rates, in our judg- 
ment, would, unless a provision to the contrary, of which we 
are not aware, were made in some particular case, reach to a 
minimum rate between specific points, especially in view of the 
fact which seems to obtain in the instance cited, that the mini- 
mum rate (not a class rate) is the actual rate applicable per 
hundred pounds. Reference to the tariff in question by I. C. C. 
number should always be given in tariff interpretation or rate 
construction questions. 

Unreasonable Detention of Tank Cars—Liability of Carrier for 
Rental Value 

New Jersey.—Question: On August 10, 1918, we delivered 
to the A & B Railroad at C, N. J., for movement to the John 
Doe Company, Y, N. J., our empty tank car No. 502. The car 
was to be loaded with silicate of soda and returned to our C, 
N. J., plant. 

We were unable to secure any record of the whereabouts 
of this car until September 8, 1918, when we received a wire 
from the X Company, Worcester, Mass. They requested dis- 
posal orders on the car, which was then at Seaboard, N. J. 

It is apparent that the car was incorrectly billed out by the 
agent at C, N. J., or moved without a waybill to cover. Our 
investigation discloses that it arrived at Newark, N. J., and was 
billed from there on August 11, 1918, empty, consigned to the 
X Company, Worcester, Mass., as per instructions given to the 
agent at Newark, N. J., by the Z Company. On August 22, 1918, 
the car arrived at Worcester, Mass., was loaded with illumi- 
nating oil and shipped to the Z Company, Seaboard, N. J. It was 
received at Seaboard on September 3, 1918. 


On our instructions it was billed from Seaboard, September 
11, arriving at our plant located at C, N. J., September 17, 
1918—9 a. m. 

We were deprived of the use of this car for 37 days, due 
to the carriers’ negligence. Can they be held liable for the 
damage we suffered through the loss of this car from our serv- 
ice? The rental price of tank cars such as ours, at that time, 
was $4 per day. 

Answer: The courts have held in several cases that a ship- 
per was entitled to recover damages based upon the rental value 
of tank cars when such private cars are detained by a carrier 
for unreasonable length of time. See Gustafson vs. M. C., 296 
Ill. 41, 129 N. EB. 516, and Empire Refineries, Inc., vs. Guaranty 
Trust Co. of New York et al., 271 Fed. 668. 

Tracers—Acknowledgment of, by Carrier 

New York.—Question: Kindly advise if the Interstate Com- 
merce Commission has ever ruled that common carriers must 
acknowledge the receipt of tracers and, if so, give full reference 


to same, so that proper application may be made for a copy of 
the ruling. 


Answer: 
subject. 
Repayment by Carrier on Account of Switch Track by Making 

an Allowance on Each Carload of Freight Shipped 

New Jersey.—Question: During the federal control of the 
railroads, for some unknown reason, when industries had new 
sidings put in, they were compelled to stand all expense of the 
sidings, there being no refund returned to them on cars moving 
in and out from the sidings. 


We find Conference Ruling No. 512, covering industrial 
switching tracks, that carriers cannot build industrial sidings 
without adequate compensation, but the Conference Ruling does 
not say that there shall not be any refunds made for cars moving 
in and out the siding after they are constructed. 

Can you advise us if such a ruling exists for which a refund 
will be made to the owners of siding as the movement takes 
place over the sidings? 

Answer: In: Weleetka Light & Water Co. vs. Ft. S. & W. 
R. R. Co., 12 I. C. C 503, the Commission said: 

“The Commission does not approve the practice of some 


We know of no ruling by the Commission on this 
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carriers of repaying advancements made by a shipper for the 
construction of a switch track by making an allowance to him 
of a definite amount on each carload of freight shipped to or 
from his manufacturing plant. Such an arrangement presents 
too much the appearance of a purchase of property by the 
carrier with transportation, which is contrary to the principles 
of the act. Undertakings of this nature ought to be evidenced 
by a written contract, a copy of which ought to be filed with 
the Commission. Although payments to be made by the carrier 
to the shipper under such contracts may properly be determined 
or based on the number of carload shipments made to or from 
the industry, such payments ought not to be made out of the 
rate as each car is moved, but ought to be made out of available 
funds at the end of definite intervals, say, of six months or a 
year.” 

See also Chesapeake & Ohio Ry. Cv. vs. Standard Lumber 
Co., 174 Fed. 107. 

Damages—Discrimination in Distribution of Cars 

California.—Question: I represent a large shipper of Cali- 
fornia products, who is shipping to eastern markets all year 
round, and, during the past grape season, we made application 
for refrigerator equipment to move grape shipments from “A” 
and, notwithstanding our repeated requests to the local freight 
agent, who was the proper party to receive such requisitions, 
we did not, during the entire grape season, receive a single car, 
notwithstanding that our competitors were able to ship during 
this same period. Advice from the U. S. Department of Agri- 
culture reports that during September, 1922, 100 carloads of 
grapes were shipped and during October, 1922, 213 carloads 
shipped from “A.” We wrote the interested carrier for an ex- 
planation of the discrimination, but received no satisfactory 
reply. Conservatively estimated, we suffered a loss of $10,000 
and notified the carriers that we intended to file claim. It was 
during this period that the price of grapes attained the peak 
and, had we been given a car or two a week, we would easily 
have realized the amount for which we claim damages. 

Don’t you think, from the above, that we have a just claim 
against the carrier? What is the best procedure, shall we file 
a formal or informal complaint through the Interstate Com- 
merce Commission, or shall we present claim to the carriers 
through their claim department? 

Answer: Where discrimination is involved, that is, where 
in the distribution of cars certain shippers have been discrimi- 
nated against in that other shippers of the same class have, 
during a stated period of time, been furnished cars while the 
carriers have denied cars or have furnished a lesser number of 
cars to the complainant shipper during the same period of time, 
the Commission may award reparation for the loss sustained 
by the complainant shipper by reason of the carriers’ failure to 
furnish the number of cars to which it was entitled under an 
equitable and just distribution of cars. See Hobart Mill & Ele 
vator Co. vs. Director-General, 61 I. C. C. 192, and 69 I. C. C. 412. 

You, apparently, based upon the above statement, have a 
just claim against the carrier in question, and if you can support 
the same by proper proof, should be able to recover damages 
through the medium of a formal complaint against the carrier 
brought before the Interstate Commerce Commission 

Of course, you may be able to secure a voluntary settlement 
by presenting your claim to the claim department of the carrier. 
Undercharges—Limitations Governing Suits for Collection of, 

by Carriers and Director-General 

Missouri.—Question.: Will you kindly advise if freight bills 
which are presented for charges which accrued on shipment 
which was delivered prior to March 1, 1920, can now be collected 
under the statute of limitations of the transportation act? 

Answer: While, so far as suits for undercharges brought 
by carriers, as distinguished from suits by the Director-General, 
are concerned, the provisions of paragraph 3 of section 16 of 
the interstate commerce act bar such an action unless instituted 
prior to March 1, 1923, even though such an action is not barred 
by a state statute, it has just been held by the United States 
Cireuit Court of Appeals for the Eighth Circuit, in the case of 
James C. Davis, Director-General of Railroads, Agent, vs. E. 1. 
Du Pont De Nemours & Co., that this section of the act does not 
apply to suits brought by the Director-General of Railroads for 
the recovery of undercharges. 


Freight Charges—Limitations Governing Actions 
Therefor 
Illinois.—Question: A member of this association was I 
cently presented with a balance due bill covering car of potatoes 
shipped from a point in Wisconsin to St. Louis, Mo., in Decem 
ber, 1916. 
This particular car was originally billed to a concern in 
Chicago and was reconsigned from Chicago to St. Louis. 
the car was in Chicago, track storage and car service charge 
accrued. all 
The carrier claims that the charges up to Chicago, a5 W t 
as the car service and track storage charges which accrued @ 
Chicago, have not been paid. 
I would like to have information as to whether or not ps 
carriers can collect at this late date, As above stated, the @ 


by Carriers 
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was shipped from Wisconsin in December, 1916, over six years 
ago. If the carrier’s claim. for undercharges has been outlawed 
by federal or other statutes, please give reference to the law 
governing. 

Answer: Paragraph 3 of section 16 of the interstate com- 
merce act provides that all actions at law by carriers subject to 
the act, for recovery of their charges, or any part thereof, shall 
be begun within thee years from the date the cause of action 
accrues, and not thereafter. 

Prior to the amendment of section 16 of the interstate com- 
merce act of February 28, 1920, which incorporated therein the 
provision that all actions at law by carriers subject to the act, 
for recovery of their charges or any part thereof, shall be begun 
within three years of the date the cause of action accrues, such 
actions were governed by the statutes of limitations of the states 
within which suit was brought. As there is no provision in the 
interstate commerce act which has the effect of giving the 
amendment of February 28, 1920, to that act a retroactive effect, 
it is our opinion that the same construction would be given the 
provision in question as has been given statutes of similar 
nature; that is, suits may be brought by the carriers within the 
period of time prescribed by the state statutes, but not later than 
three years from the time of the passage of the provision now 
carried in paragraph 3 of section 16 of the interstate Commerce 
act, which is stated above. 

Demurrage—Refund of, Accruing as Result of Refusal of Dam- 
aged Shipment by Consignee 

Missouri.—Question: During June, 1921, we made a ship- 
ment from Station A to Station B, and while the car was in 
transit the commodity was transferred. Investigation developed 
that the commodity was transferred to prevent further damage, 
as the original car practically had no roof, and on arrival at 
destination the car was refused, account of damage. 

During our efforts to resell this car, there was a charge of 
$28 demurrage that accrued. The carriers admit liability as far 
as the damages is concerned, but decline to reimburse us for the 
car service, referring us to Conference Ruling No. 451. 

Do you know of any court decision contrary to Conference 
Ruling 451 that places the carriers liable for demurrage where 
the commodity is damaged while in their possession? 

Answer: If title to the goods passed to the consignee upon 
delivery of the shipment to the carrier, the consignee should 
have accepted the goods and filed claim with the carrier for 
the amount of the damage which resulted from their transporta- 
tion in an unfit car and demurrage charges which accrued as a 
result of the consignee’s refusal of the shipment because of 
the damage in transit cannot, under the provisions of the de- 
murrage tariff, be refunded by the carrier. See Buchanan Coal 
Co. vs. C. R. I. & P. Ry. Co., Unreported Op. 2018 ‘This same 
rule applies where the title remains in the consignor until ac- 
ceptance of the goods by the consignee, but we believe that, in 
the latter event, upon refusal of the goods by the consignee, if 
the efforts of the consignor to dispose of the shipment resulted 
in a substantial benefit to the carrier, it would be held in an 
action at law that the demurrage charges should be included 
in the amount of the damages on the same theory that expenses 
incurred by a shipper in reconditioning goods which result in 
increasing the value of the goods to an amount which at least 
equals their value when received in a damaged condition, plus 
the cost of reconditioning, may be recovered. We, however, 
know of no decision so holding. 

Undercharges—Time Within Which Action Therefor 
Brought By Carriers. 

Georgia.—Question: We note the Supreme Court, October, 
1922, term, decided that overcharge claims were barred unless 
presented within two years after date, excess charges collected. 
What is the law in the case of undercharge claims? 

Answer: Under paragraph 38, section 16, of the interstate 
commerce act, actions by carriers for the recovery of their 
freight charges or any part thereof must be brought within 
three years after the delivery or tender of delivery of a ship- 
ment. This provision does not apply retroactively, but may cut 
short the period of limitation of a state statute in the event 
that under the provisions of a state statute an action which ac- 


crued prior to February 28, 1920, could still be brought after 
February 28, 1923. 


May Be 


PENNSYLVANIA EQUIPMENTS 


The Commission has approved the application of the Penn- 
sylvania for authority to issue and sell $31,500,000 of equipment 
crust certificates at not less than 97%. 


WANT OF JURISDICTION 
On the ground that it was without jurisdiction of the sub- 
ject matter, the Commission dismissed an application of the 


Boise Valley Traction Company asking authority to abandon a 
line of railroad in Ada county, Idaho. 


C. M. & ST. P. TO ABANDON BRANCH 
Authority to abandon a branch line between Cogswell and 
Harlem, N. D., has been asked by the Chicago, Milwaukee & 
St. Paul in an application filed with the Commission. The 
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branch, about five miles long, has been and will be operated 
at a loss because of lack of traffic, the company said, addinz 


that the surrounding territory would continue. to have reason- 
able transportation facilities. 


LEHIGH VALLEY OFFICES MOVE 


On May 1 the Chicago freight and passenger offices of the 
Lehigh Valley Railroad will move to new quarters in the Fed- 
eral Reserve Bank Building, 164 W. Jackson Boulevard. 


Larger 
quarters and improved facilities will be provided. 


MANITOBA CONSTRUCTION DATE INDEFINITE 


Second reading has been given a bill in the Manitoba legis- 
lature to construct a railway from Emerson, Manitoba, to Fort 
Churchill on the Hudson Bay. With regard to the Hudson Bay 
Railway itself, the government recently reaffirmed its intention 
of completing the road to Hudson Bay, but stated no date when 
this should be done. The general belief is that the date will 
continue to be somewhat like the Greek kalands. In the course 
of a by-election campaign in Saskatchewan this week, a member 
of the government stated that it would be completed before 
Christmas, but, in answer to a question in the House, the Min- 
ister of Railways refused to confirm this. 


RECEIVED NO NOTICES 


At the request of western carriers, the Commission set down 
No. 12929, the western grain case, for argument on April 14, not- 
withstanding that the case was argued March 28, as shown in 
the Traffic World, March 31, p. 724. The western railroads 
asked to have it set down again because they said they had not 
received notice of the argument March 28. The Commission 
investigated the declaration that they had not received notice 
of the argument. Their absence from the argument in March 
was not accounted for in any way. The Commission’s inves- 
tigation disclosed that one volume of the record in which attor- 
neys for the western carriers had entered their appearances 
had been overlooked by the clerks who sent out the notices, 
The fact that there would be an argument was set down in the 
docket, but the lawyers do not depend upon docket notices, 
hence their failure to attend. They ask for and receive notice 
other than the posting of assignments in the secretary’s office 
and the publigation in such newspapers as are interested in 
cases before the Commission. 


URGES SPEED IN LOADING AND UNLOADING 


Ernest J. Traof, chairman of the railway committee of the 
New York Board of Trade and Transportation, has sent out an 
appeal to all shippers and consignees stating that the carriers 
desire the release of all cars speedily. If the needless delays 
in loading and unloading cars could be eliminated, he said, this 
alone would be equivalent to an increase in the car supply of 
20 to 30 per cent, and would in effect equal the expenditure of 
some hundreds of millions of dollars for new cars. 


STATEMENT OF THE OWNERSHIP, MANAGEMENT, CIRCULA- 


TION, ETC., REQUIRED BY THE ACT OF CONGRESS 
OF AUGUST 24, 1912, E 
Of The Traffic World, published weekly at Chicago, Ill., for April 
1 


» 1928. 
State of Illinois 
County of Cook 

Before me, a notary public, in and for the State and county 
aforsaid, personally appeared Henry A, Palmer, who, having been 
duly sworn according to law, deposes and says that he is the editor 
and manager of The Traffic World, and that the following is, to the 
best of his knowledge and belief, a true statement of the ownership, 
management, etc., of the aforesaid publication for the date shown 
in the above caption, required by the Act of August 24, 1912, embodied 
in section 443, Postal Laws and Regulations, printed on the reverse 
of this form, to wit: ; 

1. That the names and addresses of the publisher, editor, man- 
aging editor, and business managers are: 

Publisher, The Traffic Service Corporation, 418 S. Market St. 
Chicago, Ill.; editor, Henry A. Palmer, 1244 Forest Ave., Evanston 
Til.; no managing editor; business manager, Henry A. Palmer, 124 
Forest Ave., Evanston, Il. : 9 

2. That the owners are: The Traffic Service Corporation, 418 5. 
Market St., Chicago, Ill.; E. F. Hamm, Kenilworth, Ill.; Wm. Eastmat, 
Evanston, Ill.; Wm. C. Tyler, La Grange, Ill.; C. J. Fellows, Balt 
more, Md.; Fred Fellows, St. Paul, Minn. it 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount 0 
bonds, mortgages, or other securities are: None. f 

That the two paragraphs next above, giving the names y 
the owners, stockholders, and security holders, if any, contain not = 
the list of stockholders and security holders as they appear a 
the books of the company but also, in cases where the stockho a 
or security holder appears upon the books of the company as trug mt 
or in any other fiduciary relation, the name of the person or corpon 
tion for whom such trustee is acting, is given; also that the a 
two paragraphs contain statements embracing affiant’s full know a 
and belief as to the circumstances and conditions under which ~ of 
holders and security holders who do not appear upon the books « 
the company as trustees, hold stock and securities in a capacity 0 real 
than that of a bona fide owner; and this affiant has no reason to in 
lieve that any other person, association, or corporation has any is 
terest direct or indirect in the. said stock, bonds, or other secur 
than as so stated by him. 

HENRY A. PALMER, Editor and Manager ioe 
Sworn to and subscribed before me this 29th day of March, 1 
[Seal.] E. C. Flinn, — 

(My commission expires July 20, 1926. 
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LQUATORIAL' 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 
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ST. LOUIS OFFICE: 1217 Pierce Buildin BIRMINGHAM OFFI 
areas ae ; g ICE: Se So of ene Building 
KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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ENGLISH RAILWAY ELECTRIFICATION 


Electricity will take the place of steam power on several 
hundred miles of railroad in the south of England and the Mid- 
land counties under the schemes being undertaken by the British 
railways. 

Two of the planned electrified routes to be commenced im- 
mediately concern the South Eastern and Chatham system, says 
Consul-General R. P. Skinner in a report to the Department of 
Commerce. The district lines from Charing Cross to Orping- 
ton (14% miles) and Dartford (17% miles), and to Addiscombe 
and Hayes, are mentioned as the first, and will be followed by 
a second section comprising lines to Gillingham (36 miles), Ton- 
bridge (30 miles) and Dorking (23 miles). These form the 
basis for a more extensive electrification in the future. It is ex- 
pected the work will take about three years to complete. 

On the London Brighton and South Coast Railway, the plans 
cover the electrification of the lines from London to Brighton 
(50 miles), and ultimately the whole of the London-Brighton 
area. Work is proceding on the line through Croydon to Couls- 
don (14 miles) and Wallington, and is expected to be finished 
this year. Then will follow the change over from Coulsdon to 
Brighton, Brighton to Eastbourne (running east) and Worthing 
(running west). 

Within the next two years the electrification of the three 
lines from Waterloo to Guilford (London and South Western 
Railway) will be completed. 

The London, Midland and Scottish group are beginning the 
change over on the line covering Manchester, Oldham, Middle- 
ton, Royton and Shaw, as a preliminary to larger developments. 


The same group intends to electrify the system to Rickmans- 
worth. 


c. 0. D. PARCEL POST 


“The general popularity of the C. O. D. privilege in the mail- 
ing of parcel post packages is indicated plainly by the tremendous 
increase in amount of fees collected by the Post Office Depart- 
ment since the establishment of the service on July 1, 1913,” 
the department says. 

“During the first year 2,994,600 parcels were mailed C. O. D., 
the government collecting fees totaling $299,460. For the fiscal 
year 1922, the number of parcels had increased to 30,941,570, 
total fees amounting to $3,152,150.60. 

“For the first four years a ten cent fee was charged to in- 
demnify the sender for loss for full value of parcel up to $25. 
In 1918 the limitation was increased to $100 upon payment of 
a twenty-five cent fee. 


“While many difficulties have arisen in connection with the - 


administration of the C. O. D. privilege they have not been nearly 
so numerous as was predicted by those who opposed its in- 
auguration. All of them have been surmounted. 

“One of the principle difficulties at the beginning was the 
action of postmasters at offices of destination permitting ex- 
amination by the addressee of contents of C. O. D. parcels before 
the charges were collected. After repeated warnings, however, 
this practice has been practically discontinued. Another abuse 
of the service was the practice of shippers in sending collect- 
on-delivery articles which had not been ordered or without the 
consent of the addressee. After repeated warnings in which 
the department pointed out that this action might be miscon- 
strued as an attempt to defraud and a violation of law, the prac- 
tice has virtually ceased.” 


AMERICANS ABANDON SEA 


The number of Americans placed on vessels by the Sea 
Service Bureau of the Shipping Board in March was 5,855 out 
of a total of 7,725, or 75.8 per cent. This was a sharp decline 
from the percentage of 81.1 per cent in February, indicating 
the greater difficulty in getting Americans to work on board 
ship. Higher wages and industrial activity ashore are held re- 
sponsible for the drift from the sea to the land. While the total 
number of placements was practically the same in February 
as in March, with a loss of only nine, heavy decreases were 
recorded at New York, Boston and Galveston. The Boston fig- 
ures showed a dgop of 110 in a total of 151, New York 934 in 
a total of 2,294, and Galveston 124 in a total of 413. Gains 
were reported at Philadelphia of 240 in a total of 718, at Seattle 
of 226 in a total of 583, and at Mobile of 156 in a total of 361. 

Of the 7,725 placements, 4,936 were in off shore vessels and 
2,789 in coastwise and intercoastal. 


W. & M. R. LINE 
The Wyoming & Missouri River Railway Company has been 
authorized by the Commission to operate a line or railroad from 
Aladdin, Wyo., to a point of connection with the C. & N. W., at 
Belle Fourche, S. D., a distance of approximately 18 miles. The 
line was constructed several years ago and operated by the Wy- 


oming & Missouri River Railroad Company. The property and 
assets of the old company were recently sold under an execu- 
tion issued upon a judgment against it. The purchaser at the 
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execution sale contracted to sell the line to the new company 
for $50,000. The Commission said while successive operating 
deficits sustained by the old company in recent years threw 
doubt on the ability of the applicant to operate the line sue. 
cessfully, it appeared that the territory served was not fully 
developed and that some growth in traffic was expected. 


L. & P. ABANDONMENT 

The Louisiana & Pacific Railway Company has been author- 
ized by the Commisison to abandon operation in interstate and 
foreign commerce, under trackage rights, of a line of railroad in 
Beauregard Parish, La., which extends from a connection with 
the company’s line at Longacre to Hoy, a distance of 6 miles, 
The line, owned by the Hudson River Lumber Company, was 
built as a logging road and, since December, 1913, has been 
operated by the railroad company under a trackage agreement, 
The reason given for abandonment was that the logging camp 
at Hoy has been abandoned. 


ASK GOVERNMENT TO TAKE OVER KENT NORTHERN 


A resolution has been introduced in the New Brunswick 
legislature asking the government to take over the Kent North- 
ern Railway and operate it as part of the Canadian National 
system. The resolution states that from January 1 to April 
3, this year, there were only 20 days’ service on the road, owing 
to “a want of efficient rolling stock, coupled with the attitude 
of the management.” 


CANADIAN FREIGHT VIA MEXICO 


It is announced from Vancouver that through bills of lading 
are now being issued for the shipment of freight from Montreal 
to Vancouver via Puerto, Mexico, across the Tehuantepec Rail- 
way, and from Salina Cruz to British Columbia. The Mexican 
government is inaugurating this policy in a bid to regain part 
of the traffic that has been lost to Mexican railways through 
the opening of the Panama Canal. This service will reduce 
the water distance between Vancouver and Montreal by about 
2,000 miles and obviate the Panama Canal tolls, said to average 
about $10,000 per cargo. 


CANADIAN RATE FIXING AGREEMENT 


Restoration of the agreement giving the Manitoba govern- 
ment power to fix rates on the old Canadian Northern Railway 
line in that province, in return for guaranteeing the bonds of 
the company, is being urged in the legislature by the leader of 
the opposition, who says a saving of $10,000,000 annually could 
be effected for the people of the province by bringing back the 
rate fixed in 1903, which was to have remained in force until 
1930, but was nullified when the Dominion government granted 
rate increases to the railways, in 1917 and 1920. The agree 
ment in question, which gave the lieutenant-governor in council 
power to fix rates, also fixed a maximum passenger tariff of 
three cents a mile. 


NEW BRUNSWICK-NEW ENGLAND EMBARGO LIFTED . 


Shippers in New Brunswick have been notified that, until 
April 16, Canadian Pacific Railway box cars may be loaded 
at New Brunswick points for any destination in the United 
States. Previously there had been an embargo on shipments 
further than points in Maine, and later points beyond Maine 
in the New England States were included. The new order is 
said to be the result of an improving situation in railway oP 


eration and is expected to result in increased lumber shipments 
especially. 


CANADIAN RAILWAY CONSTRUCTION 


Although nothing has been included in the government 
estimates for new railway construction this year, it is the 
intention to undertake a number of branch lines in the West, 
and the government will submit to Parliament, shortly, a pro 
gram of construction extending over a term of years. The 
Minister of Railways stated that the government will not neces 
sarily be tied down to the program submitted, but it will be 
the minimum of what will be done. 





DAMAGES AGAINST CANADIAN NATIONAL 
Damages of $20,000 have been awarded against the Calé 
dian National Railways, as the result of claims arising out of 
a collision near Prince Albery, Saskatchewan, when an extf@ 
freight train dashed into a jigger being pushed around a curve 
by two employes. 


NEW HAVEN SUBSIDIARY BOND ISSUE 


The Boston & Providence, a subsidiary of the New Havel, 
has applied to the Commission for authority to issue $2,170,000 
of debenture bonds, bearing 5 per cent interest, to refund a 
issue of like amount of 6 per cent bonds maturing July 1, 1928. 
The company said it would sell the bonds at a price fo net it 
not less than 95 per cent of par, 
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Digest of New Complaint 
2s 
No. 14784. Adequacy of transportation facilities in the northwest 
Pacific states. This is an investigation instituted by the Com- 
mission. 
No. 14785. In the matter of charges for passengers traveling in sleep- 
ing and parlor cars. This is an investigation instituted by the 
Commission into the reasonableness of the Pullman surcharge. . 
No. 14786. Alabama passenger fares and charges. This is an investi- 
gation instituted by the Commission under Section 13 of the act. 
No. 14787. Wool Rates Investigation, 1923, in the matter of rates on 
wool and mohair from Pacific coast and intermediate territory 
to various points. This is an investigation instituted by the 
Commission. 
No. 14788. The Newport Co., Carrollville, Wis., vs. Director General, 
as agent and C. & N. W. 

Unjust and unreasonable charges on several carload shipments 
of scraps and fragments of black sheets coated with tin because 
of unreasonable erroneous and illegal classification and mis- 
description. Asks reparation. 

No. 14789. Surcharge for transportation of passengers in sleeping or 
parlor cars between points in the state of North Carolina. 

This is an investigation instituted under Section 13 of the Act. 

No. 14790. The Germain Co., Pittsburgh, Pa., vs. L. & N. 

Unjust and unreasonable rates on 57 cars of yellow pine cross 
ties from points in Florida and Alabama to Mobile, Ala. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 14791, Mexican Gulf Oil Company, Pittsburgh, Pa., vs. Director 
General, as agent, Santa Fe et al. 
Unjust and unreasonable rates on three carloads of second-hand 
plate iron tanks, K. D., from Dum.igh*, Ok!a., to Tampico, Mexico, 
via Port Arthur, Texas. Asks reparation. 
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No. 14792. Duluth Boiler Works, Duluth, Minn., vs. Director Genera] 
as agent, and Northern Pacific. : 
Unjust, unreasonable, discriminatory and prejudicial rates on 
shipments of marine boilers and parts from Duluth, Minn., to 
Superior, Wis. Asks reparation. 
No. 14793. The Kosse, Shoe & Schleyer Co., Cincinnati, O., vs. Minois 
Central et al. 
Unjust, unreasonable, discriminatory, prejudicial rates on ma- 
pore nd logs imported via New Orleans to Cincinnati. Asks repa. 
ration. 


No. boa Virginia Can Co., Roanoke, Va., vs. Alabama & Vicksburg 
et al. 

Unjust, unreasonable and excessive rates on carload and legs 
than carload lots of tin cans from Buchanan, Va., to numerous 
points in Southern Classification territory. Asks cease and desist 
order, just, reasonable and non-discriminatory rates and repara- 


tion. 
No. 14795. Charleston Traffic Bureau, Charleston, S. C., vs. Alabama 
Great Southern et al. 

Alleges that rates on tobacco in hogsheads, any quantity, ap- 
plicable on export traffic from the Ohio River cities and interiot 
points in central and western Kentucky and central and north- 
western Tennessee to Charleston, S. C., are and will continue to 
be unjust and unreasonable and unduly prejudicial to complainani 
and Charleston, S. C., and unduly preferential of the ports of 
Newport News and Norfolk, Va., New Orleans, La., Mobile, Ala., 
and Pensacola, Fla., and of complainant’s competitors there 


— Asks cease and desist order and just and reasonable 
rates. 


GEORGIA NORTHERN NOTES 
The Georgia Northern Railway Company has applied to the 


Commission for authority to issue $18,600 of 6 per cent equip 


ment trust notes in connection with the acquisition of a loco- 
motive. 





Note. items In the Docket marked with an asterisk (*) are new. 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postPponements announced too fate to show the change In 
this Docket will be noted elsewhere. 


April 16—New York, N. Y.—Asst. Chief Examiner Butler: 
* 14165—Erie Railroad Company et al. vs. Boston & Maine R. R. et al. 
April 16—Chicago, Ill.—Examiner Kephart: 
l. and S, 1759—Grain, grain products and feed from Chicago, Joliet 
and Lockport, Ill., to Texas points. 
April 16—Grand Rapids, Mich.—Examiner Flynn: 
ha” 9” eee Tanning and Extract Co. vs. C. M. & St. P. Ry. 
e q 
April 16—Cincinnati, O.—Examiner Jewell: 
14582—Hickman, Williams & Co., Inc., vs. Director General. 
April 16—Fort Smith, Ark.—Examiner Shanafelt: 
14528—Athletic Mining and Smelting Co. vs. K. C. S. Ry. et al. 
April er Colo.—Commissioner Hall and Examiners Healy 
an oy: 
12964—Consolidation of railroads. 
April 16—Argument at Washington, D. C.: 
13622—Illinois-Pacific Glass Company, et al. vs. Director General. 
aoe Oil Company, (California) vs. Arizona Eastern R. 
e , 
April 16—Hopkinsville, Ky.—Examiner J, McChord: 
14526—Marshall Tie Company vs. Sou. Ry. et al. 
14535—Forbes Manufacturing Company vs. Y. & M. V. R. R. et al. 
April 16—Milwaukee, Wis.—Examiner Witters: 
1. and S. 1743—Increased rates on saw logs and bolts, C. L., from 
Copper Range and Mineral Range R. R. stations to stations in 
Michigan and Wisconsin on the C. M. & St. P. Ry. 


April 17—Chicago, Ill.—Examiner Kephart: 
1. and S. No. 1757—Non-absorption of switching charges on fish at 
Chicago, Ill., via express or passenger service. 
April 17—New York, N. Y.—Examiner Butler: 
14342—Tidewater Coal Exchange, Inc., et al. vs. B. & O. et al. 


April 17—Argument at Washington, D. C.: 


ba ie Bridge & Iron Works vs Erie R. R., Director 
General, et al. 


13464—Republic Coal Company vs. C. St. P. M. & O. Ry. 
13506—The Parkersburg Rig and Reel Company vs. St. L.-S. F. 


Ry. et al. 
oo Parkersburg Rig and Reel Company vs. C. M. & St. P. 
y. et al. 


April 17—Washington, D. C.—Examiner Money: 
12651—Wortham-Carter Publishing Company et al. vs. A. T. & S. F. 
Ry., Director General, et al. ° 
12670—Wortham-Carter Publishing Company et al. vs. Ahnapee & 
Western Ry., Director General, et al. 


April 17—Hopkinsville, Ky.—Examiner J. McChord: 
14532—The Acme Mills, et al. vs. A. G. S. R. R. et al. 
14688—The Acme Mills, et al. vs. B. & O. R. R. et al. 


April 18—Argument at Washington, D. C.: 
13215—Arkansas Jobbers and Manufacturing Assn. vs. C. R. lL. & 
P. Ry. et al. 
April 18—Cairo, Ill.—Examiner Jewell: 


14459—Cyrus C. Shafer Lumber Co. vs. Director General, C. R. I. 
& P. et al 


14630—Cairo Association of Commerce vs. L. & N. et al. 
April 18—Sherman, Texas—Examiner Shanafelt: 
14653—Texas Chamber of Commerce et al. vs. Alexandria & West- 
ern Ry. et al. 
April 18—Kalamazoo, Mich.—Examiner Flynn: 
14309—Kalamazoo Vegetable Parchment Co. vs. Director General, C. 
K. & S. Ry., et al. 
April 18—New York, N. Y.—Examiner Butler: 


{. and S. No. 1625—Absorption of charges between Croxton and Jer- 
sey City, N. J, 


Docket of the Commission 


April 18—Argument at Washington, D. C.: 


ee Commission of Oklahoma vs. Arkansas R. R. 
et al. 


April 19—Washington, D. C.—Commission’s Board of Suspension: 

* 1, and S. No. 1784—In re reshipping rates on less carload grain 
(Informal hearing on question of whether or not the Commission 
shall vacate its order of suspension in said proceeding). 

April 19—Peoria, Ill—Examiner Flynn: : 

14613—Keystone Steel and Wire Co. vs. Director General, Indiana 
Harbor Belt, et al. 
a +e Steel and Wire Co. vs. Director General, C. R, IL 
, et al. 
April 19—New York, N. Y.—Examiner Butler: 
14530—West Virginia Pulp and Paper Co. vs. B. & O. et al. 
14531—West Virginia Pulp and Paper Co. vs. Ann Arbor R. R. et al, 
April 19—Chicago, Ill.—Examiner Kephart: 
11755—Raritan Copper Works vs. Director General, N. Y. 0. & W. 


Ry. et al. 
14123—Diamond Coal and Coke Co. vs. Director General, O. S. L. R. R. 
April 19—Nashville, Tenn.—Examiner J. McChord: 
14555—T. L. Herbert & Sons vs. N. & W. Ry. et al. 
April 19—Argument at Washington, D. C.: 
13559—National Coffee Company, et al. vs. G. C. & S. F. Ry. et al. 
13560—Acme Coffee Company, et al. vs. Beaumont, Sour Lake & 
Western Ry. et al. 
13560—(Sub. No. 1)—The Cooper Grocery Company, et al. vs. Beau- 
mont, Sour Lake & Western Ry. et al. 
13886—Globe Iron Company vs. Director General, B. & O. 
13914—Tidal-Western Oil Corporation, et al. vs. Wichit 
Northwestern Ry. et al. 
April 19—Washington, D. C.—Examiner Davis: — 
* Finance Docket No. 2899—In the matter of the joint application of 
the Mountain States Telephone Co. and Peoples Telephone Co. for 
a certificate of advantage and public interest. 
April 20—Argument at Washington, D. C.: 
12831—Butterworth-Judson Corp. vs. Director General and C. R. BR. 


of N. J. 
13975—Texas Gulf Sulphur Company vs. C. R. R. of N. J. et al. 
April 20—St. Louis, Mo.—Examiner Jewell: 
14262—Toberman, Mackey & Co. vs. Director General. 
14536—J. D. Hollingshead Co. vs. T. & P. et al. 
April 20—Chicago, Ill.—Examiner Kephart: 
14125—Anaconda Copper Mining Co. vs. Director General, Great 
Northern Ry. 
14420—Green Cananea Copper Co. vs. Director General, El Paso & 
S. W. R. R., et al. 
April 21—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 172—In re tentative valuation of the properly 
of Rock Island-Frisco Terminal Railway Company. 
April 21—Chicago, Ill.—Examiner Kephart: : . i 
‘tl. and S. No. 1785—Elimination of various St. Louis terminal ral 
way lines from the perishable protective tariff. 

April 21—Galesburg, Ill.—Examiner Flynn: ! 
14388—Moline Ice Co. vs. Director General, C. St. P. M. & O. et 4! 
April 21—Galesburg, Ill.—Examiner Flynn: \ 

14672—Northwestern Clay Mfg. Co. vs. Rock Island Southern et al. 
April 21—Knoxville, Tenn.—Examiner McChord: N 
14608—Blue Diamond Coal Co. vs. Director General, and L. & ® 
RB... BR. Co. 
* 14596—Shearman Concrete Pipe Co. vs. Southern Ry. et al. 
April 21—Dallas, Tex.—Examiner Shanafelt: 
14523—List & Gifford Construction Co. vs. M. & O. R. R. et al. 
April 23—Washington, D. C.—Division 5: riers 
* 14556—Efficiency and economy of management of common calt 
(Lehigh Valley R. R.). 
April 23—Austin, Tex.—Examiner Shanafelt: 
14628—Withita Falls & Southern passenger fares and charges. 
April 23—St. Louis, Mo.—Examiner Jewell: 1 
13897—The St. Louis Chamber of Commerce vs. A. & V. et 4. 
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75 Q)ears of UNEXCELLED 
FREIGHT SERVICE 


Highest Marine NEXT SAILINGS 


. Classification Passenger and Express-Freight 
Lowest Insurance From San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Rates Hongkong and Manila 
: S. S. President Taft sails........... April 19 
Foreign Trade Dept. S. S. President Cleveland sails...... May 3 
San Francisco, S. S. President Pierce sails.......... May 17 
at Shippers’ Service S. S. President Wilson sails......... May 31 
Always S. S. President Lincoln sails........ June 14 





and every 1 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond ports of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


908 California St., San Francisco, Cal. Central Bldg., Los Angeles, Cal. 10 Hanover Square, New York City 
Also at TRANSCONTINENTAL FREIGHT COMPANY OFFICES 
Woolworth Building Old South Building Drexel Building Union Trust Building 
New York City Boston, Mass. Philadelphia, Pa. Cincinnati, Ohio 
Ellicott Square Buildir g Hippodrome Building 1700 Fifteenth Street 203 South Dearborn Street 
Buffalo, New York Cleveland, Ohio 


Denver, Colorado Chicago, Illinois 


Managing Agents U. 8S. SHIPPING BOARD 
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April 23—Chicago, Ill—Examiner Kephart: 
14652—The I. Lanski & Son Scrap Iron Co. vs. C. G. W. R. R. et al. 
Portion of Fourth Section Application No. 1841, filed by W. H. 
Hosmer, concerning rates on scrap iron, C. L., from Mankato, 
Minn., to Canton, Ohio. 
14623—The Vitrolite Co. vs. A. T. & S. F. Ry. et al. 


April 23—Ft. Worth, Tex.—Commissioner Hall and Examiners Healy 


and Hoy: 
12964—Consolidation of railroads. 


Aprh 23—Argument at Washington, D. C.: 
13842—General Fire Extinguisher Co. vs. A. G. S._R. R. et al. 
13726—General Fire Extinguisher Co. vs. Director General. 
13861—Midvale Steel & Ordnance Company vs. Director General. 
13951—Atlantic Refining Company vs. Director General, P. R. R. 
April 23—Washington, D. C.—Examiner Kelley: 
Valuation Docket No, 203—In re tentative valuation of the property 
of the Newburgh & South Shore Ry. Co. 
April 24—Davenport, Ia.—Examiner Flynn: 
14488—Traffic Bureau, Davenport Chamber of Commerce et al. vs. 
Director General. 
April 24—Birmingham, Ala.—Examiner McChord: 
a Iron and Steel Co. vs. Director General, L. & N. 
ee Y 


April 24—Argument at Washington, D. C.: 
13449—North Carolina Pine Association et al vs. A. C. L. R. R. et al. 
Fourth Section Applications No. 600, et seq. 
oe Powder Company vs. Director General, B. & O. 
et al. 

April 25—New Orleans, La. 

* 12478—Allowances of mileage for Mississippi River crossings. 

* ——a Chamber of Commerce vs. Natchez & Southern Ry. 
et al. 

April 25—Argument at Washington, D. C.: 

Finance No. 100—Deficit status of Abilene & Southern Railway. 

April 25—Chicago, Ill—Examiner Kephart: 

14585—National Woodenware Co. vs. Director General et al. 
14620—Lincoln Oil Refining Co. vs. C. C. C. & St. L. et al. 
April 25—Birmingham, Ala.—Examiner J. McChord: 
14634—Cotton By-Products Co. et al. vs. Southern Ry. et al. 

April 25—New York, N. Y.—Examiner Wagner: 
13010—New York Dock Railway vs. B. & O. R. R. et al. 
13010—(Sub. No. 1)—New York Dock Railway vs. B. & O. R. R. et al. 

April 26, Billings, Mont.—Examiner Faul: 

* 14787—Wood rates investigation, 1923. 

Supplemental fourth section order 8430—Wool and mohair from 
Pacific coast points. . 

* 1. and S. 1738—Wool and mohair from Pacific coast and intermediate 
points to eastern defined territories. 

April 26—Ft. Worth, Texas—Examiner Shanafelt: 

1. and S. No. 1786—Routing on grain and grain products from 
Chicago, Joliet, Lockport and Peoria, Ill., to Texas points. 

April 26—Kansas City, Mo.—Examiner Jewell: 

‘1, & S. No. 1780—Grain and grain products from St. Paul, Minne- 
apolis and Minnesota Transfer, Minn., to Kansas, Oklahoma and 
Colorado points. 

April 26—Argument at Washington, D. C.: 

i Fi S. No. 1733—Slack coal from Arkansas-Oklahoma mines to 
exas. 

April 26—Mason City, Ia.—Examiner Flynn: 

oy eae BE. Decker & Sons vs. Director General, C. G. W. R. R. 
et al. 

April 26—Chicago, Ill.—Examiner Kephart: 

14587—Armour & Co. vs. Director General. 

14605—Armour & Co., operating under the trade name of Armour 
Sandpaper Works, vs. Director General. 

April 26—New Orleans, La.—Examiner J. McChord: 
be Department, Gillican-Chipley Co., Ine., vs. Director 
eneral. 

14484—Paul Villere, Trustee of John P. Rausch Co., Inc., bankrupt, 
vs. Director General, N. O. G. N. et al. Such fourth section de- 
partures as may exist. 

April 26—Kansas City, Mo.—Commissioner Hall and Examiners Healy 
and Hoy: 

12964—Consolidation of railroads. 

April 26—Washington, D. C.—Examiner Davis: 

* Finance Docket No. 2868—In the matter of the application of the 
Texarkana & Fort Smith Ry. Co. for authority to acquire control, 


by lease, of the railroad and property of the Port Arthur Canal 
and Dock Co. 


April 26—Washington, D. C.—Examiner Pattison: 

Valuation Docket No, 220—In re tentative valuation of the property 

of Wildwood & Delaware Bay Short Line R. R. Co. 

April 27—New Orleans, La.—Examiner McChord: 

14553—New Orleans Joint Traffic Bureau vs. A. & V. Ry. et al. 
April 27—Kansas City, Mo.—Examiner Jewell: 

14452—Ash Grove Lime and Portland Cement Co. vs. Mo. Pac. et al. 
April 27—Chicago, Ill.—Examiner Kephart: 

14517—Armour Grain Co. vs. Director General and C. & E. I. 

14586—Armour & Co. vs. Director General. 

14629—Armour & Co. vs. L. & N. et al. 


April 27—Washington, D. C.—Examiner Davis: 

* Finance Docket No. 2870—In the matter of the application of the 
Atchison, Topeka & Santa Fe Ry. Co. for authority to acquire 
control, by lease, of the railroad and property of the Dodge City 
& Cimarron Valley Ry. Co. 

April 27—Washington, D,. C.—Examiner Fuller: 

14544—Grasselli Chemical Co. vs. B. & O. R. R. et al. 

April 27—Washington, D. C.—Examiner Kelly: 

Val. Dkt. No. 86—In re tentative valuation of the property of the 
Trinity & Brazos Valley Railway Company. 

Val. Dkt. No. 106—In re tentative valuation of the property of Chi- 
cago, Milwaukee & Gary Railway Company. 

April 28—Chi , Ill.—Examiner Kephart: 

14367—Booth Fisheries Co. vs. American Ry. Express Co. 
14495—Meletio Sea Food Co. vs. American Ry. Express Co. 

April 28—Kansas City, Mo.—Examiner Jewell: 

14621—National Zinc Co, Inc., vs. A. T. & S. F. et al. 
April 30—Salt Lake City, Utah—Examiner Faul: 
* 14787—Wool rates investigation, 1923. 


Supplemental fourth section order 8430—Wool and mohair from 
Pacific coast points. 
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* I. and S. 1738—Wool and mohair from Pacific coast and intermediate 
points to eastern defined territories. 
April 30—Tucumcari, N. M.—Examiner Keene: ~ 
* a Visa Lumber Co. vs. Director General, C. R. Il. & p 
e 2 . 
April 30—La Crosse, Wis.—Examiner Flynn: 
13864—Traffic Bureau Chamber of Commerce, La Crosse, Wis. vs 
Cc. M. & St. P. Ry. et al. ‘ : 
April 30—Jackson, Miss.—Examiner J. McChord: 
14208—Granad Oil Mills vs. Director General, Ill. Cent. et al. 


April 30—Pine Bluff, Ark.—Examiner Shanafelt: 
14673—Chamber of Commerce of El Dorado, Ark., vs. C. R. I. & P 


April 30—St. Louis, Mo.—Commissioner Hall and Examiners Healy 
. _.and Hoy: 
12964—Consolidation of railroads. 


April 30—Washington, D. C.—Examiner Fuller: 

14433—Limerock R. R. Co. vs. Maine Central R. R. Co. 

May 1—El Paso, Tex.—Examiner Keene: 

* I. and S. 1783—Brick and clay products from El Paso, Texas, and 
related points to Arizona. 

May 1—Washington, D. C.—Examiner Marchand: 

Valuation Docket No. 157—In re tentative valuatoins of the proper- 
gs ga crps Western Railway and Chesapeake & Western 

2 te: OR: 

May i—Argument at Washington, D. C.: 

' 11757—Chicago, St. Paul, Minneapolis & Omaha Ry. Co. et al. vs. 
Great Lakes Transit Corporation. 

‘ 13157—-Western Paper Makers Chemical Company vs. Director Gen- 
eral, Alabama Central R. R. et al. 

May 1—Washington, D. C.—Examiner Fowler: 

14700—Depreciation charges of telephone companies. 

May i—Jackson, Miss.—Examiner McChord: 

ea Paper Co. vs. Beaumont, Sour Lake & Western Ry. 
et al. 

Portions of Fourth Section Applications 461 and_636, filed by F. A. 
Leland, concerning rates on wrapping paper, C. L., from Orange, 
Tex., to Jackson, Miss., and Memphis, Tenn, 

May 1—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 244—In re tentative valuation of the property 
of Copper Range R. R. Co. 

May 2—Sioux City, Ia.—Examiner Gaddess: 

* 1, and S. No. 1792—Grain and grain products between Minnesota 
and South Dakota points to Mississippi and Ohio River crossings 
and points in Mississippi Valley. 

May 2—Wilmington, Del.—Examiner Gerry: 

* a Bancroft & Sons Co. vs. Director General, P. & R. Ry. 
et al. 

May 2—Harrisburg, Pa.—Examiner McGrath: 

* 14631—Boher & Hosfeld et al. vs. B. & M. R. R. et al. 


May 2—Washington, D. C.—Examiner Marchand: 
‘ Valuation Docket No. 218—im re tentative valuation of the property 
of the Duluth and Superior Bridge Company. 
May 2—Argument at Washington, D. C.: 
' 13432—Beatrice Creamery Company vs. L. & N. R. R. 
' 13518—Federal Grain Company et al vs. A. T. & S. F. Ry. et al. 
$ a cms L, Carpenter vs. Director General, N. Y. N. H. & 
- we , 
May 2—Minneapolis, Minn.—Examiner Kephart: 
14142—Illinois Coal Traffic Bureau vs. C. & N. W. Ry. et al. 
— Reiss Coal Company etal. vs. Ahnapee & Western Ry. et 
al. 
Such fourth section departures as may exist in any of the rates 
involved. 
May 2—Minneapolis, Minn.—Examiner Kephart: 
14476—Northwestern Coal Dock Operators’ Assn. vs. C. & A. R. R. 


et al. 
14533—Traffic Bureau of the Sioux City Chamber of Commerce 
et al. vs. B. & O. R. R. et al. 
14622—Board of Railroad Commissioners of the State of South 
Dakota vs. C. & A. R. R. et al. 
May 2—Little Rock, Ark.—Examiner Shanafelt: 
14371—Arkansas Fertilizer Co. vs. Abilene & Southern Ry. et al. 
14416—Little Rock Board of Commerce vs. Abilene & Southern Ry. 
et al. Such fourth section departures are may exist in any of the 
rates involved. 
May 2—Jackson, Miss.—Examiner McChord: ss a 
14618—Jackson Traffic Bureau (for Jackson Fertilizer Co.) vs. Brim- 
stone R. R. & Canal Co. et al. 
14636—Jackson Traffic Bureau (for Enochs Lumber and Mfg. Co.) 
vs. St. L.-S. F. Ry. et al. 
May 3—Wichita, Kan.—Examiner Koch: 
* 1, and S. No. 1788—Class rates from points in Kansas to eastern 
Colorado. 
May 3—Buffalo, N. Y.—Examiner Woodrow: : 
* 10420—Donner Steel Co., Inc., vs. D. L. & W. R. R., Director Gen- 


eral, et al. 
May 3—Dubuque, Ilowa—Examiner Flynn: : m 
* 1. and S. No. 1791—Earthenware or stoneware from Red Wins, 


Minn., to points in North Pacific coast and intermediate terri- 
tories, transcontinental. 
May 3—Vicksburg, Miss.—Examiner Cassidy: , 
* 14314—Louisiana Public Service Commission vs. Mo. Pac. R. R. et al. 


May 3—Washington, D. C.—Examiner Marchand: . 

' Valuation Docket No, 147—In re tentative valuation of the property 
of the Chicago & Wabash Valley Railway Company. 

May 3—Philadelphia, Pa.—Examiner Gerry: 4 

2d —e Powder Co. vs. Director General, Bingham & Gar- 
field. 

* 14758—E. I. Du Pont de Nemours & Co. vs. Director General. 

May 3—Argument at Washington, D. C.: . 

' 44388—The Public Service Commission of Indiana and the Indiana 
State Chamber of Commerce vs. A. T. & S. F. Ry. et al. t 

' 43671—The Public Service Commission of Indiana et al. vs. A. T. 
Ss. F. Ry. et al. 


May 3—Washington, D. C.—Examiner Kelley: : neti 
Valuation Docket No. 146—In re tentative valuation of the prop 
of Jonesboro, Lake City & Eastern R. R. Co. 
May 3—Kansas City, Mo.—Examiner Jewell: 
14614—The Kansas City Brick Co. vs. K. C. S. et al. 
May 4—Chicago, Ill.—Examiner Carter: ‘ ee 
* |, and S. No. 1786—Routing on grain and grain products from 
eago, Joliet, Lockport and Peoria, Ill., to Texas points. 
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This 
STRONGER TRUSS 
Insures 80% to 70% 
More Protection to 
GoodsShipped in Mid- 
West Shipping Boxes. 


Do the Liners on Your 
Shipping Boxes Comply with 
Railroad Specifications? 


If not—then there may be trouble brewing 
either for you or for your consignee in the 
shape of extra freight charges. This is a 
point which you really cannot afford to over- 
look. The rulings on the subject are clear 
and to the point, laid down for the protection 


of consignor as well as the consignee at the 
other end of the line. 





High, strong, resilient corrugations and high test 
liners form the right combination which never fails 
to impress with its always satisfactory performance— 
and that is the reason why hundreds of the country’s 
leading shippers em- 
ploy the Mid-West 
“Perfect Package ”’ 
Shipping Box. 





Three Distinctive 
Mid-West Features 


1—Waterproof Container: 


For every occasion requir- 
ing complete protection 
against moisture or wet 


Logically —the low priced 
box cannot possibly pos- 
sess the best wearing 


conitions. quality. Don’t forget that 
2—Triple Tape Corners: 707% of the cost of a _ 
A strong reinforcement rugated fibre board box is 
which prevents tapes from raw material. “Play Safe.” 
aplitting: sad pocting. Insist that your liners 
3—Offset Score: comply with railroad speci- 


Insures a positive tight 
closing contact of end flaps. 


fications. Make your or- 
ders read—Mid-West. 





Big shippers have profited to the extent of 
thousands of dollars by using our “Perfect 
Package’’ Data Sheet. Yours free on request. 


MIpD-WEST Box COMPANY 


GENERAL OFFICES: 18th Floor Conway Bldg., CHICAGO, ILL. 





Corrugated Factories: 
Fibre Board Anderson, Ind. 
Products Kokomo, Ind. 

Chicago, IIl. 
Solid Cleveland, O. 
Fibre Board Fairmont,W.Va. 
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NEW ORLEANS 


(Second Port U.S. A.) 


NO CONGESTION — NO DELAY 


Open Throughout the Year 
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Unusual Available 
to 94 
Opportunities Steamship Lines 
with 
for Regular Sailings 
e * to 
Acquiring =a All World Ports 
ZEEE _— also 
Valuable e =. “ -— SS _—— Served by a 
‘ 4 . : Publicly Owned 
Industrial Belt Railroad 
° which 
Sites GE CF » ae Connects 
ona Ve = <<. with 
, A’ PA VE Tes} ofaa)a fafa slah —( Ten Trunk Line 
Water Front = |]=srijeeeesescen Sm Railroads 
Te, [asf] 2S id | IH Reaching Every 
at = Ail Section 
of 
Sea Level 


This Country 


‘at = iw ao 


Nh, = lasses 




























NATIONAL , Nt cat ua FORMAL 
FOREIGN ie ae 3 25D) VAC RRR EERE OPENING 
TRADE _—— e SQN | INDUSTRIAL 

CONVENTION CANAL 

NEW ORLEANS AND 

MAY INNER HARBOR 
2nd, 3rd, 4th MAY 5th 






For further information address 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
New Orleans, La. 
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The San Antonio and Aransas Pass Railway Co. 





J. S. Peter, 
Vice-Pres. & Gen. Mgr., 
San Antonio, Tex. 


J. C. Mangham, 
Gen. Frt. Agt., 
San Antonio, Tex. 
J. B. Brooks, 
A. G. F. A. 
San Antonio, Tex. 


H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. A 


San Antonio, Tex. 
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A. R. Canfield, 
Com. Agt., 
Houston, Tex. j 
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SPEEDY, 
ACCURATE, 
AN 


D 
ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 


time between terminals shown below, also to Mexico via Laredo. 

















Corpus Christi Alice Laredo via Alice 
26 hrs. 24 hrs. 354 hrs. 
22 ae rT) 32 se 
21 ee 19 ee 30% ee 
11 y ee 20% ae 
Below is approximate service in days from following cities and River Crossings: 
FRoM = 
Wace Houston San Antenio | Corpus Christi Alice Laredo via Alice 
wamsas City) ........ a4 3 days 3\4 days 3% days 4 days 
St. Lewis...) ........ * aye ri ” a%4%° 6 « 
Mem et a eee a 3% ° 3% 34° a¢« 
eee 3 days 8K cr) 3 ae 3 ae 3 oe 3% oe 














Proportionate service to above is rendered to all intermediate points. 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 

Southern Pacific Lines 

San Antonio. Uvalde & Gulf R. R. 

San Antonio Southern Ry. 

St. Louis Southwestern Ry. (Cotton Belt) 
Sugar Land Ry. 

Trinity & Brazos Valley Ry. 

Texas Mexican Ry. 
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SOUTHERN PACIFIC 
> OFFLINEAGENCIES 
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Where they reach ye Where to reach them 


SIGNS WITH A MEANING 


) on the map shown above 


or 


on the office windows, 





Designate— 


SOUTHERN PACIFIC GENERAL AGENCIES 
Which are PUBLIC SERVICE Stations 


You are invited to test their efficiency 


Address ‘General Agent, Southern Pacific Lines.’’ The postman knows him. 














